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the RIGHT gear ratio for 
load, road, and type of service 




















lower cost, longer tru 


Eaton 2-Speed Axles double the conventional 


number of gear ratios, giving drivers a right ratio 





for every operating condition—on the highway, or 
off, starting out under full load, climbing grades, 
highballing, quick shifting in traffic. Engines run 
in the most efficient and economical speed range, 





reducing stress and wear on engines and power 





transmitting parts; adding thousands of miles to 
vehicle life. And Eaton Axles last longer because 
exclusive planetary gearing better distributes 
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gear tooth loads. The exclusive Eaton forced-feed 
oiling system provides positive lubrication at all 
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vehicle speeds. Ask your dealer to show you 
how Eaton 2-Speeds will help your trucks haul 
more, faster, longer, at lower cost! 








Axle Division iy. 

3 . 
EATON MANUFACTURING COMPANY bee 
CLEVELAND, OHIO ' 

: B 
@ PRODUCTS: Sodium Cooled, Poppet, and Free Valves * Tappets * Hydraulic Valve Lifters * Valve Seat Inserts « Jet sas 
Engine Parts * Rotor Pumps * Motor Truck Axles * Permanent Mold Gray Iron Castings * Heater-Defroster Units * Snap Rings Ww 
Springtites* Spring Washers * Cold Drawn Steel* Stampings* Leaf and Coil Springs* Dynamatic Drives, Brakes, Dynamometers plex 
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What happened 
to the time ? 


A lot of things are scarce these days. 


Steel. Aluminum. Machine tools. Raw 
materials. So scarce, in fact, that Uncle 
Sam has them on a priority list. 


But in American industries today, the 
scarcest commodity of all is... time! 

With military orders urgent, with com- 
piex new weapons in the making, time is 
the key word of our defense program. 


But there’s one way a manufacturer can 
get a “priority” on time. 


He can ship his parts and products via 
Air Express—the service that gets top pri- 
ority of all commercial shipping services! 


Air Express is first off the loading plat- 
form...first on the planes... first to arrive 
at destinations anywhere in the 48 states! 


Whatever your business, you can profit 
from the regular use of Air Express. 
Here’s why: 


IT’S FASTEST — Air Express gets top 
priority of all commercial shipping ser- 
vices — gives the fastest, most complete 
door-to-door pick-up and delivery service 
in all cities and principal towns at no 
extra cost. 


IT’S DEPENDABLE — Air Express pro- 
vides one-carrier responsibility all the way 


and gets a receipt upon delivery. 


IT’S PROFITABLE — Air Express service 
costs less than you think, gives you many 
profit-making opportunities. 


For more facts, call Air Express Divi- 
sion of Railway Express Agency. 


OAR EXPRESS 


GETS THERE FIRST 
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EDITORIAL 





A Case for Condensing I.C.C. Cases 


ONGRESS created certain administrative agencies to 
relieve it of legislative duties that, in the nature of 
things, it could not perform. 

Unless something is done to tighten up procedure and to 
keep within reasonable limits the records being made before 
one body at least—the Interstate Commerce Commission— 
someone is going to have to take on the duties which that 
body cannot perform efficiently. 

The job is one that involves a divided responsibility. The 
Commission and its practitioners must act in concert if less 
bulky records, and records that are more consistently confined 
to the points at issue in any proceeding, are to be achieved. 

In considering the matter of reasonable records, the whole 
body of the Commission’s duties must be kept in mind. We 
do not attempt here to catalog each and every activity, but 
only to suggest the broad outline of what must go on daily 
within the Commission’s round of duties. 


First, the agency must be administered, and the adminis- 
tering of an agency which employs nearly two thousand 
people is not a casual, leisure-time job. Then there is the 
whole routine of daily duties revolving about the regulation 
of rates. There is the supervision of the study of tariffs filed. 
Requests are received daily for the suspension of tariffs and 
the decision (often in itself a major one) must be made as 
to whether or not a given schedule is to be suspended. Spe- 
cial permission applications, rail, motor, water, must be 
handled. Fourth-section applications must be processed. 


Decisions must be made as to whether or not to defend a 
Commission order that has been attacked in the courts, and 
whether or not to appeal court actions. Motor carrier appli- 
cations represent a heavy burden, as well as does the handling 
of rate and other complaints against the carriers, both 
formally and informally. 

It would be possible to break down even that partial 
list of the Commission’s duties into the component jobs, and 
to add to it, but the list is sufficiently broad to indicate that 
consideration must be given at every point to lightening and 
simplifying the steps leading to the exercise of the Commis- 
sion’s final responsibility: The application of the interstate 
commerce act, and related acts, to the dynamic situations that 
are developing daily in the field of transportation. 


S qrenp wapey that the application of the act is the 
final duty of the Commission, it must be obvious that 
the records made in formal cases become important, and 
hever more than now with the as yet unexplored implications 
of the administrative procedure act to be worked out. 

It will be understood that we are not making complaint 
because a record is large, merely because it is large. In the 
nature of things, some proceedings must have large, even very 
large, records. But when the bulge represents matters that are 
not reasonably applicable to the issues in the proceeding, or 
are merely cumulative, it is our view that they should be 
blocked before they get into the record. 

Let us take an example. In a recent case, an economist and 
author of legal articles was placed on the stand. For about 


three hours he reviewed the economic situation of the United 
States, with excursions into foreign affairs and their effect on 
the domestic economy. Then he turned, for approximately 
another three hours, to the economic situation in the area of 
the country directly involved. Then he was subjected to a 
long period of cross-examination in which, as has been gen- 
erally true of expert witnesses, he repeated substantially what 
he had said on 5, i testimony. , 


HERE is some language in the administrative procedure 
ge which would seem to make it important that records 
before administrative agencies be kept within reasonable 
bounds. It has to do with the consideration of the ‘‘entire”’ 
record by the agency. Since the Supreme Court has com- 
mented once or twice on the length of records before such 
agencies, it seems a practical matter to keep out irrelevant 
and merely cumulative matter (as is also required by the 
procedure act) so that, if an administrative report and order 
are attacked in court, the agency will not be faced with a 
conclusion that, because a record has bulged to an unreason- 
able degree, that record had not been considered in its 
entirety. 

Admitting that general economic testimony would be 
helpful to the Commission in the proceeding involved, we 
think that not above an hour’s time would have been re- 
quired to cite the authorities on which the witness relied, 
because it is certain that those authorities will be consulted 
and checked before any one, charged with voting his views 
in a case of such magnitude, would accept the testimony as 
given. This, obviously, is no reflection on the witness. It is 
merely that such a check is the very smallest safeguard an 
administrator must employ in the interests of the integrity of 
his own decision. 

We would recommend, on the basis of what we have just 
said, and on the basis of other experiences of the kind, that 
the Commission’s rules of practice, insofar as they relate to 
evidence offered in mona xt before it, be tightened up, 
that its presiding officers be instructed to insist that witnesses 
keep to the issue, and that merely cumulative testimony be 
rejected. 

We mention the administrative procedure act above be- 
cause we find not without support among practitioners the 
possibility of getting arouhd the stand the courts have taken 
that they will not probe the administrators’ minds. However, 
there have been criticisms by the highest court of lengthy 
records. It is possible that, using the administrative procedure 
act, an attorney, aggrieved by losing his case before the Com- 
mission, may suggest to the court that a record of undue 
length may not have had (and humanly-could not have had) 
thorough examination by the administrators. On such a basis, 
the court might be induced, without touching on the merits, 
to remand the case for more explicit statement in the decision 
of the consideration given the record. 

Common sense requires that the Commission and its prac- 
titioners get together and find a way to make records that are 
adequate without being stuffed with cumulative and repeti- 
tious matter. 
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Here’s how you can 
QUIET that phone! 


No, you don’t have to take the phone 
off the hook. Just let Buffalo Mer- 
chandise Warehouses, Inc. handlc 
your Niagara Frontier distribution. 


Careful, experienced personnel at 
Buffalo Merchandise Warehouses’ 
two inland and two waterfront ter- 
minals see that your shipments are 
properly handled, stored, delivered 
on schedule. 


floor space, the most modern han- 
dling equipment, large elevators, 
extensive rail sidings, and inside 
truck docks facilitate storage and dis- 
tribution of your goods. 


Silence those frantic phone calls 
from dealers with correct, on-time 
deliveries through Buffalo Merchan- 
dise Warehouses, Inc. Write, wire 
or call us today. 


BUFFALO MERCHANDISE 
WAREHOUSES, Inc. 


Buffalo’s Largest 
Merchandise Warehouse Operation 


General Offices: 
261 Great Arrow Ave., Buffalo 7, N. Y. 


Members: 
American Chain of Warehouses, Inc. 
New York and Chicago 
American Warehousemen’s Assn., Chicago 





Close to 1,000,000 square feet of 












UESTIONS AND 
NSWERS 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. 
attention will be paid to anonymous communications or questions from nonsubscribers. 
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In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a mem 


r of our special service department, will furnish 


references to regulations and decisions and will answer questions of application of tariff schedules and 


practical tariff problems. 
work, nor 
question that does not seem to be of 
complex for the kind of investigation 








Tariff Interpretation— 
Specific v. Intermediate Rate 
Question—Missouri 


Central & Southern Motor Freight 
Ass’n. Tariff No. 12-F, MF-ICC No. 100, 
Item 11800, provides for a rate of 175¢, 
with reference mark (M), which provides 
that the rate applies on L.T.L. traffic 
destined to East St. Louis, Illinois. 

This item also applies to St. Louis, 
Missouri with a rate of 75¢ L.T.L. and a 
rate of 55¢ subject to volume minimum 
of 2000 pounds. 

It is the contention of the shipper that 
the rate of 55¢, volume minimum of 2,000 
lbs., will apply to East St. Louis, Illinois. 
under authority of Item 1140. 

We contend that Item 1140 is not ap- 
plicable for the reason that it provides 
that the item is only applicable in the 
absence of a specific rate and as a spe- 
cific rate is named for L.T.L. shipments 
to East St. Louis, Dlinois, the L.T.L. 
volume rate is not applicable. 

Please advise. 


Answer 


Item 1140 publishes a list of points 
which take the St. Louis, Mo. rates. This 
list includes East St. Louis, Ill. It also 
includes a restriction which specifically 
states that the points listed will take the 
St. Louis rates, but only in the absence 
of a specific rate to any point listed. 

Item 11800 publishes a specific rate 
to East St. Louis, therefore, in accord- 
ance with the provisions of Item 1140, 
the rate to St. Louis cannot be applied 
to East St. Louis. 





Payment of Freight Charges— 


What Constitutes Delivery for Purpose 
Of Computing Credit Period 


Question—Colorado 


In the Commission’s credit rules, the 
credit period starts to run from the first 
midnight following delivery of freight if 
freight bill was presented prior to or at 
the time of delivery. Under this rule, 
when is a car of freight considered de- 
livered to a consignee using a team 
track? When, if an industry track is 
used? Is it when notice is given, or 
when unloading is completed? 


Answer 


Paragraph 2 of the Rules Governing 
the Uniform Collection of Freight Trans- 
portation Charges, approved by the 
Treasury Division, Association of Ameri- 
can Railroads, provides: 


Delivery or Relinquishment of Possession of 
Freight is Accomplished (for the purposes of 


do we undertake to render legal opinions. 
eneral interest or that may appear to us unwise to answer or too 
erein contemplated. 





We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


computing the credit period for charges for 
freight transportation and related services) : 

(a) Less than carload shipments: When the 
property or any part of the consignment is 
removed from the railroad station by, or for 
account of, the consignee or owner; where 
“pick-up and delivery service’ is used: when 
the railroad drayman delivers the property 
at specified destination; 

(b) Carload traffic delivered upon private 
tracks or sidings: When cars are placed upon 
the private siding of the consignee, or when 
cars are placed upon the designated delivery 
track of the consignee at a station where no 
Agent is employed by the railroad; 

(c) Carload traffic delivered on public or 
team tracks: When car seals are broken, or 
commodity bulk is broken, or the freight is 
otherwise released to the consignee or his 
authorized representative; 

(ad) Carload traffic delivered on industry 
tracks: When cars are placed upon the pri- 
vate or designated (assigned) tracks of the 
industry; 

(e) Carload traffic delivered on connecting 
switching lines or on industry tracks on con- 
necting switching lines: Relinquishment of 
possession by the line haul railroad occurs: 


(1) when the car seal is broken, or com- 
modity bulk is broken, or the freight is other- 
wise released to the consignee or his author- 
ized representative; 


(2) when car is moved on or to private 
track or designated (assigned) track of an 
industry. 

(f) Traffic delivered to a water carrier, ex- 
cept traffic moving via through rail-water 
routes under joint rates or on through bills of 
lading: When the freight passes from railroad 
possession, whether from cars, lighters, piers, 
platforms or other facilities. 

NOTE: Saturdays, Sundays and legal holi- 
days may be excluded in computing the pe- 
riod of credit. 





Tariff Interpretation— 


Stopping in Transit to Complete 
Loading—Applicable Rate 


Question—Michigan 

On page 6 of the September 22, 1951 
TRAFFIC WorRLD, under the above caption, 
you have repeated the opinion given on 
page 8 of the August 18 issue of the 
TRAFFIC WORLD, under the same caption. 

Your opinion raises several questions: 

When a tariff very clearly states that 
the highest rate shall apply without any 
mention of minimum weight, how can 
this be construed to mean _ highest 
charge? See Central States Motor 
Freight Bureau Tariff No. 226-B, Item 
1680, which reads in part: 

Charges . . . shall be on the basis of the 
truckload rate . .. from origin to destina- 
tion or from any point at which shipment is 
stopped for partial unloading, whichever is 


higher, and at the truckload minimum 
weight or actual weight if greater. 


The word “rate” is generally understood 
to mean the charge in dollars and cents 
per transportation unit (cwt.), as stated 
in the subheading of Section 11 “Rates 
in Cents per 100 lbs.” 

How can carriers be expected to main- 
tain files of tariffs which publish rates 

































































Wort 


n in his 
ver any 
r or too 


ges for 
vices) : 
1en the 
nent is 
or for 
where 
: when 
roperty 


private 
1 upon 
* when 
elivery 
ere no 


blic or 
fen, or 
ight is 
or his 


dustry 
1e pri- 
of the 


ecting 
n con- 
ent of 
curs: 


* com- 
other- 
uthor- 


orivate 
of an 


er, eX- 
-water 
ills of 
rilroad 
_ piers, 


l holi- 
he pe- 


. 1951 
ption, 
[Pn on 
f the 
ion. 

tions: 
; that 
t any 
7 can 
ghest 
Motor 
Item 


xf the 
stina- 
ent is 
ver is 
imum 


stood 
cents 
tated 
Rates 


nain- 
rates 


em 


‘apeer 


WITS 


January 19, 1952 


from points where they do not originate 
shipments or shippers be expected to 
maintain files of rates from points from 
which they do not ship? 

Would a stop-off for partial unloading 
within the origin state be permissible in 
view of the Commission’s decision in 
Armour & Co. v. Tri-State Motor Trans- 
port, MC-C-894)? The facts were sub- 
stantially as follows: the shipment orig- 
inated at Springfield, Mo., was shipped 
to E. St. Louis, Ill., with a stop-off for 
partial unloading at St. Louis, Mo. In 
this case the Commission ruled that 
stopping-in-transit would not be per- 
mitted and that the less truckload 
charge is applicable on each portion of 
the shipment. 













































Answer 


In its report in Butler Brothers v. 
Ann Arbor R. Co., 253 I.C.C. 437, the 
Commission said: 

The Commission frequently has stated 
that the carload minimum weight is a part 
of the carload rate. In Butte Fruit & Pro- 
duce Co. Inc. v. Northern Pac. Ry. Co., 178 
I.C.C. 370, 372, division 3 stated tnat a pre- 
sumption of unreasonableness requiring spe- 
cial justification attaches to higher charges 
resulting from the use of a commodity rate 
having a minimum exceeding that in con- 
nection with the corresponding class rate. 
Defendants did not file a memorandum of 
facts and argument. They have offered no 
justification whatever for charging on com- 
plainant’s shipments a commodity rate and 
minimum producing charges exceeding 
those under the corresponding class rate 
and minimum. 


See, also, St. Louis Cooperate Co. H v. 
Chicago, B. & Q. R. Co., 136 ICC 625, 
627. 

We do not see how rates can be sepa- 
rated from the minimum weight appli- 
cable in connection therewith, in deter- 
mining which is the higher of two rates. 


In determining the applicable charge 
under a_ stopping-in-transit provision 
such as that involved in this question, 
the use of the tariffs containing the rates 
to be compared is essential to a deter- 
mination of the applicable charge on the 
shipment. 

Under the findings of the Commission 
in Armour & Co. v. Tri-State Motor 
Transport, Inc., 49 M.C.C. 46, the por- 
tion of a shipment unloaded at a point 
in the same state as the point of origin is 
intrastate in character, if it moves from 
the point of origin to the stop-off point 
via an intrastate route, notwithstanding 
that it moves to stop-off point as a part 
of a shipment consigned to a destination 
in another state. 





Tariff Interpretation— 


Application of Intermediate Rule—More 
Distant Point Not Located on Initial 
Carrier at Intermediate Point 


Question—Washington 


We should like to pose a further ques- 
tion in connection with the question and 
answer appearing under the above cap- 
tion, in the November 3, 1951 issue of the 
TRAFFIC WORLD. 


The question originally posed was 
whether or not a truckload shipment of 
22,000 pounds of tools from Elyria, Ohio, 
to Los Angeles, California, would be en- 
titled to the rate set forth in Item 5500 
of Rocky Mountain Motor Tariff Bureau 
Tariff No. 6-A, MF-ICC No. 32 as an 
intermediate point to Jamestown, New 
York. Due to the fact that no carriers 
Names were mentioned, it is impossible 
for us to determine whether or’ not the 
carriers referred to as carrier A and car- 
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> Here’s another satisfied Mayflower shipper filling out the 
Mayflower “Customer Report Questionnaire.” His state- 
ment is typical of hundreds we receive every day from 
all over the nation. Every Mayflower customer receives a 
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* Direct service between New York 
area and California — Eastbound 
and Westbound! 

* Minimum delivery time—no de- 
lays! 

* Minimum handling—no reload- 
ing! 

* Maximum responsibility, facilities 
and “know-how” of two leading 
lines. 

* “Round-the-clock” movement un- 
der 12 relay drivers— Mid-States 
east of Chicago, P-I-E west of Chi- 
cago—pulling P-I-E 35-ft. semi- 
trailers. 

* Truckload and L.T.L. shipments! 


PHONE NOW for FULL INFORMATION! 
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FREIGHT LINES, Inc. 


New York City * Worth 4-4576 
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Philadelphia « STevenson 4-1777 





rier B in the original question are parties 
to any of the through rates named from 
Jamestown, New York, to Los Angeles, 
California. 

Since the Rocky Mountain Motor Tar- 
iffs are open-routed tariffs, it would ap- 
pear to be quite possible that a through 
rate and through route from Jamestown, 
New York, to Los Angeles, California, 
does exist in connection with the carriers 
from Elyria to Chicago and Chicago to 
destination. Since it has always been 
our understanding that any intermediate 
point on the line of any one of the car- 
riers parties to a through rate would have 
to be held intermediate between the ori- 
gin and destination points of the route, 
we are quite anxious to hear your further 
opinion on this matter. 


Answer 


Our answer was based on the assump- 
tion that the initial carrier at the inter- 
mediate point is not a party to rates 
from the more distant point. 

In that connection, see the report of 
the Commission in Continental Steel 
Corp. v. New York, C. & St. L. R. R., 
243 I.C.C. 775, 777, in which it is held 
that in the case of open-routed tariffs 
involving the intermediate rule, it must 
be determined whether there is a rate 
applicable over a given route through the 
alleged intermediate point. 





Tax on Transportation— 
Party Liable For 


Question—California 


Purchase orders and contracts of pur- 
chase usually include provisions for 
liability for transportation changes. Ma- 
terial purchased from one concern in 
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particular provides that transportation 
charges will be allowed. This company 
takes the position that the transporta- 
tion 3% tax is not a part of the trans- 
portation cost and invariably charges 
us with the amount of the transporta- 
tion tax. 

We recall a case in point in which 
the courts held that the 3% transporta- 
tion tax is an integral part of the trans- 


portation charges and could not be sep- f 


arated from the transportation charges 
by the party obligated to assume the 
cost of transportation. 

We have been unsuccessful in finding 


a report of that particular case and } 
would appreciate it very much if you | 


can furnish reference to it. We would 
also sincerely appreciate any rulings by 
the Commissioner of Internal Revenue 
bearing on this matter. 


Answer 


The method of adjusting transporta- | 


tion expenses between the buyer and 
seller, or the consignor and the con- 
signee, is a matter of private contract 
over which the government has no juris- 
diction. 


In the absence of an express contract 
between the vendor and the vendee with 
reference to the payment of the trans- 
portation tax, we think that the courts 
would hold that the general custom in 
vogue in trade circles that the person 
paying the freight is to pay the trans- 
portation tax, would govern. In other 
words, if the goods are purchased f.o.b. 
shipping point, freight prepaid or freight 
allowed, then the shipper is the party 
liable for the transportation tax, but 
if the goods are bought f.o.b. destina- 
tion, freight and the transportation tax 
paid at destination, then the consignee 
would be liable. 
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Toll Road Costs and Taxes 
Indianapolis, Ind. 


The editorial on toll roads, in the De- 
cember 15, 1951, TRAFFIC WoRLD, is deserv- 
ing of compliment. It expresses some 
very sound conclusions. 

We have been studying this question 
lately. You point out that motorists who 
use toll roads are “doubly taxed.” 
Your conclusion seems to be based on 
the Brookings Institution’s study. The 
claim is the usual one of those who 
seem opposed to toll highways. I am 
wondering whether there is not another 
and more appropriate answer. 

You point out among the several rea- 
sons why motorists use toll roads the 
fact that they can use these facilities to 
their own benefit. That being so, why 
should tolls be characterized as “double 
taxation,” if, after motorists pay gaso- 
line taxes, license fees, and the like— 
which go largely to the building and 
maintaining of public highways—they 
receive additional facilities in the form 
of toll roads on which they can “save 
money”? It seems to me that this is 
a misnomer. Taxation, whether it is sin- 
gle or double, is necessarily something 
that is required. What the motorist 
pays in fuel taxes, license fees, and the 


like, is in reality taxes. What he may 
pay for a facility or anything else which 
is of greater value to him than its price, 
and which may be purchased or not 
purchased as he desires, is certainly not 
taxation, single or double. 

From my own preliminary studies, I 
am persuaded that, perhaps, the toll 
highway may be employed satisfactorily 
as the solution of a major part of our 
highway problems, if we adequately em- 
ploy it before we go too far in super- 
highways and “cut-offs” at great public 
expense and without any direct reim- 
bursements. 

It seems to me that it is of the great- 
est importance to separate through from 
local highway traffic. This can only be 
accomplished through the construction 
of toll highways which can only be suc- 
cessful if they are constructed and main- 
tained at a cost to the user that will be 
no higher, and probably somewhat lower, 
than the savings that will result from 
their use. You enumerate the savings; 
but I question your suggestion that the 
cost to the user for operations over toll 
roads for long distances would be exces- 
sive. 

I realize, of course, that transportation 
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that provides Sentinel dependability and 
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the savings from the use of toll high- 
ways are greater on longer than on 
shorter distances in several respects. For 
instance, if the time for the highway 
journey from Chicago to New York could 
be cut in half, layovers and overtime 
costs should be eliminated to a much 
greater degree than they would over the 
short hauls—the kind of hauls the Chi- 
cago operator would concede to result in 
great savings.—HERSCHEL A. HOLLOPETER, 
Transportation Director, Indiana State 
Chamber of Commerce. 





Parcel Post Weight Limits 


Altoona, Pa. 


Effective January 1, 1952, Congress 
provided weight limits of 20 pounds per 
package for parcel post between or to 
first class post offices in the United 
States for the third through eighth 
parcel post zones. 


It is generally understood that the 
purpose of these weight limitations was 
to divert larger packages from parcel 
post to Railway Express Agency and 
possibly to freight services, in an attempt 
to take the Post Office Department out 
of the so-called freight business. The 
proponents of this plan in hearings be- 
fore congressional committees are on 
record that larger packages handled by 
parcel post have and will cause large 
deficits in the Post Office Department. 


For the record, regarding H. R. 2945, 
Alfred L. Hammell, president, Railway 
Express Agency, has stated that express 
shipments had decreased over 12 million 
shipments or by 58.7 per cent, comparing 
March, 1946, with March, 1950. His tes- 
timony states that this was due to low 
parcel post rates and presumably these 
shipments lost to Railway Express were 
carried by parcel post. 


Attached is a simple comparison of 
parcel post and express rates (exclusive 
of the three per cent transportation tax 
on the latter) for a 40-pound shipment. 
Such a comparison could be greatly am- 
plified for many additional weights with- 
out significant differences in what it 
attempts to demonstrate. 


It can readily be seen that Railway 
Express charges are not competitive in 
that they greatly exceed the parcel post 
charges. The difference is such in favor 
of parcel post that many shippers will 
find it advantageous under the present 
parcel post weight limits, to use more 
packages and still distribute at a saving 
by parcel post. 

The writer knows personally of several 
firms distributing their products nation- 
ally, who are heavy users of parcel post 
service and who will continue to use 
parcel post service as outlined next 
above. It would appear that there may 
pe a great many other firms throughout 


Comparison of Parcel Post and Express Rates on 40-Pound Shipment 
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Pennsylvania and the rest of the United 
States which will do the same. 

It is significant to study and realize 
the implications of the very slight dif- 
ference in additional revenue (14 cents 
average additional revenue for two car- 
tons in the attached comparison) for 
the Post Office Department for handling 
two cartons under the new weight reg- 
ulations than for one carton under the 
old regulations. 


In other words, the Post Office Depart- 
ment apparently could be handling 100 
per cent more packages for very little 
more revenue. 

For example, will $1.68 postal revenue 
for handling two cartons weighing 20 
pounds each be compensatory to the 
Post Office Department if $1.54 (or only 
14 cents less) apparently was considered 
reasonable for handling one carton 
weighing 40 pounds in the same zone 
before the new weight regulations were 
in effect? 

By any of the many currently ac- 
cepted criteria for handling, warehous- 
ing and storage or any other transpor- 
tation media, such a narrow spread in 
rates for service rendered would very 
likely be considered insufficient to cover 
costs of additional handling. 

If this situation, affecting a few firms 
within the writer’s knowledge, is at all 
prevalent nationally, it would appear 
that the recent increases in parcel post 
rates to decrease the deficit in the 
Post Office Department might be more 
than vitiated as a result of increased 
handling costs caused by the new weight 
limits placed on parcel post. It would 
also appear that the diversion to com- 
mercial agencies, as intended by Con- 
gress, would not be accomplished, ex- 
cept in those instances where shipments 
are such that they cannot be made in 
more than one carton or package. 

There have been national campaigns 
in the recent past, and may be more 
necessary in the future, to conserve 
packing materials, such as corrugated 
and similar cartons and kraft paper for 
packages. These parcel post weight lim- 
its complicate what might be a problem 
by using more of such materials as well 
as increasing to some extent actual 
packing labor and costs. 


These added costs might well be justi- 
fied if the intent to increase the Post 
Office Department revenues and decrease | 
its deficit were realized. Until it has} 
been definitely established that addi-| 
tional net revenues have been realized 
for parcel post, as intended by Congress, } 
and there seems to be ground for 
reasonable doubt that there will be ad-/ 
ditional net revenues because of addi-# 
tional handling burdens, might it not 7 
be wise that parcel post costs and losses 
be given very careful attention by Con-| 
gress in the national interest?—-DONALD/) 
K. Granam. Traffic Manager, the But-)j 
terick Co., Inc. 


RAILWAY EXPRESS 








1 CARTON 2 CARTONS EXTRA COST CHARGES FOR CITIES 

ZONE 40 lbs.’ 40 lbs.” FOR 2 CARTONS Int s4ME ZONES * | 

3 $1.54 $1.68 $ .14 $2.68 (N. Y. C.) 

4 2.05 2.20 13 3.12 (Chicago) 

5 2.85 3.00 15 3.99 (Kansas City) 

6 3.84 3.98 14 4.76 (Dallas) 

7 4.74 4.88 14 6.12 (Salt Lake City) 

8 5.73 5.86 13 7.40 (San Francisco) 


1 Allowed under parcel post weight limits prior to January 1, 1952. 
2 To comply with parcel post weight limits effective January 1, 1952. 
3 Excluding Federal Transportation Tax of 3 per cent. 
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EVERY STURDY FRUEH 


ENGINEERED FROM THE GROUND UP FOR MAXIMUM LOAD- 





E. J. FLACCUS, Pres., Tower Trucking Co. 


Wheeling, W. Va. 


structure. 


...finds Fruehaufs built to handle biggest 
loads ... longest ... at lowest cost 


“We bought our first Fruehauf, a 
‘frameless’ Trailer, on a dare in 
1938. The company, formed three 
years before, had experimented 
with just about every type of 
Trailer available. We were dared 
by the Fruehauf Pittsburgh Branch 
to put the ‘frameless’ unit into serv- 
ice and break it down. And we 
bought it with every intent of doing 


FRUEHAUF SERVICE BRANCHES * 


PITTSBU 
WHEELING 


7 ~ 


— 





just that. Load it as we tried, we 
never made the grade. As far as we 
are concerned, there is no question 
that Fruehauf has done a better job 
and provides better service than 
any other type of Trailer. 

“Four hundred miles of our 
routes, from Wheeling to the North 
Carolina state line, consists of 
tough mountainous terrain — that 
either makes or breaks a Trailer 
unit. Our continued dependence 
upon Fruehauf equipment is based 
on the fact that this service hasn’t 
‘broken’ any of the company’s 
Trailers.” 


FRUEHAUF SERVICE BRANCHES BLANKET TOWER TERRITORY 


CORRUGATED STEEL. Known as the 
“frameless wonder”, its rigid, all- 
welded construction of 20-gauge hi- 
tensile steel utilizes each corrugation 
as integral part of its load carrying 
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“FRUEHAUFS ARE TIRE MISERS!” reports 
Bob Porter, Tower tire conservation chief, 
to Equip. Supt. D. J. Lewis. “These 
Gravity-Tandem Trailer tires have 75,000 
miles on them, with plenty more to go.” 


















Tower Trucking Company serves a 7-state 
area, with Wheeling, West Virginia as its 
operating base. 


Tower has established a Preventive Main- 
tenance program with Fruehauf’s Pitts- | 
burgh Service Branch to handle all major |; 
repair work. 
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_. BUILT LIKE A BRIDGE! 


CARRYING STRENGTH WITH MINIMUM 


STAINLESS STEEL. Each corrugation, 
a supporting beam in itself, is shot- 
welded to its sturdy framework . 
forming a 100% load-carrying beam 
of the entire Trailer. Never needs 
painting. 





FRUEHAUF I IS A DRIVER’S TRAILER 


“You don’t have to drive them to ap- 


preciate Fruehaufs,” says Driver- 
Broker Peter Brumage. “It shows up 
in such things. as reduced tire wear. If 
I were building a fleet, I’d make it all 
Fruehaufs. For ease of handling, dura- 
bility and long life at low-cost opera- 
tion, Fruehauf is the Trucker’s Trailer.” 



















TOWER TO TEST NEW FRUEHAUF CORRUGATED ALUMINUM! 
s 


OF WEIGHT 





AEROVAN (Hi-Tensile Steel). Integral- 


TROUBLE-FREE FRUEHAUFS STAND UP 


“The fact that we keep coming back 
for more Fruehaufs is tribute in itself. 
Our drivers like them, and we know 
from long experience of their depend- 
ability. All Trailer down-time is ex- 
pensive and Fruehaufs have meant 
sizable savings to us here.” 








World’s strongest 
Aluminum Trailer— 
it’s the new Fruehauf- 
Carter Corrugated 
Aluminum Van. Tower 
has recently placed an 
order for twelve 32-ft. 
Gravity-Tandem units. 







frame of hi-tensile steel provides 
maximum strength with lowest pos- 
sible weight. Truss-type construction 
makes every member a load-sup- 
porting part of the structure. 





FRUEHAUFS ARE MAINTENANCE MISERS 


“They need little service work,” re- 
ports Shop Supt. Leroy Bryson (right). 
“That means we have more time to 
keep our tractors up to snuff. And 
when major Trailer service is needed, 
we know we can’t get it faster or bet- 
ter than at a Fruehauf Branch.” 


Fruehauf Trailer Company 
10951 Harper Avenue, 
Detroit 32, Mich. 


Please send free copy of Fruehauf’s 
new: 









__Catalog of Truck-Trailers 

—_Preventive Maintenance Folder. 
Name 
CE ee ee ee 


City State. 
SEND FOR YOUR FREE COPY 
TODAY 
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TWENTY-FIVE YEARS OF 
SUPERLATIVE SERVICE 












DECATUR 


1934 S. WENTWORTH AVE., CHICAGO 16 


FOR SHIPMENTS MIDWEST, DECATURIS BEST 
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pments in this area... 


©) CINCINNATI 


&COm rome 


HOME OF FICE— INTERCHANGE POINT 
TEQMINAL—INTEQCHANGE POINT 
TERMINAL —NO INTERCHANGE 
REGULAR ROUTE—INTERSTATE ONLY 
REGULAR ROUTE—INTEQ & INTECASTATE 
TRAVERSED—WNOT SERVED 


CHECK—the map and consider the complete midwest 
coverage and the widespread network of DECATUR 
terminals . . . 20 of them closely interlinked by Tele- 
type and with every shipment under constant control. 


CHECK—equipment . . . the DECATUR modern Diesel 
tractors with lighter weight trailers for greater net 
capacity . . . finest of the kind and scrupulously main- 
tained for fast, safe, dependable service. 


CHECK—facilities . . . the DECATUR large, long-expe- 
rienced, highly skilled organization of traffic engineers, 
expediters, dispatchers, pilots . . . our Master Control 
system of dispatching . . . our super-efficient Tracing 
system . . . our quick-action C.O.D. division . . . our 
smooth-functioning Claim Department . . . and our mod- 
ern safety devices, pilferage protection and insurance 
coverage. 


CHECK—and call Victory 2-6000. . 
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Hearing on N.Y. Surcharge 


Reassigned for January 30 


The Commission, by a notice in I. 
and S. M-3929, Surcharges—New York 
State, and embraced case, has canceled 
a hearing in the proceedings assigned 
for January 23 in Washington, D.C., be- 
fore Examiner Stephen A. Aplin and has 
reassigned the proceedings for hearing 
on January 30 at the Commission in 
Washington before Examiner Aplin 
(T.W., Jan. 12, p. 13, and Dec. 29, 1951, p. 
17). 

The notice was issued in I. and S. 
M-3929 and supplements 1 to 8 inclu- 
sive and MC-C-1339, Surcharges—New 
York State. 

By an order in the two proceedings, 
the Commission directed that an ex- 
aminer’s recommended decision would 
be omitted; that briefs were to be filed 
within 20 days after the close of the 
hearing; and that the proceedings be 
assigned for oral argument before the 
Commission two days after briefs were 
filed or as soon thereafter as prac- 
ticable. 

The Commission said it had considered 
a petition of the respondent motor car- 
riers and a reply to that petition filed 
by the Eastern Industrial Traffic League. 

In I. and S. M-3929, the Commission 
suspended tariffs that proposed to levy, 
as a surcharge, amounts intended to meet 
the cost to the carriers of a highway-use 
tax based on the capacitv of vehicles, 
levied since October 1, 1951, by New York 
State. 





Rails Close Evidence in 


Highway Explosives Case 


Railroad testimony in MC-200, Sub. 84, 
Riss & Co., Extension—Explosives, was 
ended January 16. 


Charles McCamic, of Wheeling, W.Va., 
president of the American Tunnel, 
Bridge and Turnpike Association, said 
that there should be no movement of 
explosives through highway vehicular 
tunnels, and that trucking of explosives 
over bridges and turnpikes should be 
only under temporary authority where 
it was absolutely necessary, and then 
under proper regulations. 

Two witnesses for the American Truck- 
ing Associations, Edward V. Kiley, as- 
Sistant director of the A.T.A.’s Depart- 
ment of Research, and G. D. Sontheimer, 
A.T.A.’s director of Safety, offered cer- 
tain exhibits. 

Mr. Kiley’s exhibit showed motor ve- 
hicles in operation in the United States 
in 1950. 

Mr. Sontheimer offered three exhibits. 
One was a copy of a letter to the Com- 
Mission asking information concerning 
rail and motor carrier accidents directly 
or indirectly involving the transportation 
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of explosives, and a copy of the reply of 
Secretary Bartel, of the Commission, en- 
closing a tabulation covering accidents 
which involved fire and/or explosion in 
the transportation of explosives by motor 
carriers, as shown by the Commission’s 
records. 

As to rail accidents, Secretary Bartel 
said he could not furnish the informa- 
tion because rail accident reports were 
not filed in a manner to make such data 
available. He continued: 

“However, the Bureau of Explosives 
states that 1950 was the 29th consecu- 
tive year of a non-fatality record for 
railroad transportation of explosives. 
The South Amboy, N.J., explosion did 
not affect this record because it did 
not occur during transportation by rail, 
although the explosion took place in the 
course of transfer of the cargo from 
rail cars to a lighter for transfer to a 
ship.” 

Ruling on the admissibility of a printed 
report of the South Amboy accident was 
deferred by B. E. Stillwell, assistant di- 
rector of the section of complaints of 
the Commission’s Bureau of Motor Car- 
riers, who presided. 

Another exhibit offered by Mr. Son- 
theimer consisted of excerpts from the 
Commission’s annual reports regarding 
rail transportation of explosives, and 
still another tabulation headed “Vio- 
lations of Hours of Service Act by Rail- 
roads, 1940-1950.” 


(See earlier story on page 50) 





Meeting on Procedure 


At an informal meeting between division two 
and counsel for the shippers and the railroads 
at noon January 17, future procedure in Ex 
Parte 175 was discussed. 


John S. Burchmore, as chairman of the 
shipper-counsel group, said the consensus was 
that there would be a 30-day adjournment 
after the railroads completed their testimony 
to give shippers an opportunity to analyze the 
material and reply to it. Counsel for the De- 
partment of Agriculture asked until March 15 
to prepare the department's case. 


Edwin H. Burgess, vice-president and general 
counsel of the Baltimore & Ohio, and heading 
counsel for the railroads, objected to any delay 
and Harry C. Barron, counsel for the western 
railroads, while also opposing the delay, said 
it should not, if granted, exceed 10 days. 


Commissioner Aitchison, as chairman of divi- 
sion two, said he would not recommend to the 
Commission either the 10-day adjournment or 
an adjournment to March 15. 


The commissioner said that there would be no 
regional hearings in Ex Parte 175 because of 
a lack of funds with which to conduct them. 
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More Testimony Presented 


In Support of Added 
Ex Parte 175 Rate Boost 


Increased costs of operations had 
continued to rise above increased 
railroad revenue, said L. L. Knight, 
of Norfolk, Va., comptroller of the 
Seaboard Air Line Railroad, testify- 
ing in Ex Parte 175, Increased Freight 
Rates, 1951, in which the railroads are 
asking for the entire 15 per cent in- 
crease they originally sought, in lieu 
of the lesser increases authorized last 
August. 


Mr. Knight said that if all increases 
in wage rates, payroll taxes and cost of 
materials had been in effect for all of 
1951 on the Seaboard, they would have 
added to operating expenses $13,295,000 
over those in effect in 1950. If the au- 
thorized increases had been in effect, 
he added, they would have yielded addi- 
tional revenue of $5,830,000. In addition, 
he said, increased wage rates and pay- 
roll taxes above those in effect at the 
end of 1951—he was referring to a 4- 
cents-an-hour increase under cost-of- 
living escalator clauses effective Janu- 
ary 1—would add another $2,100,000 to 
Seaboard expenses in 1952. 

He said the railroad had spent $42,875,- 
000 in 1951 to increase its capacity to 
handle traffic and to make improvements 
partially to offset rising costs. Such 
efforts in recent years, he said, had in- 
creased gross ton-miles a train hour 
from about 25,000 in the late 1930’s, when 
the road began its dieselization program, 
to an anticipated 45,000 in 1952. He said 
that, in addition to ordering new equip- 
ment, Seaboard had maintained a pro- 
gram which had reduced the number of 
bad order cars from 3.9 per cent on 
December 31, 1949, to 1.9 per cent at 
present. 

Mr. Knight said that the only other 
avenue open to relieve still existing “acute 
shortages,” was the purchase of new 
cars which, he added, “takes money.” 


Earle F. Bidez, of Savannah, Ga., vice- 
president of the Central of Georgia, said 
that comparison of the rates of return 
for that railroad—none in 1946 and 1947; 
1.98 per cent in 1948; 0.21 per cent in 
1949, and 2.28 per cent in 1950, with the 
returns for all Class I railroads, showed 
graphically the “tragic plight” of rail- 
roads such as the Central of Georgia in 
periods when Class I railroads collec- 
tively earned less than a fair return on 
their investments. | 


He said that his railroad was “not a 
strong line financially,” and that it was 
obvious steps other than the increase 
sought were necessary to improve the 
financial results of its operation. He said 
that there was a great need for capital 
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expenditures to improve operating con- 
ditions on the road and a need for 
“larger allotments for maintenance.” He 
said the road had progressed in increas- 
ing efficiency by reducing deficits from 
unprofitable passenger operations, which 
he said was one of the most serious 
problems facing the railroad; that it 
had replaced steam power with diesels, 
and had rebuilt or replaced old cars. 
Replacement of old equipment, he as- 
serted, was dependent on the funds that 
could be obtained from the earnings of 
the railroad. 

Mr. Bidez said that Central of Georgia 
had earned an available net income of 
$2,571,988 in 1950, but that unpaid ac- 
cumulations of interest on general mort- 
gage bonds for the three preceding years 
had wiped out all but $60,700 of that sum. 
Even that remaining sum, he said, had 
been paid into a sinking fund for the 
retirement of debenture bonds. 

There was no certainty how long the 
high volume of freight traffic of 1951 
would continue, Mr. Bidez asserted, add- 
ing that estimates for 1952 were for 
about the same ton-miles as in 1951. A 
decline of as little as 10 per cent, which 
he said “could easily occur,” would wipe 
out $3,700,000 of gross revenue on the 
basis of present rates and charges, the 
witness said. 

A. G. T. Moore, general traffic man- 
ager, Southern Pine Association, asked 
Mr. Bidez if he thought the railroad 
would obtain more revenue from a 
straight percentage increase than with a 
“hold-down.” The witness replied in the 
affirmative and also said he would favor 
a straight percentage increase on lumber. 

Asked the same question on cross- 
examination, Fred Carpi, vice-president, 
traffic, Pennsylvania Railroad, replying 
to the same questions, said greater rev- 
enue would come from a straight per- 
centage increase. However, he added 
that, with respect to lumber, the rail- 
roads had not asked for a general per- 
centage increase. Asked if he would 
decline the percentage increase on lum- 
ber, Mr. Carpi said he could not answer, 
since it would not rest with him to make 
the decision. Asked if he was defending 
a percentage increase with a maximum, 
Mr. Carpi replied that he was “because 
that is our proposal.” He said this was 
so, although he had said greater revenue 
would come from a straight percentage 
increase because, he continued, that 
would be the immediate result, but that 
he did not know that it would be true 
over a longer period of time. 

Most of the morning of January 17 
was taken up with cross-examination 
of Walter S. Franklin, president of the 
Pennsylvania Railroad. 

Commissioner Splawn asked questions 
concerning the degree to which the 
Pennsylvania had kept authorized in- 
creases in effect. Mr. Franklin replied, 
in part, that the railroad had to be 
“commercially-minded” about its rate 
structure, and that the rate structure 
could not be inflexibly fixed, else the 
railroads would not be able to meet 
competitive rates. 


Answering C. D. Williams, solicitor for 
the Depatrment of Commerce, Mr. 
Franklin said he was not surpised when 
told that the rate of return of the rail- 
roads as a whole would be larger if the 
New York Central and the Pennsylvania 
were eliminated, since the eastern rail- 
roads, he asserted, had much larger 
terminal costs than the other railroads 
of the country. In answer to a question 
by Commissioner Aitchison, Mr. Frank- 
lin said that such costs bore more heavily 
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on the Pennsylvania than on the New 
York Central. 

Asked what the Pennsylvania had 
done in connection with abandoning 
passenger service, and what success it 
has had since May, 1951, the time of the 
initial hearing in Ex Parte 175, Mr. 
Franklin replied that the efforts had 
been continued with some success. Since 
May of 1951, he said, a reduction in 
passenger-train miles had been made 
of 6,240 a day, compared with a total 
daily passenger mileage of 100,000 miles, 
or roughly 6 per cent, resulting in a 
Saving of approximately $8,000,000 in 
those services. 

He said the Pennsylvania had also 
withdrawn 67 commuter trains a day, 
had taken 42 regularly-assigned pullman 
cars a day out of scheduled service. 

After referring to the increased mail 
pay as a favorable factor, Mr. Franklin 
expressed disappointment that the Com- 
mission had “held up for the present 
time” an effort to obtain increased ex- 
press rates, but he added that “we are 
going to continue after that.” 

Mr. Franklin said increased round-trip 
fares would produce from $750,000 to 
$1,000,000 a year, and that the road was 
considering a further increase in passen- 
ger fares. He said the railroad had 
hired an excellent firm to make a study 
with the road’s passenger personnel of 
the passenger system to see what further 
could be done. He said the railroad was 
closing the “old Broad Street Station” 
by the end of April. That, he said, would 
save about $1,000,000 a year. He said 
applications were pending for the dis- 
continuance of more passenger services 
as soon as the state commissions gave 
their permission. 

Commissioner Splawn asked whether, 
in adjusting rates to meet competition, 
it was reasonable to expect that the 
Pennsylvania could apply the 6 per cent 
additional increase now being sought. 
Mr. Franklin replied that it was “per- 
fectly reasonable.” ‘The commissioner 
said he had pursued that line of ques- 
tioning because he anticipated that coun- 
sel would say in argument that what 
the railroad was doing was because it 
was unable to apply the increases au- 
thorized on certain traffic and that that 
reduced the road’s income considerably. 
The question was, said the commissioner, 
whether it was just to ask other traffic 
to contribute what could not be had on 
competitive traffic. Mr. Franklin re- 
plied that, in his judgment, it was proper 
and fair. He said that the commodities 
were not necessarily competitive, mean- 
ing the commodities on which reductions 
were made and those on which reduc- 
tions were not made.- He said the busi- 
ness would move by some form of trans- 
portation and that the railroads should 
have the opportunity to obtain the 
traffic. 

In answer to a question by Mr. Will- 
iams as to whether the increase sought 
was in the nature of a “hunting license,” 
Mr. Franklin said emphatically that it 
was not. 


(See earlier story on page 47) 





Carloadings Totaled 742,757 
In Week Ended January 12 


Loading of revenue freight the week 
ended January 12, 1952, totaled 742,757 
cars, the Association of American Rail- 
roads announced. This was a decrease 
of 40,258 cars or 5.1 per cent below the 
corresponding week a vear ago, but an in- 
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crease of 113,214 cars or 18 per cent above 
the corresponding week two years ago, 
when loadings were reduced by restricted 
operations in the coal fieids. 


Loading of revenue freight the week of 
January 12 increased 129,977 cars or 21.2 
per cent above the preceding New Year’s 
Day holiday week. 


Coal loading amounted to 168,495 cars, 
a decrease of 279 cars below the corre- 
sponding week a year ago, but an in- 
crease of 30,854 cars above the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 364,- 
226 cars, a decrease of 19,076 cars below the 
corresponding week last year, but an in- 
crease Of 56,362 cars above the preceding 
week this year. 

Loading of merchandise less than carload 
freight totaled 67,512 cars, a decrease of 
12,316 cars below the corresponding week 
last year, but an increase of 12,619 cars 
above the preceding week in 1952. 

Grain and grain products loadings totaled 
54,105 cars, a decrease of 3,090 cars below 
the corresponding week in 1951, but an in- 
crease of 13,506 cars above the preceding 
week this year. In the Western Districts, 
grain and grain products loadings for the 
week of January 12 totaled 36,787 cars, a 
decrease of 199 cars below the same 1951 
week, but an increase of 9,187 cars above 
the preceding 1952 week. 

Livestock loading amounted to 9,835 cars, 
a decrease of 776 cars below the same week 
in 1951, but an increase of 2,543 cars above 
the preceding week this year. In the West- 
ern Districts, loading of livestock for the 
week oi January 12 totaled 7,275 cars, a 
decrease of 1,090 cars below the same week 
@ year ago, but an increase of 2,098 cars 
above the preceding week this year. 

Forest products loadings totaled 44,034 
cars, a decrease of 6,193 cars below a year 
ago, but an increase of 10,757 cars above a 
week ago. 

Ore loading amounted to 17,989 cars, an 
increase Of 861 cars above last year and an 
increase of 3,198 cars above last week. 

Coke loading amounted to 16,561 cars, an 
increase of 611 cars above a year ago, and 
an increase of 138 cars above the previous 
week this year. 

All districts reported decreases compared 
with the corresponding week in 1951. All 
reported increases compared with the cor- 
responding week in 1950. 


Cumulative Loadings 


1952 1951 1950 
Week of Jan- 
eee 612,780 662,427 505,753 
Week of Jan- 
a: 742,757 783,015 629,543 
ee 1,355,537 1,445,442 1,135,296 





Ask I.C.C. to Vacate or 
Modify All Orders Not in 


Line with New Class Rates 


The respondents railroads in No. 
28300, Class Rate Investigation, 1939, 
have petitioned the Commission to 
vacate, or in the alternative, to 
modify all outstanding orders affect- 
ing class rates in order to eliminate 
conflict between those orders and 
the rates prescribed in the class rate 
case in the third supplemental re- 
port on further hearing, decided July 
26, 1951, at 281 I.C.C. 213. 


In their petition, the railroads said 
that the new uniform classification re- 
quired by the Commission’s report and 
order in No. 28310, Consolidated Freight 
Classification, would be filed on or be- 
fore February 1, and that the prescribed 
class rates and the classification were 
indicated to become effective May 30. 

The carriers listed the principal re- 
ports and orders of the Commission deal- 
ing with class rates in the territory in- 
volved, but said it was not intended to 
be all-inclusive, as to which the action 
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“ 
329,543 second half-century of a “world of 
. service”...has a fleet of modern White 


135,296 THE WHITE 3000 carries a prestige-building impression of your moving vans constantly on the go. 
quality and service standards right up to the door of your best 
customers and prospects. And the whole family loves it! 


It’s a “rolling billboard” of high advertising value. But it’s 























’ more than that—it is today’s most modern motor truck. 
Its new design and shorter wheelbase permit extra payload f 

Ss ... improved maneuverability ... better roadability, safety, Viieieteeeen 
1 No. | and driving ease. Substantial maintenance savings, too! —— 

1939, It’s the favorite of leaders in every business! 
m to THE WHITE MOTOR COMPANY -: Cleveland 1, Ohio 
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Whatever your hauling requirements... 


THERE IS A 


TRAILMOBILE 


FOR YOUR 
tt 


Pick the trailer for your job from a com- 
plete line of Trailmobiles. Here is a line 
that includes a wide variety of body types 
with a choice of optional equipment de- 
signed to meet your individual requirements. 


TANK TRAILERS 


Trailmobile builds the only tank trailer 
on the market guaranteed against shell 
leakage. Trailmobile builds tank trailers 
and tank trains to haul gasoline, oil, 
kerosene, acids and asphalt. Also models 
for hauling bulk cement and for other 
special applications. 


TR 
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MISCELLANEOUS 


From industry to agriculture, from a 
simple dolly to an unusual tank type Logi 
trailer, the Trailmobile line is complete. JN? vie 
Other models include dump trailers, 

dump chassis, interchangeable drop frame 
chassis and 4-wheelers. The model shown 
is a cattle rack. You will find a Trailmobile 
to fit your special hauling problem. 








Only two moving parts to lubricate. 
Trailmobile Tandems are inexpensive 
to operate, easy to service, cost a maxi- 
mum of only $2.90 a month to main- 
tain for a 5-year period. Ask about the 


Plan. 
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FREIGHT VANS 


The Trailmobile van line includes closed 
and open top models for general freight 
hauling; insulated and refrigerated bodies 
for perishable foods; rack type bodies for 
grain and livestock and drop frame vans 
for moving or bulk hauling. 





PLATFORM TRAILERS 


Tested models available for hauling heavy 
concentrated loads or light bulk loads. 
Platform trailers are versatile and indis- 
pensable for many transportation jobs 
in industry and on the farm. 
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Tandems 


Trailmobile Guaranteed Tandem 
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TRAILMOBILE inc. 


Friendly Service From Coast to Coast 


Cincinnati 9, Ohio 
Berkeley 2, California 
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was asked. In order to prevent any un- 
intended violation of any order, the rail- 
roads said, the Commission should in- 
clude in its order, in addition to a para- 
graph vacating the specific orders in the 
cited cases, an all-inclusive paragraph 
reading substantially as follows: 

“It is further ordered, that all out- 
standing unexpired orders in other pro- 
ceedings are hereby vacated so as to 
permit establishment of the freight rates 
and charges prescribed herein.” 

The railroads said that the “far-reach- 
ing effect and the revolutionary charac- 
ter” of the class rates prescribed in No. 
28300, required that all outstanding or- 
ders in any cases that would be affected 
by the class rates prescribed which would 
in any way be an obstacle to establish- 
ment of the prescribed rates be vacated 
in their entirety. 

“The new class rates as now prescribed 
bear no semblance whatsoever to the class 
rates heretofore prescribed,” the railroads 
asserted, “in that the report in the pro- 
ceeding in which this petition is filed 
requires the establishment of not only 
the first class (100 per cent) class rates, 
but thirty different percentages of such 
class rates.” 

The railroads also said it. was impos- 
sible for them to serve a copy of their 
petition on each of the parties of record 
in each of the cases in which they sug- 
gested that outstanding orders be va- 
cated. In lieu thereof, they said, it was 
suggested that the Commission serve 
notice on all parties by the issuance of 
a show cause order or orders and/or pub- 
lication of the request in the “Federal 
Register,” and by notice published in 
a recognized traffic publication. 


Cases Listed 


The cases listed as involving the “prin- 
cipal reports and orders” dealing with 
class rates in the involved territory were: 

No. 13535 et al., Consolidated South- 
western Cases, 123 I.C.C. 203, and sup- 
plemental reports and orders; No. 21772 
et al., Interstate Rates Between Points 
in Missouri, 181 I.C.C. 259; No. 28650, 
Shreveport Chamber of Commerce v. 
A. & R. R. Co., et al., 273 1.C.C. 163; No. 
15879, Eastern Class Rate Investigation, 
164 I.C.C. 314, and supplemental reports 
and orders; No. 13494, Southern Class 
Rate Investigation, 100 I.C.C. 513, and 
supplemental reports and orders; No. 
21665 et al., North Carolina Corporation 
Commission v. A. C. & Y. Ry. Co., et al., 
213 1.C.C. 259; No. 21373 et al., Common- 
wealth of Kentucky, et al. v. A. & W. 
Ry. Co., et al., 213 I.C.C. 297, and sup- 
plemental reports and orders; No. 26488 
et al., East Tennessee Board of Traffic 
Association v. A. C. & Y. Ry. Co., et al., 
214 L.C.C. 316; Western Trunk Line 
Class Rates, 164 I.C.C. 1, and supple- 
mental reports and orders, and No. 
26510 et al., Western-Southern Class 
Rates, 226 I.C.C. 497, and supplemental 
reports. 

The railroads phrased their request for 
action as follows: 

“If the Commission be of the opinion 
that outstanding orders involving rates 
Which will be affected by the class rates 
prescribed in Class Rate Investigation, 

1939, supra, should not be vacated in 
their entirety, we request the Commission 
to modify such outstanding orders to the 
extent necessary to permit the establish- 
ment of freight rates and charges as pre- 
Scribed in Class Rate Investigation, 1939, 
supra. 
_ it is respectfully submitted that it is 
Impossible for respondents to serve a 
copy of this petition on each of the par- 
ties of record in each of the cases in 
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which we herein request that outstand- 
ing orders be vacated. In lieu thereof it 
is suggested that the Commission serve 
notice on all parties by the issuance of 
a show cause order or orders and/or 
publication of this request in the Fed- 
eral Register, and by notice published in 
a recognized traffic publication.” 

The petition was signed by Edwin A. 
Lucas, for the eastern railroads; Frank 
W. Gwathmey, for the southern railroads, 
and H. C. Barron, for the western rail- 
roads. All communications, it was re- 
quested, be addressed to H. C. Barron, 
310 Union Station, Chicago 6, Ill. 





President Prepares Special 
Message on Seaway Project, 


Urged in Economic Report 


An announcement that a message 
on the St. Lawrence seaway project 
would be delivered by President Tru- 
man to Congress, “probably” in the 
week of January 21, was made by 
House Majority Leader McCormack 
the afternoon of January 16, shortly 
after the House and Senate had re- 
ceived the President’s economic re- 
port, containing a recommendation 
that Congress “provide for certain 
urgently needed development proj- 
ects, particularly the St. Lawrence 
seaway and power project.” 


The President said in his economic re- 
port that, “to support needed expansion 
of production, certain urgently needed 
development projects, particularly the 
St. Lawrence seaway and power project, 
should be started now.” 

“A number of public programs play 
an important role in expanding the total 
productive capacity of the economy,” the 
President said. “Roads, other transport 
facilities, public power developments, and 
pilot plant research in metals and fuels, 
are illustrations .. .” 

Transmitted to Congress together with 
the President’s economic report was the 
annual economic review of the Presi- 
dent’s Council of Economic Advisers, 
headed by Leon Keyserling. In discus- 
sion of its recommendations for increas- 
ing the supply of raw materials, the 
council said: 

“In some instances, investments are 
needed in such ancillary facilities as a 
transportation system. For example, the 
effective exploitation of Labrador and 
Quebec iron ore will depend largely on 
the early completion of the St. Law- 
rence seaway project.” 

In subsequent discussion of “public 
investment,” the council expressed fur- 
ther advocacy of the St. Lawrence proj- 
ect. 

“New projects serving defense and 
other essential requirements which 
should be undertaken,” it said, “are the 
St. Lawrence seaway and power project 
and the Niagara River development, to 
furnish 1% to 2 million kilowatts of 
capacity to users in the northeastern 
part of the country; and also several 
projects in the Pacific northwest.” 

The council made estimates of “plant 
and equipment expenditures in selected 
areas of programmed or government- 
aided expansion” for 1952° and 1953, in 
terms of dollars, based on 1951 prices. It 
predicted that expenditures for trucks 
and truck trailers, aggregating about $2 


19 


billion in 1951, would average $1.7 bil- 
lion a year for the years 1952 and 1953; 
and that expenditures for railroad equip- 
ment, totaling about $600 million for 
1951, would average about $700 million 
a year for 1952-53. 

“The rate of maintenance of the high- 
way system,” the council said, “has for 
the past decade averaged far less than 
would be required to keep it in even 
reasonably adequate condition in the 
face of the phenomenally rapid growth 
of traffic. Although some reduction in 
highway expenditures has to be made in 
the immediate future, higher levels of 
construction and maintenance activity 
should be resumed as quickly as possible. 
The federal highway aid program should 
be extended promptly, to avoid any lapse 
when the present program expires.” 

Representative Wolverton, of New 
Jersey, has inserted in the appendix of 
the Congressional Record of January 16, 
as an extension of his remarks, a state- 
ment in opposition to St. Lawrence sea- 
way legislation. He said that studies that 
had been made as to the effect of the 
seaway project on Atlantic seaboard 
ports left no doubt that it would prove 
highly detrimental to all such ports. 
The detriment to existing ports, he said, 
was sufficient in itself to justify “the 
opposition of all who are interested in 
maintaining and increasing the present 
and future usefulness of our Atlantic 
ports.” 


(See earlier stories on pages 61 and 62) 





Complaints 


No. 30914, Sub. 1, Public Service Com- 
mission of North Dakota, Bismarck, 
N.D. v. Chicago & North Western 
Railway Co. et al. 

Alleges rates on crude or crushed 
pumice, carloads, from Iona, Idaho, and 
Superior, Wyo., to points in North Da- 
kota, in violation of section 1. Asks 
cease and desist order and rates. 

* a * 


No. 30971, Dulien Steel Products, Inc. of 
Illinois v. New Haven Railroad et al. 


Alleges rates on hot rolled steel wire 
rods in coils, carloads, in open cars, 
Atlanta, Ga., to Branford, Conn., de- 
livered or tendered for delivery on or 
about June 9, 1948, in violation of sec- 
tions 1 and 6. Asks cease and desist 
order, rates and. reparation. (John 
Strauss, Room 502, 100 Hudson Street, 
New York, N.Y.) 


% * ca 


MC-C-1359, Ervin Inghram—Revocation 
of Certificate. 

Investigation instituted by the Com- 
mission, division 5, into motor carrier 
operations of Ervin Inghram, Burling- 
ton, Ia., under certificate MC-95401. 

* * a 
MC-C-1360, Joseph A. Bisceglia, dba 
Highway Garage—Revocation of 
Permit. 


Investigation instituted by the Com-. 
mission, division 5, into motor carrier 
operations of Joseph A. Bisceglia, dba 
Highway Garage, Hollister, Calif., under 
permit MC-102064. 

3 + * 

MC-C-1358, United Truck, Owners of 
America, Inc. Akron, O. v. Roadway 
Express, Inc., Akron. 

Alleges rate of compensation imposed 
on owner-operator of motor vehicles 
non-compensatory or less than actual 
cost of operation. Asks cease and desist 
order (T.W., Jan. 12, p. 36). 
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Only Internationals give you — 


Sooner or later the man looking for a better 





truck buys an International. ®@ All-truck engines designed exclusively for truck work, developed and 

Then he wonders why he didn’t do it sooner. built in the world’s largest exclusive truck engine plant. 

He gets better performance, he cuts costs, he ®@ The “roomiest, most comfortable cab on the road’’—the Comfo- | 
makes more money. Vision Cab designed by drivers for drivers. 

If that’s what you want, the only question is @ Super-steering system—more positive steering control with easier I 
“when?”—when are you going to see your handling and 37° turning circle for greater maneuverability. I sui 
International Truck Dealer or Branch and get @ The traditional toughness of trucks which have been first in heavy- I oof 
all the facts about the new International Truck duty truck sales for 19 straight years. { ont 
that is engineered to do your job better, at @ The world’s most complete line of trucks . . . 115 basic models, from | the 
lower cost? Ya-ton pickups to 90,000 Ib. GVW off-highway models. ; 
INTERNATIONAL HARVESTER COMPANY + CHICAGO ® Service by nation’s largest exclusive truck service organization. | “i 

| ing 

2 De: 
| International Harvester Builds McCormick Farm Equipment and Farmall Tractors . . . Motor Trucks . . . Industrial Power. . . Refrigerators and Freezers Tr: 
F 
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Model L-195 Roadliner, 
157 inch wheelbase, 
48,000 Ibs. GCW. 


THE WEEK IN TRANSPORTATION 


Steel Allocation to Be Made for Rail 
Cars in Third Quarter, Agencies Say 


D.T.A.-O.D.M. Joint Announcement Says Need for Allocation ‘Jointly 


Recognized’ by Wilson and Knudson. 


Car Builders, Parts Makers, Warn 


That Steel Allotment Reductions Will Bring Unemployment. 


Necessary steps will be taken to in- 
sure allotment of additional amounts 
of steel for the 1952 third quarter 
railroad car building program, but 
the present steel production level will 
not permit much, if any, additional 
steel for the second quarter, accord- 
ing to a joint release of the Office of 
Defense Mobilization and the Defense 
Transport Administration. 


Freight car builders and parts manu- 
facturers have warned the National 
Production Authority that any reduc- 
tion in steel allotments for the car 
building program would result in in- 
creased unemployment. 

The joint release of O.D.M. and D.T.A. 
said the need for increased steel allo- 
cations for building new railroad freight 
equipment, particularly freight cars, had 
been “jointly recognized” by Defense 
Mobilization Director Wilson and De- 
fense Transport Administrator Knudson. 

Said Mr. Wilson: 

“T am thoroughly sympathetic with 
the over-all needs of transportation as 
part of the defense effort, and agree that 
the needs of the freight car program 
should be kept prominently in mind by 
the materials allocating officials.” 

Mr. Knudson said that the five-day 
week in industry entailed the use of a 
greater number of freight cars in the 
national fleet than would be necessary 
if a longer work week prevailed. Ad- 
verse weather conditions and the sea- 
sonal low level of traffic at the present 
time, continued Mr. Knudson, were im- 
pediments to immediate and substantial 
reduction in the turn-around time in 
freight operations. 

“It is recognized, however, as Mr. 
Knudson advised Mr. Wilson,” said the 
joint release, “that traffic will increase 
substantially, and everything will be 
done to obtain maximum utilization of 
existing transport facilities by promot- 
ing shipper-carrier cooperation to this 
end and, where necessary, by the issu- 
ance of appropriate orders.” 


N.P.A. Warned 


E irlier,; the Railroad Contract Car 
Bui'ders Industry Advisory Committee 
tolé the National Production Authority 
tha‘ any reduction in allotments of steel 
for the programmed production of _rail- 
Toa. cars in the second quarter of 1952 
Wo.id mean increased unemployment, a 
disruption of the national economy and 


a further shortage of cars at a time when 
more were needed. 

The N.P.A., in a statement, said: 

“The committee’s warning came when 
N.P.A. said that, in view of the necessity 
to conserve critical materials, it is con- 
templating cutting railroad car program 
from 21,450 cars in the first quarter of 
1952 to 18,000 in the second. If this is 
done, the committee contended, most 
manufacturers of railroad equipment 
such as tank cars, freight cars, flat cars 
and gondolas will have to shut down 
plants and put men out of work. 

“N.P.A. estimated that there are about 
25,000 persons employed by contract car 
manufacturers, with another 15,000 em- 
ployed in railroad shops building their 
own cars. It was estimated that such a 
contemplated reduction in production 
would cause a lay-off of 45 per cent of 
contract car employes. 


“The committee further pointed out 
that many plants are located in small 
communities which are dependent upon 
them as the major employer. This would 
mean that workers, if laid off would have 
to seek employment elsewhere. ‘Thus, 
these skilled employes would be unavail- 
able if the railroad car program is ex- 
panded at any time in the near future. 
The committee explained that it takes 
up to six months to train new workers 
for the job and therefore great ineffi- 
ciency and waste would result at a time 
when cars were needed most. 

“The committee recommended that 
N.P.A. study the situation very carefully 
before reducing railroad car production 
further. N.P.A. agreed to consider the 
committee’s recommendation. It re- 
quested members to report individually 
their company’s estimate of what such 
a cut in production would mean in terms 
of unemployment, shut downs and finan- 
cial losses. 


“The committee heard N.P.A. officials 
describe 1952 steel prospects as follows: 
The steel expansion program is going 
well and at the end of 1952 the present 
tight situation should be relieved. About 
97,000,000 tons of ingot steel were pro- 
duced in 1950, but this figure reached 
approximately 105,000,000 tons in 1951. 
An increase of production in 1952 will 
bring this total to between 113,000,000 and 
115,000,000 tons by the year’s end. 

“N.P.A. also explained Order M-95, the 
new production scheduling order for 
railroad equipment. The order was 
promulgated so that there would be a 
means of supplying the military and the 
Atomic Energy Commission with critical- 


ly-needed cars quickly. Under the order, 
N.P.A. may issue a directive, upon rec- 
ommendation of the Defense Transpor- 
tation Administration, to any car builder 
to change his production schedule to 
meet certain military needs. It also pro- 
vides for certain monthly reports on 
production and production schedules. 
These would afford N.P.A. a complete 
picture in order to make adjustments 
with the least possible disruption of au- 
thorized production schedules. N.P.A. 
emphasized that such directives would 
be used only in the most urgent cases. 

Demands for copper for direct military 
use were 81 million pounds more in the 
first quarter of 1952 than in the fourth 
quarter of 1951, the National Production 
Authority told the railroad freight car 
component parts manufacturers industry 
advisory committee. 


Citing this great increase in military 
requirements as one major reason for 
slashes in allotments of steel, copper and 
aluminum to other areas of the civilian 
economy, N.P.A. said demands for carbon 
steel were 137 per cent of supply, for 
copper they were nearly 150 per cent of 
supply and for aluminum about 153 per 
cent of supply. 


The N.P.A. told the committee that 
steel allotments for the railroad car pro- 
gram probably would be cut so that only 
18,000 cars could be produced in the sec- 
ond quarter of 1952. First quarter allot- 
ments were on the basis cf a 21,450-car 
program. This meant proportionate cuts 
in steel allotments for the manufacture 
of component parts, N.P.A. said. 


Warn Against Steel Cut 


The committee pointed out that any 
contemplated reduction in allotments 
would compel a number of manufac- 
turers to shut down their plants. If the 
component parts manufacturers closed 
their doors, railroad shops and railroad 
car manufacturers also would be af- 
fected, the committee said. Thus, mount- 
ing unemployment and a serious short- 
age of cars to support the military and 
defense buildup would result, the com- 
mittee asserted. 

With about 5,000 railroad cars being 
retired each month, the transportation 
problem would become critical in a short 
time, committee members warned. Any 
attempt to expand the program then 
would be difficult because the skilled 
workers now employed in the railroad 
car building industry would have been 
absorbed by other industries, N.P.A. was 
told. 


Fewer Locomotives 


There are fewer locomotives on the 
nation’s railroad tracks today than there 
were at the time of the Japanese attack 
on Pearl Harbor in 1941, the locomotive 
builders industry advisory committee has 
told the National Production Authority. 

The statement was made as the com- 
mittee protested cuts in allotments of 
steel for second quarter production of 
diesel and electric locomotives. In 1941, 
there were 41,438 engines of all types 
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owned by U. S. railroads; now there are 
only 34,698, the builders reported. 


N.P.A. informed the committee that 
allotments of critical materials would 
be sufficient to construct only 700 loco- 
motives of all types in the second quar- 
ter. These were divided as follows: 
Locomotives for U. S. railroads, 582; 
industrial locomotives, 50; military loco- 
motives, 24; locomotives for export, 44. 

In the first quarter of 1952, the indus- 
try was allotted materials to build 800 
engines. In the fourth quarter of 1951, 
it was allowed materials sufficient for 
1,033 engines. The cut of 333 locomotives 
between fourth quarter of 1951 and sec- 
ond quarter of 1952 made it almost im- 
possible for the industry to continue in 
business, the committee contended. 


The N.P.A. statement added: 


“The committee also pointed out that 
such a cut, with consequent substantial 
reduction in operations, would cause 
great unemployment and upset the en- 
tire national economy. The building of 
locomotives required a highly-skilled la- 
bor force, and locomotive shops were 
single-purpose plants, operating costly 
tools and equipment of a single-purpose 
type which cannot be converted to the 
manufacture of another product. Loss 
of the skilled labor through a shutdown 
would mean a delay of months before 
any increase in production could be ex- 
pected at the time when the country 
will need locomotives to move the vast 
amount of armaments now being built, 
the committee said. 


“Defense Production Administration 
Officials explained that second quarter 
cuts were necessitated by the big increase 
in military production and expansion of 
defense-supporting industries such as 
petroleum, steel and aluminum. They 
said that some relief may come late in 
1952 when it is expected that a large 
part of the expansion program will be 
over the hump. 

“The committee reported that the in- 
dustry is apparently having less trouble 
obtaining their allotments of controlled 
materials now than it did in the fourth 
quarter of 1951. Steel bars and certain 
types of plate. steel, however, are still 
difficult to get. 


Another Meeting Agreed To 


“The committee requested the oppor- 
tunity to present additional facts and 
figures before D.P.A. makes third quar- 
ter allotments. N.P.A. agreed to convene 
the committee before third quarter mate- 
rial allotments are decided upon. 

“The committee also requested another 
meeting with top government officials to 
review second quarter allotments of ma- 
terials. N.P.A. agreed to arrange such 
a meeting as soon as the industry has 
provided information regarding the ef- 
fect of these allotments on manpower, 
break-even points and the economic im- 
pact on each plant within the industry.” 


Cleveland Transport Record 


“The text of all addresses at the Mid- 
western Regional Transportation Con- 
ference, sponsored by the Chamber of 
Commerce of the United States at Cleve- 
land, December 12-13, is now available 
in the form of printed proceedings,” 


says the Chamber. “The conference dis- 
cussion session also is recorded. 

“Copies are being sent to all those at 
the conference and are being made avail- 
able to others interested at one dollar 
a copy. They may be obtained by ad- 
dressing the Transportation and Com- 
munication Department, Chamber of 
Commerce of the United States, Wash- 
ington 6, D.C.” 


Faricy Replies to ‘Bunk’ 
Statement by Wilson About 


Rail Freight Car Needs 


President W. T. Faricy of the As- 
sociation of American Railroads, has 
made public a letter to Senator 
Bricker, of Ohio, in which Mr. Faricy 
sets forth statistical data in support 
of his declaration to the effect that 
a proposed steel allocation that would 
provide for only 5,000 new freight 
cars a month would barely permit re- 
placement of old cars retired from 
service. 


Mr. Faricy referred in his letter to 
Defense Mobilization Director Wilson’s 
use of the expression, “That’s the bunk,” 
to describe Mr. Faricy’s contention that 
the railroad would need more than 5,000 
new freight cars a month if they were 
to expand their capacity to meet antici- 
pated defense traffic demands (T.W., Jan. 
12, p. 13). Mr. Faricy sent a copy of 
the letter to Mr. Wilson. 

Mr. Faricy told Senator Bricker that 
in the entire period since the close of 
World War II hostilities—from Sep- 
tember, 1945, through November, 1951— 
retirements of worn-out freight cars 
on the Class I railroads averaged 5,629. 
He attached to his letter a statistical 
summary of freight car retirements, 
showing monthly averages of retire- 
ment for each year since the end of 
World War II. 

Mr. Wilson’s statement of his opinion 
that to say that construction of 5,000 
new freight cars a month would barely 
offset retirements of worn-out freight 
cars was “the bunk” was made when 
Senator Bricker, in the course of a hear- 
ing by the congressional joint commit- 
tee on defense production, called atten- 
tion to an assertion made by Mr. Faricy, 
in an address at Philadelphia. In that 
address Mr. Faricy said that the pro- 
posed cut in steel allocations for rail 
freight cars to 5,000 a month for the 
second quarter of 1952 would provide 
barely enough cars to offset the normal 
rate of car retirement (T.W., Jan. 12, 
p. 19). 


A.A.R. President’s Letter 


The text of Mr. Faricy’s letter of 
January 10 to Senator Bricker follows: 

“In the course of discussion between 
you and Mr. Charles E. Wilson at yester- 
day’s hearing before the Joint Commit- 
tee on Defense Production, Mr. Wilson’s 
reply to the statement that a production 
of 5,000 freight cars per month, called 
for by 1952 second quarter allocations, 
will just about take care of the retire- 
ment of cars was that he thought it the 
bunk. 

“The record is that the Class I rail- 
roads alone, not including other rail- 
roads or private car owners, retired an 
average of 5,884 cars per month from 
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the close of hostilities in World War II 
to the outbreak of hostilities in Korea, 
and since the latter date have retired 
an average of 4,762 per month. Over 
the whole period from September, 1945, 
through November, 1951, the latest 
month for which figures are available, 
retirements per month averaged 5,629. 
The detailed figures by years are shown 
on the attached tabulation.” 

Shown in the summary attached to Mr. 
Faricy’s letter were the following figures 
on freight car retirements of the Class I 
roads: 

Last four months of 1945, total of 
22,899 retired, average of 5,725 a month; 
1946, total of 59,061 retired, average 4,919 
a month; 1947, total of 65,730 retired, 
average of 5,478 a month; 1948, total of 
72,595 retired, average of 6,050 a month; 
1949, total of 83,980 retired, average of 
6,998 a month; first six months of 1950, 
total of 37,010 retired, average of 6,168 
a month; for entire period from Septem- 
ber 1, 1945, to June 30, 1950, total of 
341,245 cars retired, or average of 5,884 
a@ month. 

Last six months of 1950, total of 34,939 
retired, average of 5,823 a month; eleven 
months of 1951, total of 46,021 retired, 
average of 4,184 a month; for period from 
July 1, 1950, to November 30, 1951, total 
of 80,960 retired, or average of 4,762 a 
month; for period from September 1, 
1945, to November 30, 1951, total of 422,- 
205 cars retired, or average of 5,629 a 
month. 


Matson Traffic Executive 
Predicts Cargo Decrease 


For Ship Lines in 1952 


E. J. Bradley, vice-president, traffic, 
Matson Navigation Co., San Fran- 
cisco, told the San Francisco Railroad 
General Agents’ Association, at its 
meeting January 7, that he antici- 
pated that steamship cargo in the 
year 1952 would be less than in 1951. 


Mr. Bradley said he believed a closer 
coordinated effort between the steam- 
ship lines and the railroads would re- 
sult in the prevention of car delays, 
thereby making available more railroad 
cars for use in the preparedness pro- 
gram. He pledged cooperation on the 
part of the steamship agencies in this 
respect. 

In his address, entitled “The High- 
lights of Steam Shipping During 1951 
and Prospects for the Year 1952” he 
stated that in his opinion the move- 
ment of military shipments in 1952 
would far surpass the tonnage of this 
type of traffic moved in 1951 “as a re- 
sult of the nation getting into greater 
production of military impedimenta, 
which should result in greater business 
particularly for railroads on a domestic 
scale.” At the same time, Mr. Bradley 
said he believed the movement of civilian 
goods would be less due to the same rea- 
son thereby resulting in a decrease in the 
cargo that would be carried by the steam- 
ship agencies in 1952 as compared to 1951. 

E. J. Piatt, division freight agent of 
the Santa Fe Railroad and past presi- 
dent of San Francisco Railroad Genera! 
Freight Agents Association, who retired 
January 1. after many years of service 
with the Santa Fe, was honored by the 
association at the January 7 meeting. 

Other guests at the luncheon meeting 
included R. V. Winquist, executive vice- 
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president, and Morse Frasier and Charles 
Reali, assistant vice-presidents, of Gen- 
eral Steamship Corp., Ltd., and Elmer 
B. Johnson, freight traffic manager, 
Santa Fe Lines. 

The meeting was called to order by 
President Clayton C. Seaman, general 
agent of the Delaware & Hudson, who 
introduced Mr. Bradley and announced 
that officers of the association for 1952 
would be elected at the February meet- 
ing. 


More Rapid Retirement by 
B. & O. of Debt to R.F.C. 
Advocated by Symington 


At a “farewell” press conference 
before leaving the position of admin- 
istrator of the Reconstruction Fi- 
nance Corporation to enter private 
industry, January 14, W. Stuart 
Symington told reporters he had 
written a letter to President R. B. 
White, of the Baltimore & Ohio Rail- 
road, suggesting that earnings of the 
B. & O. were high enough to warrant 
the making of special efforts by that 
railroad to increase the amounts of 
its payments on its debt to the R.F.C. 


Mr. Symington said that the position 
the R.F.C. had taken with all its “big 
borrowers” was that this was “a fine time 
to get out of the position of borrowing 
from the taxpayers.” Answering a re- 
porter’s question, he said a study the 
R.F.C. had undertaken with respect to 
B. & O. fiinancing by the R.F.C. might 
be completed within a few weeks. 

In his letter to the B. & O. president, 
Mr. Symington said, he had reviewed 
developments relating to the railroad’s 
loan from the R.F.C. and had stated that 
in the period of 18 years since the loan 
was issued, in 1933, the B. & O. had 
earned a total of $185 million, but its 
debt to the government had increased in 
that period by about $3.5 million. He ex- 
plained, however, that the B. & O. was 
“current” in its payments on the loan, 
of which about $73 million was now out- 
standing, and had paid more than the 
$400,000 a year it was legally required to 
pay. He said the railroad had paid off 
$3.5 million of the loan in 1951 and 
would pay another $1.5 million this 
month. However, he said, he had sug- 
gested in his letter that if a loan could 
not be paid off in good times, how could 
it be paid off in bad times? 


B. & O. Comment 


Commenting on the statement by Mr. 
Symington, Russell L. Snodgrass, Vice 
President (Finance) of the B. & O. said: 

“The fact is that pursuant to the 
B. & O. 1944, adjustment plan, as ap- 
proved and confirmed on March 13, 1946, 
by a special three-judge federal court in 
Baltimore, the RFC bought $80,000,000 
principal amount of this company’s col- 
lateral trust bonds. 

“Those bonds were bought by the RFC 
on June 26, 1947, and all indebtedness 
of the B. & O. to the RFC at that time 
was paid and discharged. 


“The RFC is today the holder of $72,- 
991.000 principal amount of those bonds 
which carry interest at the rate of 4 
ber cent, mature on January 1, 1965, and 
are entitled to the benefit of a certain 
Sinking fund as specified in the inden- 


ture pursuant to which they were issued. 

“The bonds are adequately secured. 
The market value of the principal items 
of collateral behind them being more 
than twice the amount of the bonds. 

“While the RFC held certain notes 
issued by the B. & O. representing loans 
made in accordance with the provisions 
of the RFC and while it has held the 
bonds which it now holds, the B. & O. 
has paid the RFC interest of over $66,- 
000,000. 

“The RFC’s operating expenses in 
connection with those loans and the 
holding of the present bonds has been 
negligible. The interest which the RFC 
has paid the Treasury has been a frac- 
tion of what it has been paid by the 
B. & O. 

“The transactions which the RFC has 
had with the B. & O. have been ex- 
tremely profitable to the taxpayers of the 
United States. I am glad that the tax- 
payers have made a profit on the gov- 
ernment’s dealing with the B. & O. 

“Fortunately the government made 
money out of most transactions which 
were handled under the supervision and 
direction of the Honorable Jesse J. Jones. 

“The suggestion in the press dispatches 
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is to the effect that there has been no 
reduction but rather an increase in re- 
cent years in the RFC investment in the 
B. & O. Nothing could be further from 
the truth. 


“The total loans made by the RFC 
to the B. & O. between April 8, 1932, and 
March 29, 1938, including those made 
to a one-time subsidiary totaled $158,- 
342.855.46. 


“Through renewal and payment those 
loans were reduced to $80,000,000 on 
June 27, 1947, at which time they were 
refunded by the issuance of $80,000,000 
of bonds, which bonds have since been 
reduced to $72,991,000. 


“As a matter of record, the indebted- 
ness of the B. & O. to the RFC since 
1940 has been reduced over $15,000,000. 

“Interest has been paid currently. 
Sinking fund requirements have been 
met and the amount of bonds outstand- 
ing has been reduced substantially more 
than required by the indentive pursuant 
to which the bonds were issued.” 


Eastern Rail Presidents Say Roads Are 
‘Sitting Ducks’ for Rival Carriers 


Compare ‘Rigid Regulation’ of Rails with ‘Partial’ Regulation of 


Highway and Water Carriers. Say Failure to Earn More Than 3.5 Per 


Cent in Time of ‘Peak Load Activity’ Is Result of Rate Regulation. 


Asserting that the result of rate 
regulation was a drop in the rate of 
return on net investment in the 
railroad industry to 3.5 per cent “in 
a time of peak-load activity,”—1951— 
the Eastern Railroad Presidents Con- 
ference has issued a statement in 
which it reviews the claim of the rail- 
roads to a 6 per cent return on in- 
vestment and sets out “for back- 
ground information a few of the facts 
on which the claim of the railroads is 
based.” 

The statement was issued just prior 
to the opening of hearing on January 14 


in Ex Parte 175, Increased Freight 
Rates, 1951, to which it refers. In com- 


See Report on Ex Parte 175 
Hearing Starting on Page 47 


paring railroad regulation with that of 
other forms of transportation, the con- 
ference said that the result of the rigid 
regulation of the railroads had made 
them “sitting ducks for the competi- 
tive maneuvers of their less-regulated 
and unregulated rivals.” 

In an introductory section, the con- 
ference said that railroad rates had 
become so unbalanced in relation to the 
prices charged by unregulated indus- 
tries and in relation to operating costs 
as to threaten the stability of America’s 
“primary and indispensable transporta- 


tion agency.” While other industries had 
the managerial right to obtain higher 
prices to offset higher costs, the confer- 
ence said, “the regulated railroads have 
been denied the pricing policies neces- 
sary to operate a business in the com- 
petitive scheme.” 

Touching on the petition for the en- 
tire 15 per cent increase in Ex Parte 
175, the conference said that the small 
percentage of increase asked was “im- 
portant out of all proportion to its size 
because it means the difference between 
stability for the railroads with a pos- 
sible return on net investment of about 
4.8 per per cent and the present semi- 
starvation return that could cripple 
them in the time of greatest emergency. 


Rate of Return 


The conference continued: 

“Since the high point of railroad earn- 
ings in 1942 (when the railroads earned 
6.34 per cent on net investment less 
depreciation), the average rate of re- 
turn has been as follows: 1943, 5.75 per 
cent; 1944, 4.73 per cent; 1945, 3.77 per 
cent; 1946, 2.75 per cent; 1947, 3.41 per 
cent; 1948, 4.24 per cent; 1949, 2.86 per 
cent; 1950, 4.23 per cent, 1951, probably 
about 3.50 per cent. At a time of maxi- 
mum national production and _ traffic 
such as the present, the railroads ought 
to be earning more than the fair-aver- 
age rate of 6 per cent—in order to com- 
pensate for the inevitably inadequate 
earnings of periods of depression. 

“When the rate of return on net in- 
vestment for any industry drops to 3.5 
per cent in a time of peak-load activity, 
as happened to the railroads in 1951, 
that industry is no longer either stable 
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or in a position to make the capital in- 
vestment to maintain necessary progress 
in efficiency, let alone to expand. Yet 
that was the result of rate regulation of 
an industry which during World War II 
carried 90 per cent of all military freight 
and 97 per cent of all organized troop 
movements, and which is straining its 
resources to the limit to spend $1.5 bil- 
lion yearly for new equipment and fa- 
cilities to carry the defense job en- 
trusted to it. 

“Because the importance of this ques- 
tion is so often clouded by the sheer mass 
of statistics that must be included in a 
legal presentation, we are submitting 
for background information and 
possible editorial usage a few of the 
facts on which the claim of the rail- 
roads is based. 


Other Utilities’ Return 


“1. Why a 6 per cent return for the 
railroads? 

“The anticipated 4.8 per cent return 
is below the 6 per cent minimum demon- 
strated by experience on which any 
type of business or utility can nego- 
tiations for credit for capital improve- 
ments, or maintain its outstanding se- 
curities at a fair value attractive to in- 
vestors who have the alternative of 
withholding their investments from in- 
dustries which do not pay well, and com- 
mitting all their funds elsewhere. 

“Some 600 local regulating agencies 
already grant to power, light, gas and 
other local and regional utilities rates 
that yield an average of 6 per cent or 
hetter. 

“In the field of uncontrolled and un- 
regulated industry, in this inflationary 
period, prudent management has dic- 
tated pricing on a basis of a yield of 
approximately i5 per cent. 

“But the regulated railroads have not 
been permitted to earn 6 per cent in any 
recent year except 1942. a highly ab- 
normal war time period. 

“2. How much have railway freight 
rates been increased since 1939? 

“Railway freight rates have been in- 
creased a total of 68* per cent over the 
1939 levels. 

“In the same period, while the index 
of freight rates has gone from 100 to 
168—The wholesale prices of all commod- 
ities have risen from a base of 100 in 1939 
to almost 225 in the latest tabulation for 
October, 1951. The general cost-of-liv- 
ing index has gone from a base of 100 
to approximately 190. Prices received 
by farmers have risesn from a 1939 base 
of 95 to 301 as of November 15, 1951. 
Other price indexes, comprising the bases 
of 1939 and as of October, 1951, follows: 
farm products, from 65.3 to 192.4; foods, 
from 170.4 to 189.5; textiles, from 69.7 to 
157.8; metal and metal products, from 
94.4 to 191.2; building materials, from 
90.5 to 223.6. 


Rail Rates Compared 


“We repeat that railway freight rates 
have gone only from a base of 100 to a 
base of 168 in these twelve inflationary 
years. 

“Railway freight rates are virtually 
the cheapest of all costs to the consumer. 
Examples: Transportation accounts for 


* Note: While rate increases in this period 
total a technical 68 per cent, actions by 
state public service commissions and other 
factors have held the effective rate increases 
to about 46 per cent. 


only 3 per cent of the retail price of a 
loaf of bread, contrasted with the wrap- 
ping which represents 7 per cent of its 
cost. The requested additional freight 
rates would add only one cent to the cost 
of shipping six grapefruit from Florida 
groves to New York—far less than the 
cost of crating or wrapping these grape- 
fruit. 

“3. Have railway rates increased cor- 
respondingly with railway costs? 

“Railroad wages have increased as 
much or more, under government reg- 
ulation, as those paid in any other in- 
dustry. The average straight time hourly 
rate of pay rose from 74 cents in 1939 to 
$1.77 in October, 1951. 
age-wise, railway wages are today ap- 
proximately 240 per cent of the 1939 
level. 

“Railway supplies have increased pro- 
portionately in cost: Coal and oil for 
fuel that cost $1 in 1939 today costs $2.30. 
Lumber, including the millions of ties 
replaced each year, that cost $1 in 1939 
today costs $3.35. Iron and steel prod- 
ucts, the basic material in the vast and 
necessary program of car, railway, and 
locomotive production, which cost $1 in 
1939 today costs $2.16. Other general 
supplies that cost $1 in 1939 today cost 
$2.13. 

“In other words, the 1939 dollar’s 
worth of all railway needs today costs 
$2.35. 

“4. Are the railroads in financial 
trouble because they are losing business 
to competitors? 

“Over the past few years certain 
freight and passenger business has been 
diverted to other forms of transportation. 
But the absolute volume of business 
done by the railroads in 1951 was the 
greatest in any peacetime year and 
perhaps greater in volume than even 
the war years. But because rates lagged 
so far behind rising wage and material 
costs, railway net income of 131 major 
railroads in 1951 was cut to $625,200,000 
from $717,200,000 in 1950. (One corpora- 
tion, General Motcrs, earned $834,000,000 
in 1950). 

“In 1951 the railroads did so much 
work they increased their total oper- 
ating revenues by 10.55 per cent over 
1950, but total expenses and taxes in- 
creased 12.61 per cent; thus the indus- 
try’s return on investment in 1951 
dropped to 3.54 per cent. 

“5. Are the railroads in trouble be- 
cause they are inefficient? 

“On the contrary. It is doubtful if any 
other industry can match the railroads 
growth of efficiency. 

“In the past 30 years: The average 
freight car mileage per day has in- 
creased from 28.7 to 46.5. The average 
freight train load has jumped from 702 
tons to 1,224 tons. The number of cars 
per train has gone from 39.6 to 58.5. 
Such statistics could be recited endlessly. 

“Indeed, it has been only because of 
such efficiency that the railroads have 
been able to maintain their solvency. 
Consider the implications of the follow- 
ing figures: In 1921 American railroads 
originated 940 million tons of freight 
. .. boosted this by 50 per cent to 1,400,- 
000,000 tons originated in 1950. But 1950 
revenues were 1.329 cents a ton-mile, 
only 4.2 per cent higher than the 1921 
revenues of 1.275 cents. The railroads are 
being paid at horse-and-buggy-day rates. 


“While a rate structure that will re- 
store minimum essential security to rail- 
road credit is the first objective in pub- 
lic interest, we respectfully call atten- 
tion to the broader question of need for 
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a modern, workable national transpor- 
tation policy. The past two years have 
seen public awareness of this need de- 
velop to a very high degree. 

“Federal regulation of transportation 
has been embodied in 65 years of legis- 
lation which still is termed experimen- 
tal by many leading authorities. The 
high points of federal regulatory laws 
consist of: 

“1887—Passage of the first interstate 
commerce act, setting up an Interstate 
Commerce Commission to police monop- 
olistic railroad practices, with author- 
ity to disallow specific rates but not to 
set them for the railroads. 

“1906—The Hepburn act gave the ICC 
authority to set maximum rates. 

“1910—Mann-Elkins act strengthened 
the provisions of the law against charg- 
ing lower rates for short hauls than for 
hauls of longer distance. 

“1920—A transportation act which was 
not merely restrictive, as earlier legisla- 
tions had been, but aimed to strengthen 
the railroads by specifically directing the 
ICC to establish rates which would pro- 
duce a fair return on investment. 

“1935—Commercial highway transpor- 
tation brought under regulation, but 
with numerous exemptions (e.g., private 
carriers and trucks hauling agricultural 
products—also, only limited regulation 
applied to contract carriers by highway). 

“1940—Partial regulation was ex- 
tended to water carriers, but also with 
numerous exemptions. Neither highway 
nor water carriers are forbidden, as the 
railroads are, to charge more for short 
hauls than for long ones. 

“The result of the foregoing trend has 
been that—as transportation has become 
more and more competitive (and, hence, 
presumably capable of self-regulation) 
the restrictive regulatory laws of the fed- 
eral government have grown more and 
more complex and severe. Rigid regula- 
tion of the railroads has made them 
sitting ducks for the competitive ma- 
neuvers of their less-regulated and un- 
regulated rivals. The question arises 
whether any real public interest is served 
in complex regulation of a highly com- 
petitive industry, out of deference to 
monopoly conditions in transportation 
which vanished a generation ago and of 
which hardly a trace remains today. 
The regulators seem never to become 
weary of beating the dead horse of 
transportation monopoly. 


‘With What Results?’ 


“In 1949 the Hoover Commission rec- 
ommended sweeping changes in railroad 
regulation, noting the inability of even 
favorably situated roads to earn a fair 
return even during the boom period of 
the war. 


“The Brookings Institution late in 1949 
published a factual survey, entitled ‘Na- 
tional Transportation Policy,’ which 
said that the federal government re- 
sponsibility must be redefined and, ‘ini- 
tiative and _ responsibility for basic 
managerial decisions must be restored 
to private enterprise, particularly with 
respect to the general pricing policy of 
the railroads.’ The study also concluded 
that government promotion and subsidy 
of other forms of transportation nulli- 
fied the whole principle of fair competi- 
tion. 


In 1950 the committee on interstate 
and foreign commerce of the Senate 
began the most comprehensive study 
(the so-called S-50 hearings) undertaken 
in a generation of transportation prob- 
lems, with particular reference to th« 
plight of the railroads, flanked on th: 
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one hand by growing competition sub- 
sidies by the government and on the 
other -by regulatory practices which have 
all but removed from the railroads the 
responsibilities of management — pro- 
nounced essential by the Brookings sur- 
vey. 

“An interim report by this subcommit- 
tee, written by Senators John W. Bricker 
(R., Ohio) and Herbert R. O’Conor (D., 
Maryland) and published in October, 
1951, contained strong criticisms of the 
current transportation policy. This re- 
port concluded: 


“*The development and preservation 
of a strong, healthy, well-balanced trans- 
portation system in this country should 
be and is the aim of our national trans- 
portation policy. That aim has not failed 
of attainment because of any major 
defect in the expressed policy, but it has 
failed to be reached because actions of 
Congress and of the Commission have 
been taken in disregard of essential 
elements of the national transportation 
policy. 

“*The recommendations contained 
herein are made for the purpose of cor- 
recting some of the more glaring defects 
in the application of our national trans- 
portation policy and to bring our trans- 
portation system to that state of health 
and strength which is admittedly so 
essential to the maintenance of a sound 
economy and to the very security of the 
Nation. Delay in the effectuation of 
these needed reforms can only hasten 
the eventual breakdown of the system 
which will inevitably occur unless some 
such corrective measures are employed.’ ” 


Faricy Asks Railroads to 
Return Cars to Home Roads 


In a letter to executives of member 
roads, William T. Faricy, president of the 
Association of American Railroads, 
points out that as of December 15, 1951, 
“only 42.4 per cent of all types of cars” 
were On owners’ rails, as against 58.7 per 
cent on April 1, 1949, “the highest per- 
centage recorded since 1942.” 


“The percentage of piain box cars 
on home lines has dropped since the 
high point of 1949 from 43.5 to 25.5 per 
cent, gondolas from 64.8 to 45.9 per cent, 
plain hoppers from 80.4 to 58.4 per cent 
and flat cars from 54.7 to 42.4 per cent,” 
said Mr. Faricy in his letter. 


“During the next several months and 
prior to any substantial increase in 
the anticipated defense material traffic, 
an opportunity is afforded for a much 
greater return of freight cars to the 
owners’ rails. A better observance of 
car service rules will produce this result 
with a minimum of wasteful empty 
mileage. It is suggested, therefore, that 
your operating and transportation offi- 
cers be instructed to see that car serv- 
ice rules 1 to 3 are observed and that all 
employes concerned be instructed ac- 
cordingly. 

“Tt would seem desirable that particu- 
lar stress be placed on car service rule 
l and that such improvements as may 
be accomplished in getting home cars 
on home lines should not be lost by the 
use of these cars for off-line loading 
when suitable foreign cars can be made 
ave ilable. 


“Another factor of importance is the 
qu.stion of shipper support in the mat- 
ter of loading cars directionally, in line 


with the principles set forth in the car 
selection chart which has been widely 
distributed by the car service division. 
I am confident you will agree as to the 
desirability of having operating and traf- 
fic representatives solicit shipper coopera- 
tion in this important matter at every 
opportunity and will desire to have them 
instructed to do so. 


“To the extent it is successful, the 
automatic relocation of cars to owners’ 
rails through selection for loading in 
accordance with car service rules will 
correspondingly reduce the need for the 
relocation of cars through special car 
orders or distribution orders by the car 
service division. An increased number 
of home cars on a railroad will permit 
improved maintenance and upgrading, 
and will enable the railroads which have 
purchased cars for the needs of the areas 
they serve to furnish better grade cars 
for the shippers than would otherwise 
be available.” 


Johnston Hits Subsidies 
At Annual Dinner of 
St. Louis Traffic Club 


The buyer of transportation did not 
have a true freedom of choice be- 
cause the transportation body was af- 
flicted with a disease called “sub- 
sidy,” Wayne A. Johnston, president 
of the Illinois Central Railroad, said 
in an address prepared for delivery 
January 15 in St. Louis, Mo., before 
the Traffic Club of St. Louis, Inc., 
at its annual dinner. 


Mr. Johnston said that the buyer of 
transportation might select what looked 
like the best buy, but that, “when all 
t he additional 
costs of subsidies 
are taken into ac- 
count, he may ac- 
tually have se- 
lected the most 
expensive and 
least desirable 
form.” 

Therefore, Mr. 
Johnston asserted, 
for the good of 
transpor tation 
the buyer’s choice 
should always be 
“the relatively ef- 
ficient as against 
the relatively in- 
efficient,” although, he said, “the subsidy 
makes it almost impossible for him to 
choose intelligently.” 


The railroads were the backbone of 
American transportation, and “as such, 
they have to remain healthy, if they 
are to remain as privately owned com- 
panies,” he said. Otherwise, he as- 
serted, they would be “swept up in the 
current of socialism,” first, with subsi- 
dies to keep them operating, and in- 
evitably, by nationalization. 


W. A. Johnston 


Shipper and Nationalization 


“Who here doubts,” Mr. Johnston 
asked, “that once railroads were nation- 
alized, the shipper would soon lose his 
free choice to select carriers and routes? 
who here doubts that competing forms 
of transportation would next be nationa- 
lized; for government-operated railroads 
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could not meet competition of independ- 
ent, private-ownership competitors. 

“In short, the railroads are the bul- 
wark against secialism. If they stand 
strong and independent, socialism cannot 
get a foothold in transportation.” 

Mr. Johnston said he did not contend 
that the railroads should have, or de- 
served, all the traffic. There was a good 
deal of traffic that justifiably could be 
routed against the railroads, he said, 
adding: 

“I merely contend that the subsidy 
should be destroyed, for it is endangering 
not only the railroads of America but 
the whole fabric of American life.” 

He maintained that the fight against 
subsidy and socialism was as much that 
of shippers as that of the railroads, and 
said that “you traffic men cannot sit 
passively on the sidelines.” 

“Tt will not be easy ‘to defeat the sub- 
sidy,” he said. “No one likes to be ac- 
cused of shooting Santa Claus... .” 

Those in transportation had an obli- 
gation to themselves and their children 
to keep alive the principle of free 
competition in transportation, he said. 


Effect of ‘True Competition’ 

After stating that the inland water- 
ways and the airlines possessed certain 
inherent advantages, Mr. Johnston said 
that, if the subsidy was gradually taken 
away, the inherent advantages of these 
agencies would develop to the point 
where their true place in the transpor- 
tation scheme of things would be found. 

“What we all want in American trans- 
portation,” he added, “are strong, alert 
and progressive companies. Let us stop 
paying lip service to this ideal and, in- 
stead, genuinely devote our energies to 
making it become real.” 


Rail Radio Service Rule 
Change Made by F.C.C.__. 


The Federal Communications Com- 
mission, in a notice of proposed rule 
making, says it plans to assign a fre- 
quency channel in the Chicago, IIl., 
area, now set aside for railroad service, 
to the ship-to-shore frequency assigned 
in an overall revision of coastal and 
marine relay services in 1951. Com- 
ments may be filed with the F.C.C. on 
or before February 11. 


The F.C.C. said that the channel had 
been assigned to railroad radio service 
in 1945. However, it asserted, “since the 
latter frequency (161.91 Mc) has not as 
yet been utilized by the railroads, the 
commission looks toward deleting it 
from the railroad service and making it 
available for assignment to public coast 
stations in that area, subject to the 
condition that no harmful interference 
is caused to the railroad radio service 
on 161.85 Mc. Thus, it said, two ship- 
shore channels would be common to all 
areas. 


Grants Willett License 


The commission has granted a license 
to the Willett Radio Corporation, subsid- 
iary of the Willett Trucking Co., to op- 
erate a common carrier service for mobile 
communications in the Chicago area, 
Howard L. Willett, Jr., executive vice- 
president, announces. 

Channel 3 was assigned for the opera- 
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tion, and the service will be available to 
those desiring it, with tariffs furnished 
on request, he said. 

Two-way communications between 
Willett trucks and the main office at 700 
S. Desplaines St., Chicago, will be main- 
tained continuously, according to Mr. 
Willett. 

The company’s previous experience un- 
der an experimental license “proved the 
value of radio in speeding pickups and 
deliveries to our shippers in Chicago,” he 
said. 


“Sets have been installed by us on ap- 
proximately 50 trucks, tractors and trail- 
ers serving all scheduled airlines, for 
which we hold contracts, and the Penn- 
sylvania Railroad, whose hauling re- 
quirements we handle. Our radio- 
equipped trucks also have handled pick- 
up and delivery for Acme Fast Freight, 
Service Transport, and all western rail- 
roads under the experimental setup. 


“Bad congestions due to various causes 
such as fires and other mishaps, or where 
shippers’ docks are highly congested with 
trucks, will be relieved, because trips and 
deliveries will be expedited when neces- 
sary by rerouting as a result of the two- 
way radio communication operation.” 





C. W. Braden Asserts Need 
For Less Regulation of 


For-Hire Carriers in U.S. 


Equality of economic regulation of 
all forms of for-hire transportation 
should be brought about by removal 
of restrictions from the more strin- 
gently regulated carriers, Charles W. 
Braden, general traffic manager, Na- 
tional Distillers Products Corpora- 
tion said January 15. 


Mr. Braden spoke on “The Shipper’s 
Interest in Formulating a Constructive 
National Transportation Policy,” before 
the Transportation Club of Louisville, 
Ky. 

“Regulation should be confined to pre- 
vention of abuses, unfair practices, and 
excesses, rather than extending to re- 
sponsibilities of management,” he said. 
“The need is for less regulation.” 


The field of transportation and gov- 
ernment transportation policy involved 
such a large segment of the nation’s 
economy that it had become the con- 
cern of every individual, he declared. 
Total annual expenditures by shippers, 
travelers, and state and local govern- 
ments on transportation accounted for 
‘approximately 20 per cent of the na- 
tion’s income, according to a Brookings 
Institution study of transportation costs 
in 1947, he said. Transportation ex- 
penditures now totaled about $50,000,- 
000,000 annually, plus expenditures of 
the federal government on transporta- 
tion, which for the past 11 years had 
averaged $1,605,000,000 yearly, said Mr. 
Braden. 


Though transportation had been na- 
tionalized in practically all other coun- 
tires of the world, “in the United States 
we have a joint provision of basic trans- 
portation facilities,” stated Mr. Braden. 

“The government provides, owns and 


manages much of the fixed plant, such 
as our improved waterways, highways, 
airways and airports,” he said. “The 
other part, such as the railroads and 
pipe lines, are privately owned and 
managed.” 

Aside from the pipelines, the railroads 
were the only wholly privately owned 
and managed mode of transportation in 
the nation, he said. 

Mr. Braden suggested that a forward 
step toward easing the economic regula- 
tion of transportation. might be made 
by retaining the first three sections of 
the present interstate commerce act as 
the basis of a new regulatory act. He 
added that “this would preserve the his- 
toric safeguards afforded the users of 
transportation.” 


The “long-and-short-haul clause” of 
section 4 of the interstate commerce 
act, he continued, offered no protection 
to the users of transportation not ac- 
corded by the first three sections, and 
had proved a handicap to certain car- 
riers in meeting competition. 


As to the remaining sections of the 
act, a decision whether to retain or dis- 
card them should be governed by a more 
coherent set of principles than now pre- 
vailed “if we are to move in the direction 
of true competition in transportation, 
promote transportation efficiency and 
technological progress,” said Mr. Braden. 
He expressed a belief that railroad man- 
agement should assume the responsibility 
for determining maximum rates. 


“Personally, I believe that the long- 
time solution of the entire transportation 
problem is rather in lower than in higher 
rates,” he continued, “and on this I 
think others present at this meeting will 
agree. 

“It very frequently happens, however, 
that in obtaining our objectives we have 
to take preliminary steps that seem to 
point in exactly the opposite direction. 
I believe we are in that situation at the 
present time. With the responsibility 
restored to management, it will be pos- 
sible to look at other considerations 
which stand in the way of the successful 
permanent solution of our transportatio 
problem. , 


“With this responsibility restored to 
carrier management... the present rule 
of rate making appearing in section 15a, 
and related sections of other parts of the 
act, could be discarded, and with a 
straightforward statement added in the 
declaration of national transportation 
policy to the effect that rates and charges 
should be on a level to permit mainte- 
nance of carriers’ credit and attract eq- 
uity capital.” 


Would Cut Time Lag 


To avoid costly time lags between wage 
increases to carrier employes and raté 
increases, Mr. Braden said a suggestion 
that had merit would be for the Com- 
mission to give a quick decision for an 
interim rate increase, to be modified on 
full hearing after the interim increase 
had become effective. 

He further urged that, in the interest 
of operating economies, operators of dif- 
ferent types of transportation be encour- 
aged to adopt any advancements in the 
means of transport which would tend to 
make more complete or economical their 
service to the public. Railroad operating 
costs might be reduced and service im- 
proved if they could utilize motor trucks 
and buses to supplement, or substitute 
for, rail transportation, he said, adding 
that “this would be giving to manage- 
ment of carriers the same freedom as 
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possessed by management of industry 
other than transportation.” 

Mr. Braden said that a question now 
prominently before the country was: 
“Shall the economic regulation of all 
forms of domestic for-hire: interstate 
transportation, including air transporta- 
tion, be coordinated and entrusted to a 
single regulatory commission?” 

“The record shows it has been an- 
swered in the affirmative by the two 
largest groups of users of transportation,” 
he said. “A number of authors on the 
economics of transportation support the 
position of the users of transportation.” 


Diversion of Traffic to 
Contract Carriers Seen 
If Motor Rates Go Up 


Appearing in opposition to a docket 
at the January 9 meeting of the 
standing rate committee of the Cen- 
tral States Motor Freight Bureau in 
the Palmer House, Chicago, Joseph 
Illes, assistant traffic manager of 
Bendix Home Appliances Division of 
Avco Manufacturing Co., South Bend, 
Ind., told bureau carriers that they 
would force shippers to start using 
contract carriers if they continued to 
increase their rates. 


Mr. Illes appeared in opposition to 
docket No. 15574, a proposal to increase 


certain rates on iron or steel articles to . 


the rail level. 

Stating that the docket was incon- 
sistent with present economic conditions 
in the steel market because of alloca- 
tions, Mr. Illes said “that any company 
with a volume of steel can easily hire 
a contract carrier.” 


Mr. Illes, commenting that the carriers 
had a 9 per cent and a 5 per cent in- 
crease pending in dockets Nos. 15165 and 
15166, said “we feel it prudent at this 
time to bring to the attention of the 
carriers that continually increasing 
rates to meet increased costs without any 
apparent effort of the carriers to operate 
economically to decrease costs to most 
competitive rates cannot continue.” 

“In our American economy,” Mr. Illes 
said, “the shipper or buyer of your serv- 
ice can always find forms of transporta- 
tion other than motor carriers when 
such a condition confronts us. 

“When one puts a commodity on the 
market, it must be one of utility and 
beauty and its price must also attract 
purchases. So, also, you who are selling 
service must serve best at a price that 
will attract buyers of your service. 

“This principle, we believe, is being 
overlooked and the record so shows that 
recently when a reason imaginary or 
manufactured presents itself, it is used 
as a justification for a rate increase 
always based on increased costs.” 

Mr. Illes asked “when are the carriers 
going to adopt an economy program?” 

“May we remind you,” he said, “that 
your competition is not only the railroads 
but also all contract carriers. 

“When the price of your service be- 
comes unattractive, we shall look to the 
contract carriers prices, and even to pri- 
vate carrier operation.” 

John F. Coyle, assistant general traffic 
manager for the Eastman Kodak Co.. 
Rochester, N.Y., appeared in support of 
docket No. 15524, which would establish 
various commodity rates from Chicago 
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to middle-western points for photo- 
graphic equipment and supplies, to ac- 
commodate a new form of marketing by 
the company. 

Also appearing was W. B. Daly, assist- 
ant general traffic manager of the Kroger 
Co., of Cincinnati, O., in support of 
docket No. 15520 which would add Wood- 
lawn, O., to the list of points from and 
to which Cincinnati rates apply. Mr. 
Daly said Kroger had. built a new ware- 
house at Woodlawn. 


Meat Packers 


A large delegation of meat packers ap- 
peared at the hearing to vigorously op- 
pose a docket which would cancel all 
commodity rates on fresh meats and 
packing house products, and substitute 
exception rates in their stead, but their 
alarm faded when the carrier proponent 
of the proposal said it was merely a 
“trial balloon” to get shippers and car- 
riers started on a program to make meat 
rates more satisfactory both to shippers 
and carriers. 

Daniel S. Ryan, chairman of the stand- 
ing rate committee, presided. 


Army Transport Chief 
Addresses A. U. Group 


Maj. Gen. Frank A. Heileman, chief 
of transportation, Department of the 
Army, addressed a dinner meeting of 
the fourth institute of Industrial Trans- 
portation and Traffic Management, con- 
ducted by American University, at the 
All States Hotel, Washington, D.C., on 
January 15. 

The meeting was presided over by Dr. 
L. M. Homberger, professor of transpor- 
tation at A. U. 


General Heileman, speaking on “Na- 
tional Defense Transportation,” spoke 
of the need of coordination within the 
armed services, between them, and be- 
tween defense transportation and trans- 
portation for the civilian economy. 

Among other things, he said that, be- 
ginning with January 1, 1951, the Army 
had adopted a policy of making use of 
commercial port facilities to the full- 
est extent possible. He said that this 
had been true also at Norfolk, Va., where 
he said, there had been separate piers 
operated by the military services. 

General Heileman also cited troop 
movements through the commercial 
ports, which he said had been handled 
successfully. He said such movements 
presented difficulties, but that they had 
been handled smoothly. 

In the course of his remarks, the 
General complimented the Military 
Traffic Services, headed by Kenneth L. 
Vore, who was present, and the Defense 
Transport Administration’s Port Facili- 
ties Division. James K. Knudson, di- 
rector of D.T.A., was also present at the 
dinner. 


Publication ‘Ads’ Feature 


Grange Official’s Letter 


The Eastern Railroad Presidents Con- 
ference used full page advertising space 
In the major metropolitan dailies 
throughout the Eastern District and in 
TrarFIc WorLD in which to reproduce the 
letter written by H. D. Newsom, master 
of the National Grange, to Gustav Metz- 
man, chairman of the conference and 


president of the New York Central Sys- 
tem (T.W., Jan. 12, p. 15). 


Mr. Metzman had asked Mr. Newsom 
for an expression of opinion as to a need 
for “modernization” of the national 
transportation policy. Mr. Newsom’s re- 
ply was to the effect that, while the 
National Grange had called for regula- 
tion of the railroads in 1876, it now felt 
that “our entire - transportation policy 
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should be carefully re-examined,” that 
the railroads were prohibited by regula- 
tion from making rates to meet competi- 
tion, and that the question of railroad 
regulation should be a study subject in 
Grange meetings throughout the country. 


Government Barge Corporation's Rail Line 
Puts It ‘in Black’ First Time Since ‘43 


Profit of $81,734.80 Shown by Inland Waterways Corporation for 
Fiscal Year 1951, in Its Annual Report, Because Rail Section’s 


Net Income More Than Offsets Deficit From Waterline Operations. 


Because of substantial improve- 
ment in the financial result of op- 
erations of its Warrior division rail- 
road section in fiscal year 1951 (the 
year ended last June 30), the Inland 
Waterways Corporation showed a 
profit in that year, for the first time 
since 1943, according to the corpora- 
tion’s annual report to Secretary of 
Commerce Sawyer. 


Secretary Sawyer is governor of the 
I.W.C., the agency through which the 
Commerce Department operates the Fed- 
eral Barge Lines. The annual report 
was issued by W. G. Oliphant, acting 
president of the I.W.C., whose offices are 
in St. Louis, Mo. 


After stating that the profit for “fiscal 
1951” shown in the consolidated income 
account of the I.W.C. was $81,734.80, Mr. 
Oliphant said that, “since in fiscal 1950 
the result of operations was a deficit of 
$733,659.89, the result this year is an 
improvement of $815,394.69.” 


For operations of its Mississippi River 
division the I.W.C. in fiscal year 1951 
showed a deficit of $365,731.19, as against 
a deficit of $917,486.38 for the preceding 
year. The Waterline section of the 
I.W.C. Warrior River division went “into 
the red” to the extent of $161,039.00 in 
fiscal year 1951, compared with a deficit 
of $145,972.70 for fiscal year 1950. Thus, 
the combined barge and towing opera- 
tions of the I.W.C. on those two divisions 
resulted in a deficit of $526,770.19 for 
fiscal year 1951, as against a deficit of 
$1,063,459.08 in the preceding 12 months. 


Net Earnings of Rail Section 


Operating “in the black,” however, was 
the railroad section of the I.W.C.’s War- 
rior River division. The I.W.C. rail line 
runs between Port Birmingham and Ens- 
ley, Ala. The profit reported for this 
section for fiscal year 1951 was $608,- 
504.99, compared with $329,799.19 for fis- 
cal year 1950—an improvement of 84 per 
cent. 

“Thus,” Mr. Oliphant reported, “al- 
though the combined Mississippi and 
Warrior division waterline operations 
showed an improvement of 50 per cent, 
the final result would still have been 
a loss had the railroad section not shown 
its 84 per cent improvement. 

“An analysis of the revenue and ex- 
penses of the Mississippi and Warrier 
divisions, waterline sections, in relation 


to the tonnage handled, shows an in- 
crease in revenue on the waterlines on a 
percentage basis twice as great as the 
increase of waterline tonnage but 
roughly comparable to the ton-mile 
increase. On the railroad section an in- 
crease in tonnage of 32 per cent pro- 
duced an increase in revenue of 40 per 
cent. But this railroad tonnage was 
handled with practically no increase in 
expense, whereas the waterline tonnage 
increase was, percentage-wise, almost 
exactly balanced by expense increase.” 


Data on Revenues, Expenses 


Revenue and expense figures for three 
categories of I.W.C. operations for fiscal 
year 1951 were recorded as follows: 

Mississippi division, revenue of $9,734,- 
160.12 and expenses of $10,099,891.31; 
Warrior division, waterline section, reve— 
nue of $418,480.34 and expenses of $579,— 
519.34; Warrior division, railroad sec-— 
tion, revenue of $989,653.12 and expenses. 
of $381,148.13. 


The report showed that tons of freight 
moved by the I.W.C. (Federal Barge 
Lines) in its own barges or towed by it. 
for others on the Mississippi and War- 
rior divisions in fiscal year 1951 totaled. 
2,931,671, as against 2,808,648 tons in the: 
preceding year. The waterline ton- 
mile figures were reported as 2,756,188,377 
for fiscal year 1951 and 2,419,381,236 for 
fiscal year 1950. 


Tons of freight moved on the I.W.C. 
railroad section in fiscal year 1951, ac- 
cording to the report, totaled 1,549,393, 
compared with 1,173,891 tons (of 2,000 
pounds) in the preceding year. 

Secretary Sawyer was informed that 
maintenance of operating equipment of 
the I.W.C. accounted for 12.7 per cent 
of all operating expenses in the year cov- 
ered by the report, as against a corre- 
sponding figure of 11 per cent in fiscal 
year 1950. The 1951 “maintenance of 
equipment” figure was described as “a 
measure of the increasingly deteriorated 
and worn-out condition of the corpora- 
tion’s equipment.” 


Volume of Freight Transported 

Total freight transported in the corpo- 
ration’s own barges amounted to 2,797,983 
tons in 1951 compared with 2,641,394 tons, 
Mr. Oliphant reported. He said that 
merchandise freight in 1951 constituted 
25 per cent of the total, while in 1959 
merchandise freight comprised 29 per 
cent of the total. Tonnage towed for the 
account of others totaled 133,688 tons in 
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1951, as against 167,254 tons in 1950, ac- 
cording to the report. 

Bulk freight very oy in the I.W.C.’s 
own barges totaled 2,098,244 tons in 1951, 
compared with 1,869,834 tons in 1950, the 
report showed. The bulk freight totai 
for 1951 was itemized as follows: Bitu- 
minous coal, 383,622 tons; sulphur, 494,- 
377 tons; petroleum products, 39,820 tons; 
grain, 1,051,122 tons (increase of 27 per 
cent over 1950); phosphate rock, 123,846; 
other, 5,457. The following “breakdown” 
of the bulk freight total for 1950 was 
given: Bituminous coal, 306,712 tons; sul- 
phur, 410,875 tons; petroleum products, 
50,455 tons; grain, 829,758 tons; bauxite 
ore, 180,674 tons; other, 91,360 tons. It 
was pointed out that movement of baux- 
ite ore by means of I.W.C. facilities had 
been discontinued entirely in 1950. 

“In fiscal 1951,” said Mr. Oliphant in 
his report, “the direction of movement 
of traffic continued out of balance, but 
not to the extent of former years, 54 
per cent of the total traffic moving up- 
stream against current, involving higher 
costs of transportation. However, the 
downstream movement showed an im- 
provement of approximately 5 per cent 
in fiscal 1951 over fiscal 1950 and was 
due principally to the heavy volume of 
downstream bulk grain.” 

Elsewhere in his report Mr. Oliphant 
said that, of 216 dry cargo barges op- 
erated by the I.W.C. on its Mississippi 
River system, 119 were either totally or 
partly uninsurable as to cargo. He 
added that, “although this does not 
mean that these barges cannot be used, 
it does mean that they cannot be loaded 
to full capacity, with the result that 
records indicate available tonnage of 
these barges has been reduced by an 
average of 40 per cent.” 

Among developments described in the 
report as having “reduced operating 
efficiency” of the I.W.C. in fiscal year 
1951 were ice jams, low water in the 
last two months of 1950, and flood 
waters in June, 1951. 

It was stated that “an express service 
between New Orleans, St. Louis, and 
Chicago had been started by the I.W-C. 
on September 5, 1950, and that the 
schedule, calling for transit times of 11 
days from New Orleans to Chicago, seven 
days from Chicago to New Orleans and 
three days from St. Louis to New 
Orleans, had been “held consistently 
with very few departures.” 

“As a result of this speedy and stabi- 
lized service, our merchandise traffic 
shows increasing trends,” said Mr. Oli- 
phant. 

He reported that, to increase the ca- 
pacity of the motor vessel “Harry Tru- 
man” and its integrated tow, the I.W.C. 
had let a contract for construction of 
four additional “D-type” barges and 
five additional bow barges. He said 
that, to increase the number of barges 
capable of handling cargo subject to 
rain damage, 17 open-type DPC barges 
had been equipped with light steel hatch 
covers, and that seven more barges were 
scheduled to be so equipped. 


After observing that the I.W.C. was 
no longer operating any of the terminals 
on its Illinois, Mississippi and Missouri 
River divisions itself, Mr. Oliphant said: 

“Previous reports have mentioned the 
poor condition of the municipally owned 
terminal in St. Louis, Mo. As a result 





... the greater part of the corporation’s 
merchandise was handled at the East 
St. Louis terminal during fiscal 1951. The 
municipally owned terminal in St. Louis 
has been used primarily for the handling 
of bulk commodities destined on the 
west side of the river. The Bi-State 
Agency, created by agreement between 
the states of Missouri and Illinois, has 
conducted extensive surveys in an effort 
to find a solution to the terminal prob- 
lem. Present plans are that a terminal 
will be constructed on a site above the 
new lock and dam at Granite City, Ill. 

“During fiscal 1951 negotiations were 
entered into with the city of Vicksburg 
for the transfer of the corporation’s 
facilities at that point to the city. It is 
expected that this transfer will be ef- 
fected in the early part of fiscal 1952. 

“Increases in freight handling rates 
were granted at practically all terminals 
during the year. These increases were 
the direct result of increases in wages 
paid at the respective terminals. In- 
creases in wages granted by terminal 
operators were ...in keeping with wage 
rates presently paid in the freight han- 
dling business... 

“Wages paid (by the I.W.C.) in fiscal 
1951 increased approximately $279,000 
over 1950... 

“There were no labor disputes of any 
consequence during the year. The few 
minor grievances were settled without 
arbitration.” 





North Central Agricultural 
Cooperative Transportation 
Group Meets in Chicago 


How the motor truck had estab- 
lished itself in agriculture was de- 
scribed by Dale H. Jansen, traffic as- 
sistant of the Missouri Farmers Asso- 
ciation, Columbia, Mo., January 14 at 
a meeting of the North central re- 
gion, National Agricultural Coopera- 
tive Transportation Committee, in 
the Edgewater Beach Hotel, Chicago. 


Mr. Janssen was one of seven commit- 
tee members who revorted on various 
aspects of transportation in agriculture 
at the meeting. The others were Lee J. 
Quasey, commerce counsel, National 
Live Stock Producers Association, Chi- 
cago, who reported on legislative de- 
velopments; G. Ward Milton, traffic 
manager of the Farmers Union Grain 
Terminal Association, of St. Paul, Minn., 
who talked on the traffic work of a 
large grain marketing cooperative; Wal- 
ter See, traffic manager of the Farm 
Bureau Cooperative Association, Inc., 
Columbus, O., who discussed “Traffic 
Compilation in Observance of Tariff 
Circular 20;” J. J. McNulty, traffic man- 
ager, Northwest Cooperative Mills, St. 
Paul 4, Minn., who discussed “Pitfalls 
of Demurrage;” Gaylord Swenson, traffic 
manager of the Farmers Union Central 
Exchange, St. Paul, who reviewed the 
functions of the committee; and R. V. 
Coffman, traffic manager, Indiana Farm 
Bureau Cooperative Association, Inc., 
Indianapolis, Ind., who reviewed Thomas 
Bugan’s book, “When Does _ Title 
Pass?” 


J. M. Silvey, Jr., M.F.A. Gro-Feed Co., 
St. Joseph, Mo., reported for the nomi- 
nating committee. 

Robert V. Hulder, traffic manager of 
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Wisconsin Co-op Refinery Association, 
Madison, Wis., retiring chairman of the 
committee, presided. ; 
Elected as officers for the new year 
were L. R. Geraghty, traffic manager, 
Minnesota Farm Bureau Service Co., 
who was moved up to the chairmanship 
of the committee from the office of vice- 
chairman; J. B. Hesse, traffic manager, 
National Co-op Refinery Association, 
McPherson, Kan., who was moved up 


to vice-chairman from the position of 


secretary-treasurer; and Mr. Janssen, 


who became secretary-treasurer. 


Motor Truck in Agriculture 


Mr. Janssen, speaking on the “Eco- 
nomic Effects of Transportation on Agri- 
culture,” said the motor truck had been 
enabled to establish itself in agriculture 
largely because of its flexibility. He said 
motor trucks had forced many changes 
in railroad freight rates and services. 

Illustrating the increased use of trucks 
in agriculture, Mr. Janssen stated that 
while 24 per cent of the eggs in New 
York City were shipped by truck in 1939, 
approximately 73 per cent were shipped 
by truck in 1949. He said that a large 
fertilizer plant in Springfield, Mo. was 
presently shipping 85 per cent of its 
product by truck, compared with 70 per 
cent three years ago. 

Mr. Janssen said cooperatives man- 
ufacturing fertilizer, those handling 
grain, and other farm cooperatives were 
also showing an increased interest in 
barge transportation. He said experi- 
mental shipments were being made with 
barges capable of traveling on both 
ocean and inland waterways, and that, 
if they proved successful, greater ex- 
pansion of water transportation was 
almost certain. 

Mr. Janssen said shortages of cars, 
delays in movement and blocked ele- 
vators were becoming associated with 
every harvest. If such conditions con- 
tinued, more grain would move via 
motor and water transportation, he said. 
He stated that the growth of coopera- 
tives, both in number and size, had 
brought about greater transportation 
problems, and said that the question of 
whether cooperatives could afford a 
traffic man had changed to, “Can I 
afford not to have one?” 


Demurrage Problem 


Mr. McNulty, discussing “pitfalls” of 
demurrage, said the best protection one 
could have in avoiding excess demur- 
rage charges was to be conversant with 
the demurrage tariff, and to try to have 
his operations conform to the require- 
ments of that tariff. 

“The rules and regulations contained 
therein have pretty well stood the test 
of time, and it would be extremely dif- 
ficult to try to have them changed to 
fit particular requirements,” he said. “It 
is up to all of us, as a measure of good 
business as well as promoting maximum 
use of equipment, to do all we can to 
efficiently unload and load promptly. 
Demurrage charges are unpleasant to 
pay, and usually are an indication to 
management that operations are not as 
efficient as they could be.” 

Mr. Milton said the principal transpor- 
tation problems of cooperatives were 
shortages of cars and boats, rate adjust- 
ments, lack of competition for the rail- 
roads, high freight rates in relation tc 
cooperatives’ operating margins, and lac! 
of protection for shippers. 

“Right rate increases since January |! 
1947,” he said, “have greatly upset rat: 
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relationships, which in a highly competi- 
tive business such as grain buying, where 
one cent a hundred can make or lose a 
sale, has been serious.” 

Among “inequalities” that his coopera- 
tive wanted to change were the charging 
of freight on more than actual weights, 
and simplifying of the wording in rail- 
road tariffs governing minimum weight 
on bulk grain, he said. 

“We are anxious to see truck move- 
ment of grain encouraged and so have 
installed truck unloading facilities in our 
principal terminal elevators,” he re- 
ported. “Steps are now underway to in- 
crease truck movement which will give 
the railroads some competition. A prob- 
lem here is organizing back-haul loads 
of various farm supplies.” 

Mr. Milton said another problem pecul- 
iar to the grain trade was the continu- 
ance of the awkward use of bushels of 
various weights in part of the coopera- 
tive’s operations. 


Northwest Shippers Board 
To Hear Knudson, Elect 


Officers at Annual Meeting 


The Northwest Shippers Advisory 
Board will hold its twenty-ninth an- 
nual meeting on January 31 in the 
Nicollet hotel, Minneapolis, Minn. 
The meeting will begin at 9 a.m., with 
L. E. Luth, general chairman of the 
board, and director of traffic for 
Gould National Batteries, Inc., St. 
Paul, Minn., presiding. Officers for 
1952 will be elected. 


James K. Knudson, administrator, De- 
fense Transport Administration, will be 
the guest speaker at the noon luncheon 
to be held jointly with the Traffic Club 
of Minneapolis. 

More than 300 persons are expected to 
attend the meeting. W. E. Callahan, 
manager, open car section, car service di- 
vision, Association of American Rail- 
roads, Washington, D.C., will report on 
national transportation conditions. Re- 
ports will also be made by committee 
chairmen as follows: G. E. Hunt, freight 
loss and damage prevention; Philip 
Halverson, less-carload transportation; 
R. H. Smith, legislative matters aftfect- 
ing transportation, and O. W. Galloway, 
= efficiency and its effect on car sup- 
ply. 

Lloyd N. Case, secretary, Minneapolis 
Terminal Elevator Association and 
Northwest Country Elevator Association, 
according to the board, will report on 
“the activities of the board regarding the 
hazardous obstruction found in carloads 
grain to prevent serious injury to un- 
loaders and damage to unloading equip- 
ment. A resume of economic and crop 
conditions will be reported on by the 
State vice-chairmen of Minnesota, Mon- 
tana, North Dakota and South Dakota. 
A summary of the first quarter 1952 car- 
loading forecast will be presented by W. 
E. Keller, general secretary of the board 
and vice-president of the Truax Traer 
Coal Co., Minot, N.D. An increase of 
6.3 per cent in car requirements is fore- 
Cast for the area over that of a year 
age, with gains anticipated in the fol- 
lowing commodities: Grain, 23.2 per 
cert; flour, meal and other mill pro- 
ducts, 3 per cent; potatoes, 20 per cent, 
petroleum and petroleum products, 3.5 


per cent, iron and steel, 5.4 per cent, and 
cement, 13.3 per cent. Decreases are 
predicted in other commodities: as fol- 
lows: Lumber and forest products, 10 
per cent; sugar, syrup and molasses, 8.6 
per cent; machinery and boilers, 10 per 
cent; brick and clay products, 5 per 
cent; agricultural implements and ve- 
hicles other than automobiles, 1.2 per 
cent; automobiles and trucks, 10 per 
cent, paper board and prepared roofing, 
10 per cent, and food products in cans 
and packages, 15 per cent. 

H. W. Bishop, traffic manager, Nash 
Finch Co., and chairman of the execu- 
tive committee, will preside at its lunch- 
eon meeting January 30. 


Bad Packaging Gives Rise 
To Pilferage Temptation, 


Longshoremen’s Union Says 


In asserting, in a statement filed 
with a special New York state board 
of inquiry, that inadequate packag- 
ing of shipments by exporters and 
shippers provides a source of oppor- 
tunity and temptation for pilfering 
in many cases, the International 
Longshoremen’s Association has 
made “a point well taken,” says the 
packaging committee of the Maritime 
Association of The Port of New York. 


The Maritime Association’s packaging 
committee referred to discussion of the 
subject of pilferage in a statement filed 
by the I.L.A. with a special state board 
of inquiry appointed by Governor Dewey, 
of New York, as a result of a recent 
strike of longshoremen at the port of 
New York. The committee quoted the 
following excerpt from the I.L.A. state- 
ment: 

“Pilferage is unquestionably a prob- 
lem facing our industry. It exists in this 
port (New York) as in every other port 
in the world. 


“In its collective agreements, the 
I.L.A. has stipulated with the New York 
Shipping Association that it will not de- 
fend any person found guilty of pilfering. 
Even more, the union has agreed to 
expel any such member. We have also 
cooperated with the law enforcement 
agencies in eliminating this crime and 
punishing the offenders. 

“But theft can be appreciably de- 
creased if men are not exposed to un- 
necessary temptation. Pilferage in many 
cases is a matter of bad packaging. In 
this respect the fault lies with the ex- 
porters and shippers. Knowing of the 
dangers and temptations leading to 
theft, they have nevertheless preferred 
to take the calculated risk inherent in 
poor packaging rather than incur the 
expense of removing the temptation by 
better packaging. 

“In order to decrease the losses from 
waterfront theft, the I.L.A. recommends 
continued vigorous action by law en- 
forcement agencies and waterfront po- 
lice to which it will give full cooperation. 
In addition, the I.L.A. proposes that cer- 
tain exporters and shippers who have 
heretofore been guilty of inadequate 
packaging take steps immediately to re- 
move this source of opportunity and 
temptation for pilfering.” 

The New York maritime association’s 
packaging committee said that the:quoted 
statement by the I.L.A. enforced recom- 
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mendations made by carriers and under- 
writers with respect to pilferage. 

“There is no doubt,” said the commit- 
tee, “that frail containers readily broken 
by ordinary handling frequently expose 
the contents and provide excessive temp- 
tation. 

“It is also true that when advertising 
or marking on the exterior of the cases 
or cartons readily identifies the contents, 
the temptation is increased if the con- 
tainer is such that it can be readily pil- 
fered. 

“Nevertheless, the International Long- 
shoremen’s union might well consider 
the desirability of stronger disciplinary 
action within the union to discourage 
theft and pilferage and other conditions 
detrimental to foreign trade.” Bee 


‘Tactical’ Moves in Mail. 
Case Related by Thomas 


There never was a case where more 
procedural and tactical moves were 
made by the involved parties than in the 
last railway mail pay case, Starr 
Thomas, general attorney and com- 
merce counsel for the Santa Fe Rail- 
way, said January 11 at a luncheon of 
the Chicago regional chapter of the 
Association of Interstate Commerce 
Commission. Practitioners, in the Palmer 
House. 

Speaking on “Highlights of the Mail 
Pay Case,” Mr. Thomas, who was one 
of a committee of railroad attorneys 
who handled the case before the Com- 
mission, said that the Post Office De- 
partment, in opposing the railroad’s at- 
tempt to obtain increased mail pay, “op- 
erated on the theory that the best de- 
fense is a good attack and forced 
railroad counsel to spend a iarge part 
of their time meeting the attacks of the 
department on a variety of fronts.” 

Mr. Thomas said. “the motion to 
strike as a procedural device to have 
the last word came into full flower in 
the mail pay case.” He said that at 
least 11 or 12 such motions were filed in 
the case and related proceedings. 


Mid-West Advisory Board 


To Honor Past Chairmen 


Past general chairmen of the Mid- 
West Shippers Advisory Board will be 
honored at a luncheon meeting of the 
board January 31, in the Sheraton hotel, 
Chicago, at which several nationally 
known leaders in the field of traffic and 
transportation are expected to be present. 

The speaker for the occasion will be 
Robert S. Macfarlane, president of the 
Northern Pacific Railway, St. Paul, Minn. 
His subject will be, “What Price In- 
equity?” T. C. Burwell, vice-president, 
A. E. Staley Manufacturing Co., Decatur, 
Ill., general chairman of the Mid-West 
board, will preside at the board’s busi- 
ness session the morning of January 31. 

Past general chairmen whom the board 
will honor at the luncheon include the 
following: George A. Blair, retired gen- 
eral traffic manager, Wilson & Co., Chi- 
cago, who will serve as toastmaster; Fred 
A. Schleifer, president, Fred A. Schleifer 
& Associates, Chicago; Lawrence Farlow, 
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secretary, Farmers Grain Dealers Asso- 
ciation, Bloomington, IIll.; William Y. 
Wildman, commerce consultant, Chica- 
go; J. E. Bryan, general traffic manager, 
Wisconsin Paper & Pulp Manufacturers 
Traffic Association, Chicago; George M. 
Cummins, traffic commissioner, Daven- 
port (Ia.) Chamber of Commerce, and 
Arthur H. Schwietert, traffic director, 
Chicago Association of Commerce and 
Industry. 


Rail Retirement Board 
Explains New Benefits 
For Wives of Retired Men 


As a result of recent amendments 
to the railroad retirement act, the 
wives of men retiring on annuities 
under the act may also receive bene- 
fits under certain conditions, says 
the Railroad Retirement Board. 


“If you are a woman employe, and 
your husband is dependent upon you, 
he, too, may be entitled to a benefit,” 
the board said. 

The benefits for spouses of retired rail 
employes became payable for the first 
time in November, 1951, the R.R.B. 
stated. It said that the wives of some 
80,000 retired employes, who were on the 
board’s rolls when the amendments were 
passed, were able to qualify for the bene- 
fit immediately. They must, however, 
first file an application with, and await 
adjudication by, the board. 

“Because of the present large number 
of such applications, there will be some 
delay, but the first check will cover bene- 
fits back to the eligibility date,” the 
board said. 

When Benefits Are Payable 

Before benefits can be paid to the 
wife, both she and the husband must 
meet certain requirements in the law. 
The husband must be receiving a retire- 
ment annuity or pension under the act, 
and must be 65 or older. 

“Your wife must also be 65, or she 
must be caring for your unmarried, de- 
pendent child under age 18,” said the 
board. “She must either have been 
married to you for at least three years 
or be the mother of your child. And, if 
she is not living with you, you must be 
contributing regularly to her support, 
or must have been ordered by a court 
to do so. Of course, if you are divorced, 
your former wife cannot qualify. 

“If you are a woman employe, you 
must be receiving a retirement annuity 
or pension; you and your husband must 
both be at least age 65; and, in addition, 
your husband must have been dependent 
upon you for at least half of his sup- 
port at the time you retired.” 

The amount the wife (or husband) 
will get will be equal to half the retired 
employe’s benefit, up to $40. Most wives’ 
benefits will be $40, according to the 
board. However, the wife’s benefit will 
be reduced by the amount of any other 
benefit she maybe entitled to receive, 
under either the rail retirement’ act or 
the social security ‘act, except“a wife’s 
benefit under the social security system. 


“If your wife is 65 or older,-she will 
continue to draw her benefit until you 
die,” the board said. “If she is under 65, 
she will get it as long as your child is 
unmarried, under age 18, and in her care. 
Of course, when she becomes 65, she may 
be able to qualify a second time. 


“Tf a woman has been awarded a 
wife’s benefit, any widow’s benefit to 
which she may later be entitled can 
never be less than the amount of the 
wife’s benefit. It may, of course, be 
more.” 


Southwest Advisory Board 
To Hold Three-Day Meeting 


The Southwest Shippers Advisory 
Board will hold a three-day meeting, 
January 22-24, in the Hotel Frances. 
Monroe, La., General Chairman H. F. 
Easterling, traffic manager, The Brown 
Paper Mill Co., Monroe, announces. The 
board’s standing committees will meet 
January 22 and 23. 


A joint luncheon meeting of commit- 
tee members will be held January 23. 
That evening the Monroe-West Monroe 
Traffic and Transportation Club will hold 
its annual banauet in the Hotel Frances, 
and all members and guests of the advis- 
ory board are invited. 

Following the board’s business session 
January 24, the Rotary Club of Monroe 
and the Monroe-West Monroe Traffic 
and Transportation Club will sponsor a 
luncheon for board members and guests. 

Special through Pullman car service 
from Fort Worth and Dallas to Monroe 
and return, on January 21 and January 
22, has been arranged by the Texas & 
Pacific and the Missouri Pacific rail- 
roads. 


Short Course on Transport 


Of Perishables Announced 


The sixth annual national _ short 
course on transportation losses of perish- 
ables at Purdue University, West La- 
Fayette, Ind., will be held from March 
17 to March 21, it is announced by the 
sponsors, which include the freight claim 
division, Association of American Rail- 
roads, the American Railway Develop- 
ment Association, and Purdue University. 


A partial list of the subjects follows: 
Trend in perishable loss prevention dur- 
ing the past years; shippers’ and re- 
ceivers’ viewpoint on the prevention of 
perishable losses; relationship of market 
facilities to perishable losses; types and 
classes of diseases affecting transit; dis- 
eases and injuries to fruits and vege- 
tables; tomatoes, lettuce, citrus fruits, 
potatoes, and watermelons; inspection 
reports; recent developments and trends 
in container construction, car loading 
methods, refrigeration in transit, heater 
protection; and new developments in re- 
search as they affect transit losses. 





Foreign Shipping Competition 


To indicate the growing foreign com- 
petition now facing the privately-owned 
American merchant fieet, National Fed- 
eration of American Shipping this week 
reported that 14 countries which pos- 
sessed no merchant ships prior -to “World 
War II now had an aggregate -of-2,071,- 
300 deadweight ‘tons sailing. the: high 
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séas, Or on order and under construc- 
tion. 

In a special study, the federation noted 
that the 14 countries possessed on July 
1, 1951, an aggregate of 1,636,500 dead- 
weight tons of ocean-going merchant 
ships. On the same date these countries 
had under construction 434,800 dead- 
weight tons, a far greater amount of new 
tonnage than that being constructed by 
the privately owned and operated Amer- 
ican merchant marine at that time. 

Citing an example, the federation 
study showed that tiny landlocked 
Switzerland possessed last July 112,000 
deadweight tons, and was having con- 
structed for operation under the Swiss 
flag in German, British and Netherland 
shipyards 46,500 deadweight tons. 

Other countries which had acquired 
merchant fleets since World War II in- 
cluded Colombia, Costa Rica, Ecuador, 
Guatemala, Iceland, Indonesia, Iran, 
Ireland, Israeli, Korea, Liberia, Pakis- 
tan, and Syria. 

Many of the merchant vessels now 
flying the flags of these nations were 
comparatively new, contrasted with the 
present American merchant fleet which 
was constructed largely during World 
War II, said the federation. 


Northeastern U. Offers 
Several Traffic Courses 


A series of evening courses in trans- 
portation and traffic management is an- 
nounced by Northeastern University’s 
school of business, Boston, Mass. 


Classes will be held between 7 and 9 
p.m., from January 28 to May 23, in the 
subjects of motor operations, principles 
of transportation, and industrial traffic 
Management, according to the announce- 
ment. 


The university also announces full 
year courses, beginning in September, 
1952, in advanced traffic management, 
Commission practice and _ procedure, 
motor carrier accounting, and rates and 
tariffs. 


Canadian Berth Fares 


Special Correspondence from Ottawa, Canada 


Minimum sleeping car fares were 
raised last week on all Canadian rail- 
ways. Lowest rate for a standard lower 
berth was boosted from $3 to $4 and the 
rate for a tourist lower went up from $2 
to $2.70. No change was made in charges 
for sleeping car accommodations on dis- 
tance journeys in excess of the minimum. 


St. John’s New Airport 


The new airport of St. John, New 
Brunswick, Canada, costing between 
$5,000,000 and $6,000,000 was officially 
opened on January 8 in the Loch Lomond 
area nine miles from the city, according 
to the Department of External Affairs, 
Canadian government, Ottawa. 


Chain Store Traffic Meeting 


The Chain Store Traffic League, Ne™ 
York, N.Y., has announced that its 1952 
annual meeting will be held April 30- 
May 3 in the Terrace Plaza hotel, Cin- 
cinnati, :O. ~ 
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Household Carrier Small 
Shipments. Considered in 
Property Broker Report 


The Commission, division 5, in a 
report on further hearing in Ex 
Parte MC-39, Practices of Property 
Brokers, in which it modified prior 
findings and revised two rules relat- 
ing to property brokers, called at- 
tention to the fact that household 
goods carriers have always been con- 
fronted with the necessity of servic- 
ing a large number of small ship- 
ments, which has not been eco- 
nomically possible for them to do 
unless they were able to combine 
such shipments with others moving 
to and from the same general area 
(T.W., Jan. 12, p. 15). 


It said the record established beyond 
question the universality of the coopera- 
tive practice of turning over shipments 
to other carriers having vehicles avail- 
able and desiring lading toward their 
home bases, and “its probable economic 
advantage to carriers and shippers alike.” 


“However,” it continued, “irrespective 
of whether or not there is need in the 
interest of the public or the motor-car- 
rier industry for the regulation of the 
practice under the brokerage provisions 
of the act, the Congress has nevertheless 
provided for the regulation, as brokers, 
of those persons who for compensation 
‘sell or offer for sale transportation sub- 
ject to this part ...or... make any 
contract, agreement, or arrangement to 
provide, procure, furnish, or arrange for 
such transportation’ or hold themselves 
out to do so. 


“Accordingly, any persons performing 
the described services and otherwise 
qualifying as a broker must obtain a 
license, and the mere fact that such 
person may by chance have a carrier 
status also in respect of other operations 
does not per se move him from the 
regulations provided for brokers if his 
activities are in fact those of a broker. 
Certain evidence adduced at the further 
hearing, however, warrants, we think, 
modification of the conclusions reached 
in the prior report in respect of the issue 
under discussion.” 


The Commission also concluded, among 
other things, that motor common car- 
riers surrendering to others for com- 
pensation, shipments the line hauls of 
Which they, themselves, were not au- 
thccized to perform, in whole or in part, 
were, for reasons stated in the prior 
report, brokers within the meaning of 
the act and subject to the license re- 
quirements of the act. ; 


if said it had come to the conclusion 


that it was not necessary at present to 
prescribe maximum charges which might 
be collected by brokers for their services. 
It said that rule 5, of the prior report, 
would probably serve to protect the 
carriers “against the exaction of uncon- 
scionable charges.” 


“In any event,” the Commission con- 
tinued, “we shall proceed for the present 
on that assumption and reserve for con- 
sideration at some future date, should 
need appear, the question of maximum 
brokerage charges. 


“The question as to whether the ship- 
pers alone should be required to com- 
pensate the brokers for their services is 
not within the scope of issues involved 
in the further proceeding. Furthermore, 
it was fully considered in the prior re- 
port, and we adhere to the conclusions 
reached therein. However, we might ob- 
serve that this matter seemingly would 
be one entirely within the control of 
the carriers themselves, for presumably 
they would have no reason to pay for a 
service which they have not employed 
and which is not rendered for them.” 


Champlin Pipe Line Value 


Tentative valuation of the property of 
Champlin Refining Co., Pipe Line De- 
partment, as of December 31, 1947, has 
been found by the Commission, division 
2, to be as follows: Owned and used for 
common carrier purposes, $3,671,000: 
used for common carrier purposes but 
not owned, leased from estate of H. H. 
Champlin, $1,890; total owned, $3,671,- 
000; total used, $3,672,890. 

A report and order were issued in 
Valuation No. 1346, Tentative Valuation 
Report on the Property of Champlin Re- 
fining Co., Pipe Line Department, as of 
December 31, 1947. 


Any protest regarding the valuation 
was required to be filed with the Com- 
mission in Washington, D.C., on or be- 
fore 30 days from January 21, said a 
notice addressed to the U.S. Attorney 
General; state officials of Iowa, Kansas, 
Nebraska, Oklahoma, and South Da- 
kota; and Champlin Refining Co., Enid, 
Okla. 


Revocation Case Dropped 


By a report and order in MC-C-1230, 
Mildred I. Fullerton—Revocation of Cer- 
tificate, the Commission, division 5, has 
discontinued the proceeding on finding 
that the respondent, of Youngstown, O., 
has not been shown to have failed to 
comply with any term or condition of a 
certificate authorizing motor common 
carrier. operations issued to her in*MC- 
71305. Commissioner Cross noted dis- 
sent. The Commission said the proceed- 
ing was an investigation instituted on 
its own.motion. w t 


Motor Right Denied Firm 
In Canada Whose President 


Has Brokerage Business 


In denying an application of Vet- 
erans Produce (St. Catharines) Ltd., 
Vineland, Province of Ontario, Can- 
ada, for motor common carrier 
authority, the Commission, division 
5, says that because of an agency or 
brokerage business conducted by the 
applicant’s president on behalf of 
Canadian buyers, the applicant would 
be in a preferred position over other 
carriers to obtain return loads to 
Canada. A report and order were is- 
sued in MC-111918, Veterans Produce 
(St. Catharines) Ltd., Common Car- 
rier Application. 


The Commission said Veterans asked 
for a certificate authorizing transporta- 
tion of the following: 

(1) Fresh and frozen meats, packing 
house products, dairy products, fresh 
and frozen fish, fresh and frozen fruits 
and vegetables, and articles distributed 
by meat packing houses, from ports of 
entry on the Canadian border at Detroit 
and Port Huron, Mich., and Niagara 
Falls and Alexandria Bay, N.Y., to points 
in Georgia, Florida, Virginia, North 
Carolina, South Carolina, Mississippi, 
Alabama, Louisiana, and Tennessee. 

(2) Frozen citrus juice concentrates, 
from Lakeland, Fla., and points in Flori- 
da within 50 miles of Lakeland, to the 
Detroit, Port Huron, Niagara Falls, and 
Alexandria Bay ports of entry. 

(3) Fresh and frozen fruits and vege- 
tables, and frozen foods, including 
frozen seafoods, from points in Florida, 
Georgia, Alabama, Mississippi, and Loui- 
siana, to the aforementioned ports of 
entry. 

It said Veterans wanted to restrict 
the operation to traffic originated at or 
destined to points in Ontario. The ap- 
plication was opposed by certain rail- 
roads, it said. 


Fruit, Vegetable Broker 


The Commission said Veterans acted 
as an agent or broker in purchasing fresh 
fruits and vegetables at various points in 
Florida on behalf of several Canadian 
business concerns in Ontario and trans- 
ported these products to their Canadian 
destinations. It said Veterans was paid 
a, commission or fee for its services in 
purchasing the products, and a compen- 
sation based on an established rate for 
the transportation.. 


: ' “So far as the record shows,” continued 


the Commission, “‘orders are placed prin- 
cipally over the telephone, and,applicant 
has no material investment in this phase 
of..the business... Its president. has a 
number of years’ experience in the pro- 
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duce business, and, in the event the re- 
quested authority is granted, he proposes 
to conduct the business of buying these 
commodities for Canadian firms as an 
individual.” 

With respect to Veterans’ participation 
in non-carrier enterprises, the Commis- 
sion said interveners urged it to follow 
the findings in Geraci Contract Carrier 
Application, 7 M.C.C. 369, and Shoemaker 
Common Carrier Application, 44 M.C.C. 
765. It said the interveners referred also 
to past private carrier operations of the 
applicant. 

The Geraci case, said the Commission, 
involved a situation in which the appli- 
cant sought to supplement private car- 
riage in one direction with for-hire car- 
riage in the other, and the Shoemaker 
case concerned a situation in which the 
applicant proposed a dual private-public 
operation within a single territory with 
a mixture of services and a mixture of 
traffic. 


L.C.C. Conclusions 


“Although applicant does not engage 
in any private carriage,” said the Com- 
mission, “the principle enunciated in the 
cited cases is not thereby made inappli- 
cable here. We must consider whether 
it would be inconsistent with the public 
interest to permit applicant to engage in 
the proposed operation when it is now 
acting as agent or broker for Canadian 
buyers of fresh fruits and vegetables and 
its president proposes to continue that 
business as an individual. Applicant’s 
president is also its general manager and 
majority stockholder and his proposal to 
conduct the business of buying these 
commodities as an individual rather than 
in applicant’s name is not significant. 
It can readily be seen that by virtue of 
this agency or brokerage business, appli- 
cant would be in a position analogous to 
that condemned in the Geraci case. By 
reason of the aforementioned agency or 
brokerage business conducted by its pres- 
ident on behalf of the Canadian buyers, 
applicant would be in a preferred posi- 
tion over other carriers to obtain return 
loads to Canada. Applicant would, there- 
fore, hold a distinct advantage over other 
for-hire carriers and the possibilities of 
unfair competitive practices would be 
very great. In view of these objection- 
able features we are unable to find that 
applicant’s proposal will be consistent 
with the national transportation policy. 
We conclude that the application should 
be denied. In the circumstances we 
need not determine the other issues pre- 
sented.” 





Motor Subsidiary Rights 
Sale Condition Changed 


On reconsideration in MC-F-4791, 
Kenneth Hudson—Control; Hudson Bus 
Lines, Inc—Purchase (Portion) —Boston 
& Maine Transportation Co., the Com- 
mission, division 4, has modified the find- 
ings in the prior report and order, de- 
cided September 27, 1951, to make ap- 
plicable to employes of the B. & M. only 
a reservation to the Commission for 
three years to make conditions for the 
protection of employes affected. 

In its prior report; the Commission 
had reserved the right to make suck 
conditions with respect to “employes of 
the carriers involved.” In the instant 





report, it observed that the transaction 
would result in benefits to B. & M., not 
only in the form of the $104,000 con- 
sideration to be received, but in the sav- 
ings to be realized by disposing of un- 
economic operations. Since the only em- 
ployes who would be adversely affected 
were those of the B. & M., and since 
B. & M. would benefit substantially by 
the transaction, the Commission said 
that, under the circumstances shown, the 
responsibility for the protection of the 
affected employes, in its opinion, might 
properly be limited to B. & M. 

It said the record showed definitely 
that some employes would be adversely 
affected, but did not contain sufficient 
detail on which to base conclusions as to 
the exact effect of the transaction, and 
that some measure of protection should 
be afforded them. It said that with its 
views as expressed in Oklahoma Ry. Co. 
Trustee Abandonment, 257 I.C.C. 177 
(197-201), and in Chicago B. & Q. R. 
Co., Abandonment, 257 I.C.C. 700, and in 
numerous other proceedings, the B. & M. 
and the representatives of the employes 
might be able to reach an agreement. 


Motor Right Once Granted 
Now Denied; Detriment to 


Short Haul Carriers Seen 


The Commission, by a report and 
order on oral argument in MC-1849, 
Sub. 55, Northern Transportation 
Co., Extension—Utah Territory, has 
reversed a prior report of a major- 
ity of division 5 which found, it says, 
that the proposed motor carrier op- 
eration, involving leasing arrange- 
ments and traffic interchange with 
short-haul carriers, was required in 
the public interest. Dissents to the 
report on oral argument are noted 
by Chairman Rogers and Commis- 
sioners Aitchison and Lee. 


In denying the application, the Com- 
mission, in the instant report, said that 
any public benefit that might result from 
a grant of the application “would be 
outweighed by the detrimental effect 
which would befall short-haul carriers 
and the public welfare in the territory 
involved.” 

Northern Transportation Co., of Los 
Angeles, Calif., the applicant, it said, 
asked for a certificate authorizing trans- 
portation as a common carrier, of general 
commodities, including explosives, but 
excluding bulk liquids and livestock, serv- 
ing points in Utah located within 50 
miles of Salt Lake City, Utah, as inter- 
mediate and off-route points in connec- 
tion with its presently authorized regu- 
lar route operations between points in 
California, Nevada, and Utah, with a 
restriction that the proposed service be 
limited to shipments transported by the 
applicant to or from points in Nevada 
or California. 


The Pacific Southwest Railroad Asso- 
ciation and numerous motor carriers op- 
posed the application, said the Commis- 
sion. . 

The Commission said the applicant 
Northern trip-leased equipment to ap- 
proximately six motor carriers in order 
that large volume shipments might move 
to or from points within 50 miles of Salt 
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Lake City without the necessity for a 
transfer of lading. 

It also said some short-haul or othe: 
connecting carriers in the Salt Lak: 
area had discontinued or refused to en- 
ter into leasing arrangements with 
Northern. The applicant, it said, be- 
lieved that this situation had developed 
from the efforts of certain long-hav] 
carriers to drive it out of the territory 
involved by putting pressure on and 
threatening to stop using the services 
of the short-haul or connecting car- 
riers unless they ceased handling North- 
ern’s freight. 

Northern also feared, said the Com- 
mission, at the time the proceeding was 
heard, that regulations might be pre- 
scribed by the Commission in Ex Parte 








MC-43, Lease and Interchange of Equip- | 


ment by Motor Carriers, then pending, 


which would prohibit future leasing ar- | 


rangements of the type theretofore em- 
ployed. Actually, it said, if the rules and 
regulations adopted in that proceeding, 
decided May 8, 1951, become effective, 
considerable change in Northern’s pres- 
ent leasing arrangements would be 
necessitated, especially in those where a 
tractor-trailer unit was leased. The 
Commission said, however, that if 
Northern were to acquire the authority 
sought, it would be able to provide ship- 
ments with a faster and more efficient 
service to and from points within 50 
miles of Salt Lake City, and the neces- 
sity of future equipment leasing to con- 
necting motor carriers would be elim- 
inated. 


I.C.C. Conclusions 


ae RR ET RRR 


“The evidence clearly shows,” said the | 


Commission in its conclusions, “that ap- 
plicant does not contemplate making 
any substantial changes in its present 
operations in the Salt Lake area if this 
application is granted. It would con- 
tinue to interchange the bulk of its less- 


than-truckload traffic with connecting | 


carriers. Less-than-truckload shipments 
of an emergency character and truckload 
traffic to and from the points involved 
are now handled by applicant in what 
amounts to direct service under equip- 


ment leasing arrangements with con- | 


necting carriers. While a grant of the | 
authority sought would enable applicant | 


to improve the quality of its present 
service by handling emergency less-than- 
truckload traffic in single-line move- 
ments and by eliminating any delays now 
incurred in effecting leasing arrange- 
ments on truckload traffic, it is apparent 
that the principal effect of such a grant 


would be to enable applicant to over- © 


come the necessity of paying part of the 
revenue to connecting carriers. 


“Although 15 shippers appeared in © 


support of this application, their de- 
mand for the proposed service cannot 
be deemed urgent...” 


The Commission said the evidence in- © 


dicated that some of the local-short- 
haul carriers had not been as fully alert 
as they should have been to their respon- 


ort Ge 


sibilities as participants in joint-line d 


transportation. 


“The law,” it said, “does not contem- ~ 


plate that they should act merely as toll- 
gates, 
their duties in furnishing facilities and 
rendering service in partnership with 
other carriers in such joint underta‘- 
ings, and at reasonable charges. 


ties is correctible and it should not »e 
allowed to drift into an abuse which 
would give rise to a substantial demad 





but that they should perform = 


The § 
“present situation if marked by inequi- 
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for better service. In this respect, it is 
noted that opposing short-haul carriers 
have evidenced under oath their willing- 
ness and ability to continue leasing or 
interchange arrangements presently in 
force and to enter into new arrange- 
ments with applicant to enable it to 
serve all points covered by this applica- 
tion.” 

The Commission said its opinion was 
that any public benefit that might result 
from a grant of the application would be 
outweighed by the detrimental effect that 
would befall short-haul carriers and the 
public welfare in the territory involved. 
It concluded, therefore, it said, that the 
application should be denied. 


In view of its conclusions, it said, it 
denied petitions for rehearing on the 
ground the examiner who assisted a 
joint board before whom a hearing was 
held was not then a hearing examiner 
duly qualified and appointed under the 
administrative procedure act. 





Roofing Granules Case 
Involving Application of 


General Increases Dropped 


The Commission, division 3, has 
dismissed 12 complaints brought by 
manufacturers of roofing granules 
and composition roofing who con- 
tend, in effect, it says, that rates 
charged on shipments of roofing 
granules within and from and to 
Official Territory were, are, and will 
be unreasonable to the extent that 
the increases added thereto pursuant 
to authority granted in general in- 
crease proceedings exceed the in- 
creases applied contemporaneously 
to the basic rates on crushed stone 
and related articles. 


By a report and order in No. 30332, 
Lloyd A. Fry Roofing Co. v. Aberdeen & 
Rockfish Railroad Co., et al., and 11 
embraced cases, the Commission found 
the assailed rates not shown unreason- 
ao _ unduly prejudicial or prefer- 
ential. 


It said the complainants alleged spe- 
cifically that the general increases ap- 
plied to the basic rates on roofing 
granules, in. carloads, within and to 
and from Official Territory under the 
so-called master tariffs filed pursuant to 
the findings in Ex Parte 162, Increased 
Rates, Fares, and Charges, 1946, 266 
LC.C. 537, and prior reports; Ex Parte 
166, Increased Freight Rates, 1947, 270 
LC.c. 403 and prior reports; and Ex 
Parte 168, Increased Freight Rates, 1948, 
272 I.C.C. 695, 276 I.C.C. 9; were, are, and 
would be unjust and unreasonable, and 
unduly prejudicial to the complainants 
and unduly preferential of shippers of 
crushed stone and related articles within 
and to and from Official Territory and 
Shippers of roofing granules within 
Southern and Western territories, and 
bet\een those territories. 


Reparation was sought by all the 
con »lainants but one, R. J. Funkhouser 
& ©o., Inc., on shipments made within 
the statutory period, said the Commis- 
Slor. adding that no evidence was offered 
wit!, respect to shipments of another 
Comlainant, Tilo Roofing’ Co., Inc., 
whc:e counsel asked that its complaint 


remain dormant pending disposition of 
the cases. 

The Commission said the complainants 
did not assail the basic rates, which 
were those in effect on June 30, 1946, 
on either roofing granules or crushed 
stone. It said the defendant railroads 
took the position that in determining 
the issues the Commission was required 
to consider the total rates, including the 
basic rates and the added increases, on 
which the charges were based, rather 
than only the measure of the increases 
themselves. 

The Commission referred to its deci- 
sion in No. 30069, Tennessee Products & 
Chemical Corp. v. Alabama G.S.R. Co., 
and related proceedings in which it 
considered this question (T.W., Dec. 8, 
1951, p. 28). In that case it said: “We 
conclude, therefore, that in complaints 
such as those before us * * * considera- 
tion must be given to the total charges 
resulting from the basic rates plus the 
increases.” 

The Commission said the basic com- 
modity rates on granules ranged from 
14 to 23 per cent of first class, and 
added: 

“For a movement of 360 miles, ap- 
proximately the weighted-average dis- 
tance for granules moved within Official 
Territory, the rates on granules were 
increased by 10 cents from 19 cents per 
100 pounds on June 30, 1946, to 29 cents 
on September 1, 1949, while in the same 
period the rates on ground asphaltic 
rock were increased by 17 cents; acid 
proof cement, 23 cents; insulating ma- 
terial, 29 cents; prepared roofing mate- 
rial, 21 cents; sound deadening material, 
21 cents; waste material, 23 cents; gran- 
ular insulating slag, 23 cents; crushed 
or ground slate, 14 cents: asphalt in tank 
cars, 17 cents; cement 11 cents; fertilizer, 
17 cents; lime, 12 cents; plaster, 13 
cents; talc, 14 cents; and crushed stone, 
sand, and gravel, an average of 6.3 cents. 

“For a haul of 671 miles, which ap- 
proximates the weighted-average haul of 
666 miles for the movement of granules 
throughout the United States, the rates 
on granules were increased by 12 cents 
between June 30, 1946 and September 1, 
1949, while the rates on asphalt in tank 
ears, cement, fertilizer, lime, crushed 
limestone, plaster, sand and gravel, and 
tale were increased by 22, 13, 20, 14, 7, 
16, 7, and 18 cents, respectively.” 

The Commission said the revenues 
produced by some of the assailed rates 
were relatively high, but that it was 
equally true that the revenues from 
other rates assailed were relatively low. 

“While the assailed rates are higher,” 
it said, “than most of the rates on 
crushed stone, they are on a lower 
level than many of the rates on compa- 
rable commodities. Moreover, many of 
the assailed rates from and to par- 
ticular points are on levels which are 
the same as, or lower than, the basic 
rates on roofing granules from and to 
other points, in the same areas which are 
not here assailed. Also, during a por- 
tion of the reparation period, interim in- 
creases were applied on roofing granules 
which in many instances resulted in 
increased charges which were less than 
would have resulted from the applica- 
tion of the flat increases later author- 
ized on this commodity. In these cir- 
cumstances, we can find upon this record 
no adequate basis for a finding of un- 


‘reasonableness. 


“Little evidence was offered in sup- 
port of the section 3 allegations. There 
is no evidence that the complainants’ 
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competitors have been unduly favored 
by lower rates in other territories, or 
that the defendants have or have had 
any voice in the establishment of such 
lower rates. All of the complainants 
except two, are manufacturers of com- 
position roofing, who may purchase roof- 
ing granules from avilable plants in other 
territories. Of the two complainant- 
manufacturers of roofing granules, one 
has plants only in Southwestern, West- 
ern Trunk Line, and Pacific territories. 
The other producer, located at Hagers- 
town, Md., so far as appears, has not ex- 
perienced difficulty in marketing its 
products because of the assailed rates or 
by reason of any advantage in respect of 
freight rates which may have been en- 
joyed by its competitors. There is thus no 
adequate support for a finding of undue 
prejudice or preference.” 

Embraced proceedings were: No. 30328 
Certain-Teed Products Corporation v. 
Akron, Canton & Youngstown Railroad 
Co. et al.; No. 30329, R. ‘J. Funkhouser 
& Co., Inc. v. Same; No. 30333, United 
States Gypsum Co. v. Aberdeen & Rock- 
fish Railroad Co., et al.; No. 30335, Johns- 
Manville Corporation et al. v. Alabama 
Great Southern Railroad Co., et al.; No. 
30341, Barrett Division, Allied Chemical 
& Dye Corporation v. Akron, Canton & 
Youngstown Railroad Co., et al.; No. 
30345. Ruberoid Co. v. Alabama Great 
Southern Railroad Co., et al.; No. 30346, 
Minnesota Mining & Manufacturing Co. 
v. Akron and Barberton Belt Railroad 
Co. et al.; No. 30364, Tilo Roofing Co. 
Ine. v. Akron, Canton & Youngstown 
Railroad Co. et al.; 30372, Philip Carey 
Manufacturing Co. v. Same; No. 30401, 
Bird & Son, Inc. v. Same; and No. 
30419, Flintkote Co. v. Same. 





A.C.L. Gains Exemption 


From Competitive Bids 


The Commission, division 4, has re- 
lieved the applicant in Finance No. 17583, 
Atlantic Coast Line Railroad Co., Com- 
petitive Bidding Exemption, of the neces- 
sity of seeking competitive bids on $22,- 
388,000 of general mortgage bonds, Series 
B. Its action was by a report and order 
in that proceeding. 

In asking to be exempted from the 
rule of the Commission which requires 
competitive bidding on rail securities, the 
A.C.L. said that the condition of the 
market for rail bonds was such that the 
proposed issue could not be sold advan- 
tageously through competitive bidding 
at present or in the immediate future. 
It described the market as “weak and 
unfavorable” (T.W., Jan. 5, p. 42). 

The Commission said that the purpose 
of the bond issue was solely to provide 
funds by their sale for payment at ma- 
turity of all of the applicant’s then out- 
standing first consolidated mortgage 4 
per cent bonds due July 1, with interest 
to maturity. 

It said that officers of the applicant 
had been exploring methods for refund- 
ing the outstanding bonds for more than 
a year and had reached the conclusion 
that the market “has been and con- 
tinues to be weak and unfavorable .. .” 
Consequently, said the Commission, ap- 
plicant’s officers had negotiated directly 
with investment institutions and that it 
was the railroad’s belief that several life 
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insurance companies would purchase at 
par, as long-term investments and not 
for redistribution, such amounts of the 
proposed issue as might be required to 
refund the outstanding bonds. 

The Commission said the insurance 
companies would be expected to ear- 
mark early in January funds for pur- 
chase of the new bonds. In such event. 
it said, applicant would agree to pay a 
commitment fee of one-half of one per 
cent for the January 1-June 30 period. 

“The applicant is convinced that the 
sale of the bonds to the several life in- 
surance companies as contemplated will 
result in more advantageous terms than 
would be obtained from a sale at com- 
petitive bidding and that the net cost 
to it in connection with the refunding 
also will be much less under such direct 
placement,” the Commission said. 

Among other things, the Commission 
said applicant believed it could sell the 
bonds directly to investors at a net cash 
saving to it estimated in excess of $500,- 
000 as compared with the result of the 
only recent sale of bonds to investment 
bankers at competitive bidding. The 
bonds referred to were those of the West- 
ern Maryland, sold at 98.5231 of par and 
accrued interest, with an interest rate 
of 4% per cent a year, and an annual 
average cost to the W.M. of about 4.60 
per cent. 

The exemption from seeking competi- 
tive bids was subject to the Commission’s 
authorization in a subsequent proceed- 
ing of the actual issuance of the bonds. 
The special application for exemption 
was filed, the Commission said, because 
it was felt that the later application 
could be more definitively and - more 
expeditiously prepared if it was known 
in advance that the requirement of com- 
petitive bidding would be waived and 
assurance to that effect could be given 
to the insurance companies which would 
be expected to earmark funds for the 
purchase. 


Approves Demurrage on 
Reefers at Military, Kan. 


The Commission, division 3, by a re- 
port and order in No. 30582, Spencer 
Chemical Co. v. Missouri-Kansas-Texas 
Railroad Co., has dismissed a complaint 
requesting reparation because of demur- 
rage charges on refrigerator cars placed 
on an interchange truck in the complain- 
ant’s plant at Military, Kan., by the rail- 
road and removed by the company’s 
switching crew. 


The complainant asserted that the 
placing of empty cars on the interchange 
track was contrary to the general prac- 
tice of railroads of placing empty cars 
for loading only on request of a shipper. 
The Commission said complainant as- 
sumed that the cars were placed for 
storage, but that the defendant denied 
any intention of storing empty cars on 
the interchange track owned by com- 
plainant and insisted that the practice 
of placing cars immediately on arrival 
was one of long standing which had the 
tentative approval of the complainant 
as evidenced by the fact that the cars 
were generally accepted promptly. 


The Commission said that complain- 
ant’s argument that the cars were re- 


moved from the interchange track to 
relieve congestion by storing them on 
its other tracks was not convincing, in 
view of the fact that certain cars, gen- 
erally privately-owned, were left on the 
track for a number of days and that as 
to those cars the loading time was com- 
puted from the first actual appropriation 
of the cars by the complainant. 


The Commission rejected a contention 
of complainant that a different rule pre- 
vailed as to privately-owned cars, as 
being exempt from demurrage while on 
the complainant’s tracks. The Commis- 
sion said privately-owned cars while on 
private tracks other than those of the 
car owner were subject to the same 
demurrage rules and charges as carrier- 
owned equipment, except when held for 
@ purpose other than loading or unload- 
ing. 





Unwillingness of Carrier 
Brings Denial of Rights 


The Commission, division 5, has de- 
nied a certificate to a motor carrier 
desiring to serve all portions of the 
Upper Peninsula of Michigan because of 
unwillingness of the carrier, expressed 
in reply to exceptions to an examiner’s 
recommended report, to serve other 
points in that area where there is no 
present service. 


By a report and order in MC-111072, 
Sub. 6, Alice K. and James K. Lusha, 
dba Lusha Trucking Co., Extension— 
Michigan Points, the Commission found 
that applicants had failed to establish 
a need for transporting petroleum prod- 
ucts, in bulk, in tank vehicles, from 
Green Bay, Wis., to points in a de- 
scribed area in the central portion of 
the Upper Peninsula of Michigan, over 
irregular routes. There, the Commission 
said, existing carriers were affording sat- 
isfactory service and that applicants 
should not be authorized to engage in a 
competing area merely to enhance the 
feasibility, or to insure the performance, 
of their proposed long-haul operations 
to points in the remaining areas of the 
Upper Peninsula. It said it did not think 
the volume of traffic destined to the 
protesting carrier‘s territory would in- 
crease in the foreseeable future to such 
an extent as to require additional motor 
carrier service. 


The Commission further found that 
applicants had failed to establish that 
they were willing to conduct the pro- 
posed operation to other points on the 
Upper Peninsula, and that the applica- 
tion should be denied. The Commission 
said the applicants had expressed an 
unwillingness to accept a grant of au- 
thority from Green Bay to portions of 
the Peninsula to which motor transpor- 
tation was not otherwise available unless 
authority was also granted from Green 
Bay to the central Upper Peninsula ter- 
ritory. 

“The burden of proof is upon appli- 
cants not only to establish a need for 
the proposed operation, in whole or in 
part, but also to show that they are 
fit, willing and able to conduct it,” said 
the Commission. “In the light of the 
position taken by applicants in their 
reply, we are justified in concluding that 
they have failed to establish their willing- 
ness to conduct that portion of the pro- 
posed service for which a need has been 
shown. In the circumstances, the ap- 
plication must be denied.” 
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Motor Finance Action 


Under its expedited procedure in mo- 
tor finance cases, the Commission, di- 


vision 4, has approved the purchase by 


Alamo Motor Lines, San Antonio, Tex., 
of certain operating rights of Alamo 
Freight Lines, Inc., San Antonio, and ac- 
quisition by T. W. Wheeler, San Antonio, 
of control of the rights through the pur- 
chase. A report was issued in MC-F- 
4985, T. W. Wheeler—Control; Alamo 
Motor Lines — Purchase (Portion) — 
Alamo Freight Lines, Inc., and an order 
effective February 20. Any objections to 
the report and order should be submit- 
ted to the Commission or or before Feb- 
ruary 5, the report said. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Pig Iron . 


No. 30685, Newport News Shipbuilding 
and Dry Dock Co. v. Lackawanna Rail- 
road et al. By the Commission, division 
3. Complaint dismissed on finding not 
shown unreasonable, rates on pig iron 
shipped from Lackawanna, Harriet, and 
Buffalo, N.Y., to Newport News, Va., de- 
livered or tendered for delivery on and 
after May 22, 1948. The Commission 
said the applicable commodity rate from 
the three origins was $10.60 a ton of 
2,240 pounds on May 6, 1948, when au- 
thorized interim increases became effec- 
tive. For concurrent application, it said, 
the complainant sought a rate of $9.05. 
Effective September 1, 1949, the Com- 
mission continued, the rate increased as 
then authorized became $11.66, and for 
concurrent application the complainant 
sought a rate of $9.96. The Commission 
said that prescription of rates on pig 
iron in the instant proceeding, lower than 
on the reasonable maximum basis pre- 
scribed in Lynchburg Foundry Co. v. 
Chicago, B. & Q. R. Co., 281 I.C.C. 407, 
decided June 28, 1951, was not warranted. 


Caustic Soda 


No. 30701, Armstrong Cork Co. v. Louis- 
ville & Nashville Railroad et al. By 
the Commission, division 3. Complaint 
dismissed on finding not shown un- 
reasonable, rates charged on _ liquid 
caustic soda, tank-car loads, from Lake 
Charles, La., to Pensacola, Fla., between 
January 31, 1948, and November 23, 1949. 
Caustic soda, said the Commission, was 
one of the raw materials used by the 
complainant in the manufacture of wall- 
board at Pensacola. It said the ap- 
plicable rates on the complainants’ ship- 
ments approximated 70 per cent of the 
normal class 22.5 basis, and the rate 
sought was only about 47 per cent of 
that basis. The rates with which com- 
parison was made by the complainant 
were all water-compelled and could not 
serve aS a measure for determining the 
reasonableness of the rates assailed, said 
the Commission. Commissioner Cross 
noted dissent. 


Plow Discs 


No: 30434, Krause Plow Corporation v 
Akron, Canton & Youngstown Railroad 
et al., embracing Same, Sub. 1, Same v 
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A. C. & Y. et al. By the Commission, 
division 2. Complaints dismissed on 
finding not shown unreasonable or 
otherwise unlawful, column 40 rates 
found applicable on plow discs, shipped 
between April 19 and November 26, 1947, 
from Allegheny, Pa., to Hutchinson, 
Kan., and between May 8, 1946, and 
April 21, 1949, from Chicago, Cicero, and 
West Pullman, Ill., and from Allegheny 
and Midland, Pa., to Hutchinson, and 
from Cicero to Wakita, Okla. The Com- 
mission said charges were originally col- 
lected on the basis of column 40 rates 
(40 per cent of first class) which the de- 
fendants contended were applicable, al- 
though the complaint claimed that col- 
umn 32.5 rates (32.5 per cent of first 
class) were applicable. The Commis- 
sion said that inasmuch as rates and 
ratings on this commodity were involved 
in the proceedings in No. 28300, Class 
Rate Investigation, 1939, and No. 28310, 
Consolidated Freight Classification, its 
instant decision was without prejudice 
to the conclusion that might be reached 
in those proceedings so far as rates and 
ratings for the future were concerned. 


RAILROAD ABANDONMENTS 


Springfield Terminal 


The Springfield Terminal Railway Co., 
by an application in Finance No. 17605, 
asks authority to abandon its entire 
line of railroad and its operation in the 
Springfield district, Sangamon county, 
Ill., 5.11 miles, to abandon operations 
under a trackage rights agreement over 
a line of the Gulf, Mobile & O., from a 
connection in the Springfield district to 
a connection with the G. M. & O. and 
other lines near East Springfield, 2.78 
miles, and for cancellation of the track- 
age agreement. The applicant said that 
its railroad and operations were no longer 
required as a public convenience and 
necessity. 


Southern 


By an application in Finance No. 
17606, the Southern Railway Co. and the 
Transylvania Railroad Co. ask authority 
for the former to abandon its operation 
of a line of railroad between Rosman & 
Lake Toxaway, N.C., and for the latter 
to abandon the line itself, 9.8 miles, in 
Transylvania county, N.C. The appli- 
cants said they believed the abandon- 
ment should be permitted because the 
potential rail business had declined to 
the point where the line no longer served 
a public need and because of loss sus- 
tained in its operation over the past 
several years. 


New Haven 


By an application in Finance No. 
17609, the New York, New Haven & 
Hartford Railroad Co. asks authority to 
abandon a line between Atlantic and 
East Milton, Mass., 2.11 miles, in Norfolk 
county, Mass. Train service on the line 
Was discontinued some years ago and 
it was no longer needed for transporta- 
tion purposes, the applicant said. 


L.A.&S.L. 


Authority to abandon its so-called 
Fairfield branch in Utah and Tooele 
counties, Utah, and operation thereof by 
the Union Pacific Railroad Co., lessee, 
is asked by those railroads in an appli- 


cation in Finance No. 17608. The line 
is 23.649 miles long, with incidental side 
and spur tracks. The applicants said 
that the two industries served by the 
branch had purchased their own motor 
trucks and started hauling clay so that 
continued operation of the branch was 
not warranted to handle the small vol- 
ume of other types of traffic. 


Allegheny & Western, Et Al. 


By an application in Finance No. 17615, 
the Allegheny & Western Railway, 
owner, the Buffalo, Rochester & Pitts- 
burgh, lessee, and the Baltimore & Ohio, 
operator, ask the Commission for au- 
thority for the owner and lessee to 
abandon a 2.01-mile portion of their 
Rural Valley branch between Numine 
Branch Junction and the end of the 
branch near Margaret, all in Armstrong 
county, Pa.; and for the operator, B. & 
O., to abandon operation of the line. 
The applicants said the Rochester & 
Pittsburgh Coal Co., which formerly 
operated two coal mines on the line, 
had abandoned those operations and 
removed its tracks, “without indication 
of resumption in the foreseeable future.” 
They said there was no other industry 
to be served and that a portion of the 
track had been inoperable for several 
years because of damage by fire in a 
cinder fill. The track material could 
be used by the B. & O. to good advan- 
tage in other lines, said the applicants. 


A.C.L. 


The Atlantic Coast Line Railroad, by 
an application in Finance No. 17610, has 
asked the Commission for authority to 
abandon its branch (main) line track- 
age known as Washington & Vandemere 
branch, extending from Washington to 
Vandemere, N.C., all in Beaufort and 
Pamlico counties, N.C., approximately 
39.56 miles. The Coast Line said that 
the line proposed to be abandoned was 
and for some time had been unproduc- 
tive and unprofitable, and that the 
traffic was insufficient to justify its con- 
tinuance. No improvement in traffic or 
revenues was expected, it said. 


Wyoming Railway 


By an application in Finance No. 17612, 
the Wyoming Railway Co., receivers, 
Buffalo, Wyo., asks authority to abandon 
28.6 miles of line extending from Buf- 
falo, Johnson county, Wyo., to Ucross, 
Sheridan county, thence to Clearmont, 
Sheridan county, the terminal and point 
of junction with the main line of the 
Burlington Railroad. The applicant said 
abandonment was sought “since the 
Wyoming Railway Co. is completely de- 
funct, out of operation and wholly with- 
out means for re-establishment.” It said 
that “improved highways, conveyance by 
trucks and the continually improving 
facilities for hauling by truck, have ab- 
sorbed the carrier business formerly en- 
joyed” by the Wyoming. It said that 
conditions had so changed in the last 
20 years that there was no further ne- 
cessity for the line and that under 
present economic conditions “it could 
not exist if re-established.” 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17586, St. 
Louis Southwestern Railway Company of 
Texas Bonds, granting authority to extend 
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from January 1, 1952, to July 1, 1990, the 

maturity date of $280,000 of Dallas branch 

first-mortgage 5-per cent bonds. Approved. 
* * * 


Report and order in F.D. No. 17587, Dallas 
Terminal Railway & Union Depot Co. Bonds, 
granting authority to extend from January 
1, 1952, to July 1, 1990, the maturity date of 
$731,000 of its first-mortgage 5-per cent 
bonds, now pledged with the trustee of the 
St. Louis Southwestern Railway Co.’s 242 
per cent collateral trust indenture, dated 
July 1, 1951. Approved. 


* * * 


Report and order in F.D. No. 17588, Union 
Railroad Co. Notes, (1) granting authority 
to issue a note for not exceeding $2,350,000 
to be payable to the order of the United 
States Steel Corporation, to evidence ad- 
vances of like amount to be made for the 
acquisition of equipment; and (2) action on 
that part of the application which requests 
authority to issue notes for $700,000 and 
$925,000 respectively, deferred. Approved. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 


carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-3833, Sub. 9, New Dixie Lines, 
Inc., Richmond, Va., Extension Char- 
lottesville, Va. Certificate denied. Over 
irregular routes, general commodities, 
with exceptions, between Greensboro, 
N.C., and Charlottesville, without dupli- 
cation of operations presently authorized 
in certificate MC-3833, Sub. 6, dated De- 
cember 10, 1946. 


* MC-4978, Sub 8, George Washington 
Anderson, dba Anderson Transfer Co., 
Biltmore, N.C., Extension—Tampa, Fla. 
Certificate granted. Over irregular 
routes, (1) canned foods, from Jefferson 
City, Newport, Sevierville, Tellico Plains, 
Tenn., to points in Ga., Fla.; (2) canned 
citrus fruit products, Tampa, Fla., to 
points in Tenn., Ky., Va., D.C.; (3) sup- 
plies, materials, machinery used in a 
cannery, between Jefferson City, New- 
port, Sevierville, Tellico Plains, on one 
hand, and, on other, Tampa. 


* MC-111231, Sub. 2, Jones Truck Lines, 
Inc., Springdale, Ark., Extension—Dan- 
gerous Explosives. Certificate denied. 
Explosives, classes A, B, and C, and other 
dangerous articles acceptable for trans- 
portation in motor carrier freight service 
between the points, over the routes, and 
in the manner set forth in applicant’s 
presently held certificates in MC-111231, 
and Same, Sub. 1, dated December 1, 
1949, and March 7, 1950, respectively. The 
report said the purpose of the applica- 
tion was to remove from the applicant’s 
authority an exception prohibiting trans- 
portation of dangerous explosives. 


*MC-111984, Lewis Talansky, dba 
Southeast Transport, High Point, N.C., 
Contract Carrier. Permit granted. Used 
batteries, from specified points in S.C., 
Tenn., Va., to Reidsville, N.C., over ir- 
regular routes, provided applicant not 
be an employe or official of Southeast 
Lead Co. The report said the applicant 
was traffic manager of that company and 
proposed to resign the position if the 
instant application was granted. 


* MC-112225, Sub. 1, Wendell C. Nelson, 
Whitewater, Wis., Common Carrier. Cer- 
tificate granted, Commission Rogers: not- 
ing dissent. Passengers and their bag- 
gage, round trip charter operations, 
beginning and ending at Whitewater, ex- 
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tending to points in a described area of 
Ill., over irregular routes. 


* MC-78786, Sub. 178, Pacific Motor 
Trucking Co., San Francisco, Calif., Ex- 
tension—Key Points. Certificate and 
dual operations granted, Commissioner 
Lee concurring in result. General com- 
modities, with exceptions, between speci- 
fied points in Calif., over described 
routes, with key point restrictions, con- 
ditioned on cancellation from certificate 
MC-78786 of specified authority, and 
with further conditions, including one 
that service shall be limited to service 
auxiliary to, or supplemental of, rail 
service. The applicant is a wholly owned 
subsidiary of the Southern Pacific Co., 
said the report. 

*MC-112491, W. O. Mattox, Newark, 
N.J., Common Carrier. Certificate 
granted. Molasses, in bulk, in tank ve- 
hicles, Philadelphia, Pa., to Old Bridge, 
N.J., over irregular routes. 

MC-2284, Sub. 20, Boulevard Transit 
Lines, Inc., Bayonne, N.J., Extension— 
Tonnelle Avenue. Certificate granted. 
Commissioner Cross dissenting. Passen- 
gers and their baggage, between Jersey 
City, N.J.. and New York, N.Y., and re- 
turn, over a described route, serving no 
intermediate points. 

*MC-110420, Sub. 34, Quality Milk 
Service, Inc., Burlington, Wis., Extension 
—Liquid Products, embracing MC-110420, 
Sub. 35, Same, Extension—Paint. Cer- 
tificate granted. MC-110420, Sub. 34: 
Over irregular routes, in bulk, in tank 
vehicles, (1) grape juice, from Geneva, 
O., North East, Pa., and Brocton and 
Westfield, N.Y., to Chicago, Ill.; (2) core 
oil, Milwaukee, Wis., to points in II, 
Ia., Minn., Mich., and to Louisville, Ky.; 
(3) liquid sugar, Chicago, Ill., to points 
in Ind., Mich., Wis. (with exceptions), 
and St. Louis, Mo.; (4) vinegar from 
Minneapolis, Minn., to points in Ia., up- 
per Mich. peninsula, Neb., S.D., Wis.; (5) 
vegetable oils between St. Louis, on one 
hand, and, on other, points in Ark., and 
from points in Ill. and Minn. to Cudahy, 
Wis.; (6) animal greases and tallow 
from Cudahy to points in Ill. (except 
Chicago), Ind., and O.; and (7) tanning 
extracts, Chicago to points in Mich. MC- 
110420, Sub. 35: Over irregular routes, 
paint products, in bulk, in tank vehicles, 
Chicago to Philadelphia, Pa. 

*MC-52657, Sub. 432, Arco Auto Car- 
riers, Inc., Chicago, Ill., Extension—Ge- 
neva and Mount Vernon, Ill., embracing 
MC-106647, Sub. 17, Clark Transport Co., 
Chicago Heights, Ill., Extension—Geneva 
and Mount Vernon, Ill. Certificate and 
dual operations granted. MC-52657, Sub. 
432: Over irregular routes, (1) trailers, 
initial movements, truckway, from 
Mount Vernon and Geneva, and points 
within one mile of Geneva, to all US. 
points, and (2) truck bodies, Jersey- 
ville, Ill., to all U.S. points. MC-106647, 
Sub. 17: Over irregular routes, trailers, 
initial movements, truckway, from 
Mount Vernon and Geneva, and points 
within one mile of Geneva, to all US. 
points. 

*MC-112608, Jean Paul Charbonneau, 
dba Continental Highway Express, Mon- 
treal, Canada, Common Carrier. Cer- 
tificate denied, Commissioner Cross con- 
curring. Over irregular routes, paper 
newsprint, in rolls, from the interna- 
tional border port of entry, Champlain, 
N.Y., to New Haven, Conn. 

*MC-107640, Sub. 1, Midwest Transfer 


Co. of Illinois, Chicago, Hl, (Emery 
Transportation Co. Extension—Malt 
Beverages, assigned after substitution 
following hearing of Emery Transporta- 
tion Co. as applicant, by order dated 
September 6, 1951). Permit granted, Com- 
missioner Cross dissenting. Over irregular 
routes, malt beverages from Waukesha, 
Wis., to points in Ill. and Ind. located 
on or north of U.S. highway 36, except 
Chicago, and empty malt beverage con- 
tainers from the named destination 
points to Waukesha. 

*MC-10298, Capitol Motor Lines, Inc., 
Baltimore, Md., Common Carrier, em- 
bracing Same, Sub. 1, Same, Extension of 
Operations. On reconsideration, findings 
in prior report, 9 M.C.C. 86, modified by 
elimination of exception of “articles re- 
quiring refrigeration” in connection with 
operations authorized in transportation 
of general commodities, with certain ex- 
ceptions, between Baltimore, Md., and 
Alexandria, Va., Commissioner Cross 
noting dissent. Amended certificate 
granted to Chesapeake Motor Lines, Inc., 
successor-in-interest, authorizing de- 
scribed operation in addition to that now 
authorized in Chesapeake’s present cer- 
tificate in MC-52917. Application in MC- 
10298, Sub. 1, asking for authority to 
transport articles requiring refrigera- 
tion between same points as authorized 
in MC-10298, denied. 


*MC-9554C, Sub. 132, Watkins Motor 
Lines, Inc., Thomasville, Ga., Extension— 
Processed Nuts. On_ reconsideration, 
findings in original report, 51 M.C.C. 
131, and in report on further hearing, 
decided January 16, 1951, reversed; cer- 
tificate granted, Commissioner Cross dis- 
senting in part. Over irregular routes, (1) 
shelled peanuts and shelled pecans be- 
tween all points in described areas of 
Fla., Ga., and Ala.; (2) shelled peanuts 
and shelled pecans from all points in 
aforementioned areas in three states to 
all points in 20 states and D.C.; (3) 
roasted pecans and roasted peanuts 
from Albany and Camilla, Ga., to all 
destinations in the 20 states except Ala., 
Fla., Ga. 

* MC-87523, Sub. 27, Francis M. J. Cos- 
grove and Charles E. Demers, dba Frank 
Cosgrove Transportation Co., Dorchester, 
Mass., Extension—Niagara Falls, N.Y. 
Certificate granted, Commissioner Rog- 
ers noting dissent. (1) Vinyl acetate, in 
bulk, in tank vehicles, Niagara Falls, 
N.Y., to Springfield, Mass.; (2) vinyl 
acetate and acetic acid, in bulk, in tank 
vehicles, from Canadian boundary at 
Rouses Point, N.Y., to Springfield, and 
Everett, Mass., Glen Falls, N.Y., and 
Parlin, N.J., over irregular routes. 

* MC-112551, Austin Murray, Prairie 
Farm, Wis., Contract Carrier. Proposed 
operation found to be that of common 
carrier; certificate granted. (1) Pow- 
dered milk, from Menomonie and Clear 
Lake, Wis., to Sioux Falls, S.D., and 
points in S.D. within 75 miles of Sioux 
Falls, points in Minn., on and south of 
US. highway 12, except Minneapolis and 
St. Paul, Minn., and points in Ia.; (2) 
ice cream mix, cottage cheese, butter, 
from Clear Lake, Menomonie, and Ridge- 
land, Wis., to destination territory afore- 
mentioned in (1); (3) milk and cream 
when transported on a vehicle on which 
commodities other than those specified 
in section 203(b)(6) of the interstate 
commerce act are also transported at 
the same time for compensation, from 
Clear Lake, Menomonie, and Ridgeland, 
to points in destination area aforemen- 
tioned in (1), over irregular routes. 

* MC-1124, Sub. 81, Herrin Transporta- 
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tion Co., Houston, Tex., Extension—Rus- 
ton to Alexandria, La. On reconsidera- 
tion, findings in prior report of April 24, 
1951, modified by further restriction that 
alternate route granted should not be 
used for transportation of any shipment 
moving between Little Rock, Crossett, or 
Hamburg, Ark., on one hand, and, on 
other, Alexandria, Baton Rouge, or Mor- 
gan City, La., or any point on applicant’s 
authorized routes east of Baton Rouge or 
Morgan City. 

* MC-57641, Sub. 17, Cardinal Lines, 
Inc., Janesville, Wis., Extension—Wis- 
consin and Illinois. Certificate granted 
on further hearing; findings in prior re- 
port, 51 M.C.C. 807, modified. Passengers 
and their baggage, and express, mail, and 
newspapers, from and to specified points, 
over described routes, in Ill., and Wis., 
with service at all intermediate points. 


MOTOR FINANCE CASES 


MC-F-4496, Harry L. Hess—Control; Hess 
Motor Express, Inc.—Lease (Portion)—Wil- 
son Storage and Transfer Co. Purchase by 
Hess Motor Express, Inc., Pipestone, Minn., 
of certain operating rights on Wilson Stor- 
age and Transfer Co., Sioux Falls, S.D., and 
acquisition by Harry L. Hess, also of Pipe- 
stone, of control of the rights through the 
purchase, authorized, effective February 20. 
Commissioners Aitchison and Cross noted 
dissent. 

= * * 

MC-F-4703, Bill Watkins—Control; Watkins 
Motor Lines, Inc.—Purchase—Everett L. 
Baker, embracing MC-F-4738, Same—Pur- 
chase (Portion)—Georgia-Florida Motor Ex- 
press, Inc. Applications of Watkins Motor 
Lines, of Thomasville, Ga., to purchase the 
operating rights and certain property of 
Everett L. Baker, dba Baker Transfer, of 
Waverly, Ia., and for authority to purchase 
certain operating rights of Georgia-Florida 
Motor Express, Inc., and of Bill Watkins to 
acquire control of the rights, denied. 

+ . * 

MC-F-4966, Southern Pacific Co.—Control; 
Southern Pacific Transport Co. of Louisiana, 
Inc.—Purchase—Carroll D. McKey. Purchase 
by Southern Pacific Transport Co. of 
Louisiana, Inc., of New Orleans, La., of the 
operating rights and property of Carroll D. 
McKey, doing business as Houma Motor 
Freight Line, of Houma, La., and acquisi- 
tion by Southern Pacific Railroad Co. of 
control of the rights and property, approved, 
with conditions. i 

* 


MC-F-4974, J. Wesley Lowther—Purchase 
(Portion)—Moss Trucking Co., Inc. Pur- 
chase by J. Wesley Lowther, dba Lowther 
Trucking Co., Charlotte, N.C., of certain 
operating rights of Moss Trucking Co., Inc., 
Charlotte, authorized. 


x * * 


MC-F-5105, Wm. S. Jones, et al.—Control 
—Hartman’s Transportation Co. Applica- 
tion for authority under section 210a(b) by 
Wm. S. Jones, Clifford M. Jones, Russell C. 
Jones. Jr.. H. Ellis Jones, and Harry A. 
Hershey, of Spring City, Pa., to acquire 
temporary control of Hartman’s Transpor- 
oo Co., through ownership of stock, 
enied. 


ORDERS 


South Florida Ports Rate 


Cases to Be Reargued 


The Commission, by an order, has re- 
opened for reargument at a time to be 
designated later, its proceedings in No. 
29520, Tampa Traffic Association et al. 
v. Aberdeen & Rockfish Railroad et al.. 
and No. 29547, Broward County Port 
Authority et al. v. Aberdeen & Rock- 
fish et al. The action was taken on 
petition of the complainants for reargu- 
ment and reconsideration, it said. 

The Commission had affirmed a 1943 
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decision that a carload and less-carload 
export and import rate adjustment 
made effective November 4, 1946, on 
classes and commodities between south 
Florida ports and a defined interior ter- 
ritory, was not shown unreasonable or 
unduly prejudicial (T.W., July 21, 1951, 
p. 35). 


Express Increases Denied 


The Commission, by an order in Ex 
Parte 177, Increased Express Rates and 
Charges, 1951, has denied a request of 
the Railway Express Agency for per- 
mission to increase first-class rates and 
charges on shipments one to 99 pounds 
by 57 cents, instead of the 30-cent in- 
crease granted by the Commission in 
October, 1951, and to make proportionate 
increases in second-class rates (T.W., 
Oct. 27, 1951, p. 16 and Dec. 29, p. 42). 


The Commission said the increases 
effective November 15, 1951, pursuant to 
the October decision, together with 
higher parcel post rates effective Octo- 
ber 1, 1951, and restrictions on size and 
weight of parcel post packages effective 
January 1, “havé materially changed 
the circumstances and conditions affect- 
ing express traffic to which the increased 
rates and charges are applicable.” 

It also said that the time during which 
the increased rates and changed condi- 
tions had been in effect was not sufficient 
to afford a substantial basis with respect 
to traffic volume and revenues, together 


_ with other pertinent facts, on which to 


evaluate the effects such rates and 
changed conditions had had and might 
have on express traffic. 

The Commission said the Express 
Agency’s petition, filed in December, 1951, 
requested reconsideration or further 
hearing in the proceeding decided by 
the Commission in October, with a 
view to obtaining authorization of the 
additional increase in express rates and 
charges on first and second-class traffic. 

The Commission said it had con- 
sidered this petition and replies to the 
petition filed by the Society of Ameri- 
can Florists, Gugler Lithographic Co., 
Retail Traffic Conference, Chamber of 
Commerce of Fargo, N. D., Chamber of 
Commerce of Grand Forks, N. D., Pub- 
lic Service Commission of North Da- 
kota, Denver Wholesale Florists Co., 
Pike’s Peak Greenhouses, Inc., Asso- 
ciated Flower Growers, Inc., Colorado 
State Flower Growers Association, and 
National Industrial Traffic League. 


Accounting Interpretations 


The Commission, division 1, has issued 
an order in connection with interpreta- 
tions of the accounting classifications 
for steam railroads, prescribed by order 
dated December 17, 1917, as accounting 
bulletin No. 15. It said that because of 
certain changes ordered in the account- 
Ing regulations it was necessary to 
modify the interpretations. The order 
Canceled case 118 of the interpretations, 
as modified by orders dated December 
27, 1935, and October 20, 1947. 





Iniercoastal Tariffs Postponed 


Intercoastal steamship line tariff 
agents, by special permission No. 52458 
granted by the Commission, have post- 
pored from January 15 until January 22 


the effective date of their tariffs propos- 
ing cancellation of existing through 
routes and joint rates between certain 
points in the Pacific coast area, on the 
one hand, and Atlantic coast ports, on the 
other (T.W., Jan. 12, p. 33). 


The considered tariffs included inter- 
coastal eastbound freight tariff 2-C, 
I.C.C. No. 2, and intercoastal westbound 
freight tariff 1-C, I.C.C. No. 1, issued by 
Harry S. Brown, agent, and gulf inter- 
coastal freight tariffs Nos. 1-B, both 
eastbound (I.C.C. No. 8) and westbound 
(I.C.C. No. '7), issued by C. Y. Roberts, 
agent. 

These tariffs were protested by inland 
carriers participating in the through 
routes and joint rates under transship- 
ping arrangements with intercoastal car- 
riers, and commercial interests in Sacra- 
mento, Calif., and Tacoma, Wash. 





Motor Minima Date Deferred 


By an order of the Commission, by 
Commissioner Lee, in MC-C-360, Mini- 
mum Class Rate Restrictions—Central 
and Eastern States, the Commission has 
further postponed the effective date oi 
the orders of March 15, 1945, and Sep- 
tember 27, 1945, in the proceeding, from 
January 15 until April 15. It said it had 
considered a request of the federal dis- 
trict court in action involving these or- 
ders. 


A suit is pending in the Delaware fed- 
eral district court (Middle Atlantic States 
Motor Carrier Conference, Inc., et al. v. 
United States and Interstate Commerce 
Commission) to set aside the Commis- 
sion’s report and aforementioned orders 
in MC-C-360. 

In that proceeding the Commission, 
division 2, modified the bases of maxi- 
mum reasonable class rate restrictions 
on truckload freight between points in 
Trunk Line Territory and interterritor- 
ially between points in Central, Trunk 
Line, and New England territories. 





Notice Issued in Coal Case 


The Commission has issued a notice in 
I. and S. No. 5975, Coal, Ky. & Tenn. 
to Cincinnati (for Transshipment), that 
it has decided to withhold action on a 
petition of the Louisville & Nashville 
and supporting shippers to vacate the 
order of suspension in the procéeding 
until after a hearing, scheduled for Jan- 
uary 31. 

In that proceeding, the Commission 
suspended schedules of the L. & N., 
which it said proposed to establish a lo- 
cal proportional rate of $1.50 a ton 
from mines on the railroad in Kentucky 
and Tennessee, to Cincinnati, for trans- 
shipment to Indiana points on the Ohio 
River. 





Tank Car Order Extended 


The Commission, division 3, has ex- 
tended until 11:59 p.m., July 15, its con- 
trol over the use of tank cars, from the 
same hour, January 15. ‘ 

The action was by amendment No. 2 
to service order No. 873, Control of Tank 
Cars—Appointment of Agent. 

The order was originally issued Feb- 
ruary 2, 1951, on representation of the 
Defense Transport Administration. At 
that time the Commission appointed 
Richard H. Lamberton, at Washinton, 
D.C., as its agent, subject to the direc- 
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tion of the director of its Bureau of 
Service, to control the movement of tank 
cars. The Commission said there was 
a shortage of such cars which would be 
aggravated by weather conditions, and 
the needs of the armed forces and of the 
national defense. 

Originally issued to expire July 31, 
1951, the order was previously extended 
to January 15. 





Snow Storm Rerouting 


By King’s I.C.C. order No. 59, under 
revised service order No. 562, Rerouting 
of Traffic—Appointment of Agent, the 
Southern Pacific Co. has been authorized 
to reroute or divert traffic on its line 
between Roseville, Calif., and Sparks, 
Nev., over any available route to expedite 
the movement. The order said that be- 
cause of a severe snow storm, the S.P. 
was unable to transport this traffic. The 
order was issued by Homer C. King, the 
Commission’s agent under the revised 
service order. 





Emergency Amortization 


The Commission, by an order in No. 
30920, Amortization Accounting for 
Emergency Carrier Facilities, has an- 
nounced the cancellation effective Jan- 
uary 1, of operating expense accounts 
1207, “Road-Amortization of defense 
projects”, and 1234, “Equipment-Amorti- 
zation of defense projects,” as prescribed 
for Class II steam railroads and operat- 
ing expense accounts 2206, “Road- 
Amortization of defense projects,” and 
2232, “Equipment-Amortization of de- 
fense projects,” as prescribed for Class 
III steam railroads. 


At the Commission it was said that 
this order, affecting the smaller railroads, 
was in line with an earlier report and 
order in the same proceeding in which 
the Commission, on reconsideration, af- 
firmed the action of its division 1 in 
requiring discontinuance of amortiza- 
tion accounting for emergency facilities 
acquired by carriers subject to the Com- 
mission’s accounting regulations (T.W., 
Dec. 29, 1951, p. 39). 

The instant order with respect to Class 
II and Class III railroads also provided 
that any charges which had been in- 
cluded in accounts 1207, “Road-Amorti- 
zation of defense projects,” 1234, “Equip- 
ment-Amortization of defense projects,” 
2206, “Road-Amortization of defense 
projects,” and 2232, “Equipment-Amorti- 
zation of defense projects,” applicable to 
emergency facilities acquired after De- 
cember 31, 1949, would be reversed. 

The order, made public January 14, 
was dated December 21, 1951. 





N. & W. Record Form 


By an order of the Commission, by 
Commissioner Patterson, In the Matter 
of Method and Form of Records to be 
Kept by Carriers Relating to the Time 
on Duty of Employes and the Move- 
ment of Trains, the Commission has ap- 
proved a form desired to be kept by the 
Norfolk & Western Railway Co., embody- 
ing information additional to that pre- 
scribed by the Commission. The order 
said the form was entitled “ ‘Dispatchers’ 
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Record of Movement of Trains’ for Scioto 
Division—Lenore and Wayne Branches 
—Form C.T. 551-East Williamson to 
Portsmouth.” 





L.I. Reorganization Plan 


The Commission, division 4, by an order 
in Finance No. 16483, Long Island Rail 
Road Co. Reorganization, has asked for 
briefs by February 14 on a plan of re- 
organization filed with it last November 
by the debtor, the Pennsylvania Railroad 
Co., and the American Contract & Trust 
Co. (T.W., Nov. 24, p. 50). 

The Commission said that doubt ex- 
isted as to whether or not the proposed 
plan was prima facie impracticable and 
that “determination of such question be- 
fore the matter is assigned for public 
hearing might avoid burdensome and 
time-consuming proceedings and expe- 
dite reorganization of the debtor.” 

Replies to the briefs are to be filed by 
February 29. 





Rail Routing Order Dropped 


Homer C. King, the Commission’s 
agent under revised service order No. 
562, Rerouting of Traffic—Appointment 
of Agent, has issued King’s I.C.C. order 
No. 58-A vacating King’s I.C.C. order 
No. 58, effective January 10 at 4 p.m. 

King’s order No. 58 authorized the 
Atlanta & West Point Rail Road, the 
Georgia Railroad, and the Louisville & 
Nashville Railroad, to divert or reroute 
traffic moving to or through the Atlanta, 
Ga., joint terminals. The order said these 
railroads had been unable to transport 
traffic to or through the terminals be- 
cause of a work stoppage by firemen and 
engineers. 





Admitted to |.C.C. Practice 


The following have been admitted to 
practice before the Commission: 


Harry D. Appel, West New York, N.J.; 
Pierre C. Barrios, Baton Rouge, La.; George 
O. Botts, Arlington, Va.; Donald Arthur 
Brinkworth, Pittsburgh, Pa.; Bruce Lewis 
Carson, Chicago, Ill.; Henry E. Crowe, Paw- 
tucket, R.I.; Elmer Gaines Davis, Jr., Frank- 
fort, Ky.; George A. Durden, Jr., Atlanta, 
Ga.; James D. Flower, Carlisle, Pa.; and 
Sidney Goldstein, New York, N.Y. 

Earl Leslie Hacking, Minneapolis, Minn.; 
William B. Harley, New York, N.Y.; Neal 
H. Hilmes, Omaha, Neb.; Kenneth Johnson, 
Wichita Falls, Tex.; Lawrence J. Latto, 
Washington, D.C.; Clifford O. Lawrence, 
Kerrville, Tex.; Charles Albert Maner, 
Knoxville, Tenn.; Edward <A. Mullery, 
Omaha, Neb.; William Frederick Schroeder, 
Vale, Ore.; Nathan Shefner, Chicago, IL; 
Arthur Fredreick Wendler, Troy, Ill.; John 
A. White, Boston, Mass.; and William B. 
Wolf, Jr., Washington, D.C. 


COMMISSION ORDERS 


No. 30538, Muskingum Fiber Products Co. 
v. C. & O., et al., No. 30538, Sub. 1, Stone 
Container Corp. v. Same, No. 30538, Sub. 2, 
Dresden Paper Mills Co. v. Same; No. 30538, 
Sub. 3, Same v. W. & L. E., et al.; No. 30538, 
Sub. 4, Muskingum Fiber Products Co. v. 
Same; and No. 30538, Sub. 5, Dewey Bros. 
Co. v. L. V., et al. Order of Aug. 14, 1951, 
further modified so as to become effective 
Mar. 31, with same notice, instead of Feb. 29. 


* * * 


MC-95540, Sub. 132, Watkins Motor Lines, 
Inc., Extension—Processed Nuts. Reopened 





for reconsideration on present record, and 
petitions for further hearing denied. 
OK * 


MC-3784, Sub. 6, St. Marys Truck Lines, 
Inc., Extension—Granite City, Ill. Applicant’s 
petition for reopening and reconsideration 
denied. 

* * * 

MC-9787, Sub. 12, Walter Utzinger Ex- 
tension—Heavy Commodities. Applicant’s 
petition for reconsideration denied. 

* ad * 


MC-31600, Sub. 205, P. B. Mutrie Motor 
Transportation, Inc., Extension — Liquid 
Commodities. Petition of Rex Tank Service, 
Inc. for reconsideration and further hearing 
denied. 

_ we * 


MC-58923, Sub. 21, Georgia Highway Ex- 
press, Inc., Extension—Coosa, Ga.; MC-56637, 
Sub. 4, R. C. A. Truck Lines, Inc., Extension 
—Same; and MC-43654, Sub. 26, Dixie Ohio 
Express Co., Extension—Same. Date on 
which recommended order shall become 
order of Commission and become effective 
postponed to Jan. 14. 

* * ~ 

MC-87880, Sub. 13, William Howard Bair 
Extension—Prefabricated Houses. Applicant’s 
petition for reconsideration denied. 

i od 


MC-108560, Sub. 1, Florida and New York 
Motor Lines Inc., Extension—General Com- 
modities. Applicant’s petition for recon- 
sideration, modification and argument dis- 
missed. 

ox a - 

MC-110525, Sub. 56, Chemical Tank Lines, 
Inc., Extension—Ten States. Reopened for 
further hearing. 

ae a a 


MC-111320, Sub. 2, Curtis Keal Transport 


Co., Inc., Extension—Road Building and 
Earth Moving Equipment. Applicant’s peti- 
tion for reconsideration and/or further 


hearing denied. . 
” * * 

Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the following proceedings: 

I. & S. M-3861, Plate or Sheet—Abington, 
Pa., to N.J. and N.Y. 

I. & S. M-3894, Bolts, Nuts, Rivets, Wash- 
ers—Chicago to Detroit. 

I. & S. M-3895, Petroleum products—Clear 
Lake, Iowa to Minn. 

I. & S. M-3927, Groceries—Converse Truck- 
ing Service. 

I. & S. M-3928, Overflow Rule—Hinchcliff 
Motor Service, Inc. 

I. & S. M-3931, Various Commodities—P. 
Saldutti & Son, Inc. 

I. & S. M-3937, Syrup—Granite City, Il. 
to Chattanooga, Tenn. 

I. & S. M-3938, Cellulose and Tape, Hutch- 
inson, Minn., to Chicago. 

I. & S. M-3941, Various Commodities— 
Argo-Collier Truck Lines. 

I. & S. M-3943, Wine—Chicago to Terre 
Haute, Ind. 

I. & S. M-3947, 
& R. Trucking Co. 

I. & S. M-3948, 
mond to Baltimore. 

I. & S. M-3951, Auto Parts—Indiana to 
Memphis, Atlanta and Decatur. 

I. & S. M-3953, Road Machinery—Bos 
Truck Lines, Incorporated. 

I. & S. M-3956, Aluminum Ingots—Kansas 
City, Mo., to Chicago, Ill. 

I. & S. M-3957, Iron or Steel—Bringwald 
Transfer Co. 

I. & S. M-3958, Cellulose Products—E. J. 
Scannell, Inc. 

I. & S. M-3966, Roofing—Portland to 
Ellensburg & Yakima, Wash. 

I. & S. M-3970, Farm Tractors—Iowa to 
Ind., Ohio and Ky. 

I. & S. M-3973, Glass Bottles—Denver to 
St. Louis. 

I. & S. M-3985, Food Products Between 
Chicago & Kans.-Mo. | 


Petroleum Products—C. 
Paper Envelopes—Rich- 


* 


MC-C-1243, Transamerican Freight Lines 
—Pick up and Delivery; and MC-C-1277, 
Interstate Dispatch, Inc.—Rate Restrictions. 
Proceedings discontinued. 


* * 
MC-F-4264, E. W. A. Peake, et al.—Con- 
trol; Consolidated Freightways, Inc.—Pur- 


chase—Hills Transportation Co.; Finance 
Docket 16713, Consolidated Freightways, Inc. 
Securities. Effective date of order Dec. 27, 
1950 further postponed Mar. 31. 

™” ~ ~ 


MC-F-4608, G. H. Wolter—Purchase— 
Werner S. Kemmer. Effective date of order 
Sept. 6, 1951 further postponed to Jan. 28. 

* * 


MC-F-4928, Sidney Alterman—Purchase— 
Annie M. Godfrey. Effective date of order 
Sept. 17, 1951 further postponed Jan. 28. 

* * 


I. & S. 5710, Petroleum in Southern Ter- 
ritory, Rail. Order of May 8, 1951, further 
modified to become effective Feb. 15, on 15 
days notice, instead of Jan. 15. 
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Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the following proceedings: 

I. & S. M-3317, Alcoholic Liquors over 
Killion Motor Express Inc. 

I. & S. M-3657, Fertilizer—Insecticides— 
George P. Hepner. 

I. & S. M-3975, Rice, Jonesboro, Ark., to 
Ohio Points. en 


MC-F-5051, J. M. Wheeler et al.—Control; 
Wheeler Tank Lines, Inc.—Purchase (Por- 
tion)—Wheeler Transportation Co. Effec- 
tive date of order of Dec. 18, 1951, fixed as 
Jan. 10. ‘ ee 


No. 29520, Tampa Traffic Ass’n., et al. v. 
A. & R., et al.; and No. 29547, Broward 
County Port Authority, et al. v. Same. Re- 
opened for reargument. 

* 


No. 29974, Acme Peat Products, Ltd., et al. 
v. A. C. & Y., et al.; and No. 30260, Alouette 
Peat Products, Ltd. v. A. T. & S. F. RR. 
Co. Defendants’ petition for reconsidera- 
tion and argument, denied. 

oo 


No. 30064, Coleman Co., Inc., et al. v. 
A. C. & Y., et al.; No. 30064, Sub. 1, Eaton 
Metal Products Corp., Kansas Division, et 
al. v. Same; and No. 30064, Sub. 2, Western 
Tron & Foundry Co. v. Same. Reopened for 


reconsideration. 
* ok * 


No. 30289, A. C. F-Brill Motors Co. v. 
P. RR., et al. Complainant’s petition for 
argument and reconsideration, denied. 

an aK 


No. 30302, Cochiti Pumice Co., et al. v. 
A. & S., et al. Petition of defendant rail- 
roads in Western Trunk Line and South- 
western territories for modification of order 
so as to provide that State of Illinois shall 
be considered a part of Western Trunk Line 
Territory for purpose of publication of 
rates, denied. 


* * OK 
No. 30481, J. C. Miller Co., et al. v. P. R.R., 
et al. Complainants’ petition for recon- 


sideration and argument, or further hearing, 
denied. 


* * * 


MC-34325, Sub. 8, Allmen Transfer & 
Moving Co., Extension—General Commodi- 
ties. Application dismissed. 

” * 1 


MC-C-1015, American Greeting Publishers, 
Ine. v. A.C.E. Transportation Co., Inc., et 
al. Complainant’s petition for reopening, 
rehearing, and reconsideration, denied. 

* * 


I. & S. M-3270, Meat, Feed, Rubber and 
Tobacco from Middlewest to Central. Prot- 
estants’ petition for reconsideration, denied. 

* 


Respondents having cancelled suspended 
schedules under special permission, the Com- 
mission has issued orders discontinuing 
the following proceedings: 

I. & S. M-3771, Mattresses—Restricted Over 
Hayes Freight Lines. 

I. & S. M-3971, Glass Blocks—Sedalia, Mo. 
to Omaha. 

I. & S. M-4006, Furniture—Mass. to Boston. 


I. & S. 5357, Terminal Allowance, Copper- 
weld Steel Co., Warren, Ohio. Order of 
Sept. 28, 1951, further modified so as to 
postpone effective date of first ordering 
paragraph from Mar. 1 to April 1, and to 
postpone effective date of second ordering 
paragraph from Feb. 5 to Mar. 25, on one 
day’s notice. , = 

Ex Parte MC-22, Motor Carrier Rates in 
New England. Petition of New England 
Shoe and Leather Assn. for a rehearing, re- 
argument, and reconsideration in connec- 
tion with order of Division 2 of April 27, 
1951 denied. ee 


MC-C-1212, Allan B. Du Mont Laboratories, 
Inc. v. York Motor Express Co. Petition of 
McKay and Macleod Corp. for further hear- 
ing or, in alternative, for permission to 
file exceptions to order recommended by 
examiner, denied. | 

* 

MC-C-1338, Red Top Brewing Co. v. Han- 
son Motor Express, Inc. Complainant’s peti- 
tion for an order authorizing taking of a 
deposition denied. 

a ~ * 

I. & S. M-3638, Iron and Steel Articles— 
Central Territory. Date on or before which 
respondents are required to cancel proposed 
schedules, to extent found unlawful, 4s 
specified in report and order of Commis- 
sion, Division 2, of Nov. 21, 1951, extended 
from Jan. 17 to April 15. 

a * - 


I. & S. M-3693, Various Commodities Over 
Bingaman Motor Express Co. Proceeding 
discontinued. 

x a * 

I. & S. M-3807, Candy—Johnson City, N.¥., 

to New York City. Date on which recom- 
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January 19, 1952 


mended order shall become order of Com- 
— and become effective postponed to 
Jan. . 


* * * 


I. & S. M-3810, Rate Restrictions—Middle 
Atlantic Territory. Date on which recom- 
mended order shall become order of Com- 
mission and become effective further post- 
poned to Feb. 25. ‘ 


* * 


MC-F-4723, 
Co.—Purchase (Portion)—Kenneth V. 
ing and Clarence Booth. Application dis- 
missed insofar as it relates to Kenneth V. 
Grebing. 


Buckingham’ Transportation 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 


suspended by the Commission. Suspen- 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. No. 5986, Phosphate Rock, 
Southern Ports to Quincy, Ill., from Jan- 
uary 15 to and including August 14, cer- 
tain schedules as published in supple- 
ment No. 15 to Agent H. M. Engdahl’s 
tariff I.C.C. No. 112. The suspended 
schedules propose to reduce the import 
rates on crude phosphate rock, in car- 
loads, from south Atlantic and gulf ports 
to Quincy, Ill., and numerous intermedi- 
ate points. 

I. and S. M-4032, Turpentine, Et cetera 
—Ludlow, Ky., to Ohio, from January 14 
to and including August 13, all schedules 
published in tariff MF-I.C.C. No. 53 of 
Haeckl’s Express, Inc., Hamilton, O. The 
suspended schedules propose to establish 
new single-line motor common-carrier 
commodity rates on turpentine and re- 
lated articles, minimum 30,000 pounds, 
from Ludlow, Ky., to Dayton and Co- 
lumbus, O. 


I. and S. M-4033, Paper Boxes—Kala- 
mazoo to Indianapolis, from January 
15 to and including August 14, certain 
schedules in supplement No. 5 to tariff 
MF-I.C.C. No. 510 of Central States 
Motor Freight Bureau, Inc., agent, Chi- 
cago, Ill. The suspended schedules pro- 
pose a new motor common carrier com- 
modity rate of 33 cents a 100 pounds, 
minimum 30,000 pounds, on pulpboard 
boxes and trays, from Kalamazoo, Mich., 
to Indianapolis, Ind. 


I. and S. M-4034, Ratings—Aluminum 
Pipe—Pacific Northwest, from January 
16, to and including August 15, 1952, 
certain schedules published on 17th, 
revised page 32 and 2nd, revised page 
57 to tariffs MF-I.C.C. Nos. 8 and 46, 
respectively, of Pacific Inland Tariff Bu- 
reau, Inc., agent, Portland, Ore. The 
suspended schedules propose to establish 
hew and revised classification exception 
ratings resulting in increased charges on 
aluminum pipe or tubing, NOI, moving 
on class rates from, to and between 
points in British Columbia, Idaho, Ore- 
gon and Washington. 

I. and S. M-4035, Scrap Paper—Okla- 
homa to Chicago, from January 16, to 
and including August 15, certain sched- 
ules published in supplement No. 38 to 
tariff MF-I.C.C. No. 191 of Middlewest 
Motor Freight Bureau, agent, Kansas 
City, Mo. The suspended schedules pro- 
pose to establish new motor common 
Carrier commodity rates, minimum 20,000 
pounds, on scrap paper in machine 
pressed bales from five points in Okla- 
homa to Chicago, Ill. 

- and S. M-4036, Malt Beverages— 
Utica, N.Y. to New England, from Jan- 
uary 16, to and including August 15, 


Greb-., 


certain schedules published in MF-I.C.C. 
No. 14 of Sam H. Vigeant, doing busi- 
ness as Vigeant Motor Freight, Adams, 
Mass. The suspended schedules propose 
to establish new or reduced motor com- 
mon-carrier rates on malt beverages, 
minimum 20,000 pounds, from Utica, N.Y. 
to nine points in Vermont, Rhode Island, 
Connecticut and Massachusetts. 


I. and S. M-4037, Various Commodities 
—Oklahoma City to St. Louis, from Jan- 
uary 16, to and including August 15, 
certain schedules published in supple- 
ment No. 38 to tariff MF-I.C.C. No. 191 
of Middlewest Motor Freight Bureau, 
agent, Kansas City, Mo. The suspended 
schedules propose a new commodity rate 
on mixed shipments of three or more 
articles contained in a list of 28 com- 
modities, minimum 22,000 pounds, from 
Oklahoma City, Okla., to St. Louis, Mo. 


I. and S. M-4038, Merchandise—St. 
Louis to Oklahoma City, from January 
16, to and including August 15, certain 
schedules published in supplement No. 
38 to tariff MF-I.C.C. No. 191 of Mid- 
dlewest Motor Freight Bureau, agent, 
Kansas City, Mo. The suspended sched- 
ules propose a reduced commodity rate 
on freight, all kinds, with the usual 
exceptions, minimum 22,000 pounds, from 
St. Louis, Mo. to Oklahoma City, Okla. 


APPLICATIONS 


AND PETITIONS 





Reconsideration Asked in 


McGehee Water Right Case 


The Baton Rouge Coal & Towing Co., 
by a petition, has asked the full Com- 
mission to reconsider a decision and 
order of division 4, dated December 14, 
1951, in W-1016, W. L., W. C., and C. A. 
McGehee, Contract Carrier Application. 


In that proceeding the division, with 
Commissioner Mitchell noting dissent, 
approved issuance of a permit to the 
McGehee copartners, doing business as 


_ McGehee Lumber Co., Natchez, Miss., 


authorizing operation by non-self- 
propelled vessels with the use of sep- 
arate towing vessels in the transporta- 
tion of forest products, levee contrac- 
tors’ supplies and equipment, and 
loggers’ and lumber mill operators’ sup- 
plies and equipment, and by towing ves- 
sels in the performance of towage in 
connection with the movement of such 
commodities, between vorts and points 
along the Mississippi River from Green- 
ville to St. Francisville, inclusive, and 
those along the Old, Red, Black, 
Ouachita, and Tensas Rivers. 


The protestant asserted that division 4 
erred in a conclusion in which it said: 
“It does not appear that applicant will 
enjoy any material advantage by rea- 
son of its private-carrier operation which 
would enable it to compete on unequal 
terms with the protestant.” 


This statement, said the protestant, 
was “obviously incorrect.” It said it 
was the only common carrier in the 
locality actively engaged in the freight- 
ing of contractors’ equipment and that 
consequently any interstate business 
handled by the McGehee partnership in 
that locality would be taken away from 
the protestant. 


The protestant asked the Commission 
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to reconsider the subject and deny the 
application for a permit on the basis of 
intermingling private and contract car- 
riage. 


Trucker Would Issue Notes 
To Meet Delay in 
U.S. Freight Payments 


By an application in Finance No. 17607, 
Great Southern Trucking Co., of Jack- 
sonville, Fla., asks authority to issue col- 
lateral notes from time to time not to 
exceed $250,000 to finance government 
bills of lading and payments thereunder 
due to connecting line carriers. 

The notes will be issued to the Florida 
National Bank of Jacksonville, in 
amounts equal to 78 per cent of freight 
charges evidenced by government bills of 
lading on large movements of freight in- 
volving two or more lines, to be repaid at 
the same percentage rate on receipt of 
check from the Treasury Department 
covering government bills of lading so 
“hypothecated,” according to the applica- 
tion. 

The applicant said it expected to re- 
ceive routing of large movements of gov- 
ernment freight moving over two or 
more lines in multiple truckload quanti- 
ties where the freight charges varied in 
amount from $500 to $1,500 a trailer load. 
It continued: 

“Applicant has been advised by con- 
necting lines that they are unable to 
handle these loads of government freight 
and wait for the necessary length of 
time required by U.S. governmental 
agencies for processing vouchers for the 
Treasury Department to pay applicant as 
delivering carrier before they (connect- 
ing lines) receive their pro-rata share of 
the freight charges. The increasing 
volume of joint line government traffic 
will result in an undue drain of appli- 
cant’s operating cash.” 


The truck line said the notes would be 
issued for not more than 90 days at 4% 
per cent interest. 


Container Corporation Asks 
To Acquire Barge Rights 


The Marine Division of the National 
Container Corporation of Virginia, hav- 
ing offices in Big Island, Va., and Jack- 
sonville, Fla., has asked the Commission 
for authority to acquire through transfer 
certain operating rights and property 
of American Coastal Lines, Inc., Jack- 
sonville, Fla. It has filed an application 
in Finance No. 17616. 


It said the rights proposed to be trans- 
ferred were those granted American 
Coastal Lines, Inc., formerly Atwacoal 
Transportation Co., in W-14, Atwacoal 
Transportation Co., Contract Carrier Ap- 
plication. 


Under the existing rights, it said, 
American Coastal was authorized to op- 
erate by self-propelled vessels and by 
non-self-propelled vessels, with the use 
of separate towing vessels, in transport- 
ing general commodities in lots of 500 
net tons or more for not more than 
three shippers on any one barge between 
ports and points along the Atlantic and 
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Gulf of Mexico coasts from Maine to 
Louisiana, inclusive, and tributary waters, 
with certain specified exceptions. 

National Container said it operated a 
pulp and paper mill at Big Island and, 
in the course of its operations, drew 
large tonnage of materials from distant 
sections into its mill at Big Island, and 
transported its products of that mill to 
many destinations, covering a wide area. 
It said it had purchased two barges and 
desired to engage in barge operations, for 
hire, along the Atlantic and gulf coasts 
from Maine to Louisiana, taking over 
and continuing the barge line operations 
of American Coastal. 





Rails Ask 1.C.C. to Probe 
Low Rates Within Florida 


Fourteen railroads operating in Florida 
have petitioned the Commission for an 
investigation of the alleged failure of 
the Florida Railroad and Public Util- 
ities Commission to make effective cer- 
tain increases in intrastate rates and 
charges in Florida corresponding with 
emergency increases in interstate com- 
merce authorized by the Commission in 
Ex Parte 168, Increased Freight Rates, 
1948, 272 I.C.C. 695, 276 I.C.C. 9, for 
general application within the south. 

The railroads said 15 months had 
elapsed without a decision by the Florida 
commission since a hearing held before 
that body concerning the rail petitions 
for the requested increases, and that 
the railroads had not been granted the 
rate increases sought from the state 
commission. 

They alleged that such failure to an- 
nounce a decision or grant the relief 
prayed for was tantamount, in effect. to 
a denial of their petitions and that, 
under the Florida laws, the railroads 
had been and still were unable to make 
effective any of the rate increases sought 
by them. The railroads asserted that 
the intrastate rates they had been com- 
pelled to maintain were unduly and un- 
reasonably low. 

At the Florida hearings, said the rail- 
roads, they withdrew from their peti- 
tions the intrastate rates on certain 
commodities. They added that on ac- 
count of changes and revisions previ- 
ously made for competitive reasons, in 
interstate rates to and from Florida as 
well as intrastate rates in Florida, they 
desired to withdraw from the instant 
petition rates on the following com- 
modities: 

Sulphuric acid; boxes and bottle carry- 
ing cartons; canned goods; iron and steel 
articles; alcoholic liquors; paper and 
paper articles; road aggregates in open 
top cars; roofing and building materials 
and related articles; petroleum and pe- 
troleum products, in tank cars; pulpwood 
(when moving over lines of Georgia 
Southern & Florida Ry., St. Louis-San 
Francisco Ry., Seaboard Air Line Rail- 
road or Tavares & Gulf Railroad; and 
rates of the Florida East Coast Railway 
on fertilizer and fertilizer materials tak- 
ing the same rates as fertilizer, but not 
including citrus pomace nor fertilizer 
materials when moving under 75 per cent 
of Class M rates as per Florida Classi- 
fication No. 1l—also various specific 


point-to-point commodity rates that had 
been published from time to time since 
the effective date of the Ex Parte 168 
increases and that were not subject to 
the Ex Parte 168 tariffs. 





Mail Pay Order Change Asked 


The applicant railroads in No. 9200, 
Railway Mail Pay, by a petition in that 
proceeding, have asked the Commission 
to amend its order in the case (T.W., 
Noy. 24, 1951, p. 37), by adding a pro- 
vision that the same regular “lesser unit 
of storage space” shall be authorized on 
every day of the week on which storage 
mails are carried in “lesser units.” 


“This petition is based upon the 
ground that the aforesaid rule appears 
to have been omitted from the order 
through inadvertence and that it was 
not the intention of the Commission to 
eliminate this rule which has been in 
effect since the 1928 mail pay case,” said 
the railroads. 


FINANCE APPLICATIONS 





Finance No. 17582, supplemental, Southern 
Pacific Co. records acceptance of bid of 
Halsey, Stuart & Co., Inc., at a price of 
99.012 per cent of par, plus accrued divi- 
dends, on $8,170,000 equipment trust cer- 
tificates, series HH, dated January 1, 1952, 
with a dividend rate of 234 per cent. 

a ue ok 


Finance No. 17611, Pacific Intermountain 
Express Co., Oakland, Calif., asks authority 
to issue, as a five per cent stock dividend, 
13,953.65 shares of its common stock of a 
par value of $5 a share, distribution to be 
made to stockholders on April 1, 1952, as 
they may appear of record on March 19. The 
applicant said each stockholder would re- 
ceive one share of the proposed issuance for 
each 20 shares held by each stockholder. It 
said the new shares would be issued pur- 
suant to, and conditioned on, the requested 
authority, to the owners and holders of 
279,073 shares of $5 par value common stock 
now outstanding. The applicant said it had 
“endeavored to broaden the ownership of 
its stock to take advantage of the widespread 
distribution of funds available for invest- 
ment under the present economy.” 

* * * 

Finance No. 17613, New York Central Rail- 
road Co. asks authority to issue $8,850,000 
N.Y.C. equipment trust of 1952 equipment 
trust certificates, to be dated February 1, 
1952, and mature in 15 annual installments 
of $590,000 each; to provide for approxi- 
mately 75 per cent of the cost of 3,800 diesel 
switching locomotives. Issue to be offered 
at competitive bidding. 

Oe * * 

Finance No. 17614, Illinois Central Rail- 
road Co. asks authority to issue $4,110,000 
I.C. equipment trust certificates, series HH, 
dated February 1, 1952, payable serially in 30 
semiannual installments; proceeds to cover 
part of cost of construction of 1,000 all-steel 
gondola cars, total estimated cost $5,500,- 
000. The applicant said the securities would 
be sold under open market competitive bid- 
ding to the highest bidder; bids to be re- 
ceived by noon, Tuesday, February 5, at 
office of A. B. Hittig, treasurer of the I.C., 
Room 301, 135 East Eleventh Place, Chicago 
5, Ill. 

~ * * 


MC-F-5111, Wheaton Van Lines, Inc., In- 
dianapolis, Ind., asks authority to lease cer- 
tain operating rights of Russell C. House 
Transfer & Storage, Inc., of Atlanta, Ga., 
and temporarily to operate. 


MC-F-5112, Boyce Motor Lines, Inc., 
Canandaigua, N.Y., asks authority to pur- 
chase certain operating rights of Vollmer 
Transportation, Inc., Amsterdam, N.Y., and 
temporarily to operate. 

. ca 

MC-F-5113, Virginia Hauling Co., Rich- 
mond, Va., asks authority to purchase the 
operating rights of Roy E. Putze, dba Roy 
E. Putze Transportation, Biso of Richmond. 


MC-F-5114, McLean Trucking Co., Win- 
ston-Salem, N.C., asks authority to acquire 
control of Carolina Motor Express Lines, 
Inc., Indianapolis, Ind., and temporarily to 
operate 


TRAFFIC WORLD 


PETITIONS FOR REHEARING, ETC, 





MC-FC-54024, Burbank’ Van & Storage Inc., 
Transferor and Guy E. Bartholomew d/b/a 
Barco Transportation Co., Transferee. Trans- 
feree and Transferor ask reconsideration. 

ok Ok ok 


MC-95540, Sub. 132, Watkins Motor Lines, 
Inc. Extension—Processed Nuts. South- 


‘eastern Peanut Assn., and Gold Kist Pecan 


Growers Co. of Waycross, et al. ask 


reconsideration. 


Ga., 


* * 


+. 

MC-F-4705, Wilson House—Control: East- 
ern Motor Express Inc.—Purchase (Portion) 
Wilson Motor Lines, Inc. A. C. E. Trans- 
portation Co., Inc., et al. ask reconsidera- 
tion, reopening and further hearing. 

* 7 * 

MC-F-4836, Dallas & Mavis Forwarding 
Co., Inc., Lessee, and Reliable Drivers Corp., 
Lessor. Applicants ask for extension of 
lease authority for 180 days. 

* * * 

MC-F-5080, St. Johnsbury Trucking Co. 
Inc.—Purchase—Hinsch Transportation Co., 
Inc. and Supplemental Application of Harry 
D. Zabarsky, et al. M. & M. Transporta- 
tion Co., et al. ask to vacate of Commission 
granting temporary authority. 

* * * 

W-1016, W. L., W. C. and C. A. McGehee 
Contract Carrier Application. Baton Rouge 
Coal & Towing Co. asks reconsideration on 
present record. 

oa oe a” 

MC-C-1331, Merchandise, Mixed Truckloads 
—East. Liberty Motor Freight Lines, Inc. 
asks vacation of proceeding insofar as it 
is a respondent, or in alternative, issuance 
of a notice, under administrative procedure 
act, formulating issues involved, and post- 
ponement of hearing now scheduled for 
Jan. 28 in Chicago, Ill. until at least 90 
days subsequent to that date. 

x mm x 

Finance 17565, Northland Transportation 
Co. and Ocean Trailships, Inc. Luckenbach 
Steamship Co., Inc., and Pope & Talbot, 
Inc., move to dismiss or to require amend- 
ment of application for anproval. of transfer 
of common carrier certificate W-351, from 


Northland to Ocean. 
a oo * 


MC-2900, Sub. 55, Great Southern Truck- 
ing Co., Extension—Raleizh, N.C. R. C. 
Motor Lines, Inc., asks reconsideration of 
report and order of Division 5, decided Nov. 


5, 1951, and argument. 
on * + 


MC-11916, Sub. 2, Bowling Green Express, 
Extension—5 Miles of Louisville, Ky.; and 
embraced cases. Rail carriers in Southern 
and Official Classification territories ask 
vacation of order of joint board which, on 
Dec. 12, 1951, became order of Commission: 
and reopening and reconsideration. 

+ ok oe 


MC-108937, Sub. 7, Murphy Motor Freight 
Lines, Inc. Applicant asks reconsideration 


by full Commission. 
as * * 


MC-F-5095, Elmer Weilbacher, et al.—Con- 
trol; Viking Freight Co.—Control—Cook 
Truck Lines, Inc. Applicants ask reopen- 
= and reconsideration of order of Dec. 28, 


MC-C-1356, Ewald Sales & Supply Co., 
Detroit, Mich. v. Truck Transport 
Co. Detroit. 


Alleges rate on iron or steel nails 
from Crawfordsville, Ind., to Detroit, in 
violation of sections 216 and 217. Asks 
cease and desist order, rate, and repay- 
ment of overcharge. (E. L. McClain, 1927 
Leland Ave., Detroit 7, Mich.) 


* * * 


MC-C-1357, Middlewest Motor Freight 
Bureau, Kansas City, Mo. v. Everett 
D. Collins, dba Collins Truck Line, 
Minneapolis, Minn. 

Alleges in violation of section 216(d) 
and (3), rates for transporting property 
between Minneapolis and St. Paul, Minn., 
on the one hand, and, on the other, 
Fargo, Grand Forks, and Wahpeton, 
N.D., on the other. Asks cease and de- 
sist order and rates. (William B. Cole, 
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Middlewest Motor Freight Bureau, 116 
E. Ninth St., Kansas City 6, Mo.) 
Bo * oS 


No. 30967, Park Ridge Drop Forge Co., 
Cleveland, O. v. Pittsburgh & Lake 
Erie Railroad et al. 

Alleges rates on steel billets, blooms 
and slabs, forwarded in straight and 
mixed carloads, from Homestead, Pa., 
to Cleveland, since January 1, 1948, in 
violation of sections 1, 2, and 3. Asks 
cease and desist order, rates and $10,000 
reparation. (R. W. Schapanski, 111 
North Canal Street, Chicago 6, IIl.) 

cK Eo * 


No. 30968, Central Lumber Co., Eliza- 
beth, N.J. v. Richmond, Fredericks- 
burg & Potomac Railroad et al. 

Alleges failure to give complainant full 

24 hours free time as provided in tariff, 

on lumber from Monticello and Wadley, 

Ga., consigned to Central Lumber Co., 

at Potomac Yards, Va., for diversion. 

Asks order requiring discontinuance of 

practice of assessing demurrage under 

similar situations, and reparation of 

$5.15 with interest from November 14, 

1950, and $5.15 with interest from De- 

cember 6, 1950, with costs to cover ex- 

penses incurred in attempt to collect 
overcharges. 
co 1 


No. 30969, Cook Chocolate Co., Chicago, 


Ill. v. Pennsylvania Railroad et al. 
Alleges rates on cocoa press cake, car- 
loads, from New York, N.Y., and Balti- 
more, Md., to Chicago, in violation of 
section 1. Asks cease and desist order, 
rates, waiver of undercharges, and rep- 
aration. (Walter, Burchmore & Dun- 
lap, 2106 Field Building, Chicago 3, IIl.) 
Do * me 


No. 30970, Hubbard Milling Co., Mankato, 


Minn., v. Pennsylvania Railroad et al. 


Alleges rates on fish meal, carloads, 
since within two years before filing of 
informal complaint No. 182411, April 21, 
1951, between points in Connecticut, Del- 
aware, Maine, Maryland, Massachusetts, 
New Jersey, New York, Pennsylvania, and 
Virginia, and points in Pennsylvania, in- 
cluding shipments delivered or tendered 
for delivery from East Windsor, Conn.; 
Lewes, Del.; Eastport, Machias, Portland, 
Me.; Baltimore (Canton and Jackson) 
and St. Michaels, Md.; Brighton, Fall 
River, Gloucester, New Bedford, Mass.; 
Atlantic City, Belford, Paulsboro, N.J.; 
New York (New York Lighterage), 
Brooklyn, N.Y.; Weehawken, N.J.; and 
Meyerstown, Pa., to Economy, Ambridge, 
Pa., in violation of section 1. Asks cease 
and desist order, rates, and reparation 
on past shipments and pendente lite. 
(Malcolm D. Miller, Munsey Building, 
Washington 4, D.C.) 





PROPOSED REPORTS 


Fla.-Midwest Perishables 
Motor Rights Recommended 


Over Railroad Opposition 


Examiner Elden J. Miller, by a 
recommended report on further con- 
solidated hearing in MC-105813, Sub. 
3, William J. Belford, Extension— 
Dairy Products, and two embraced 
cases, has recommended that the 
Commission grant Belford, doing 
business as Belford Trucking Co., 
Miami, Fla., a certificate authoriz- 
ing motor common carrier transpor- 
tation of frozen fruits and vegetables, 
and other commodities. 

He said Belford was one of a number 
of motor carriers who were transporting 
perishable commodities northbound from 
Florida points, and, in 1947, under 
temporary authority, began transporting 
such commodities, including meat, but- 
ter, cheese, and eggs, from producing 
points in the midwest to a limited num- 
ber of Florida points. 

The embraced proceedings were MC- 
105813, Sub. 12, William J. Belford, Ex- 
tension — Specified Commodities, and 
MC-105813, Sub. 18, William J. Belford, 
Extension—Meats. 

A number of motor carriers and rail- 
roads in Southern, Official, and Western 
Trunk Line Territories, and in Central 
and Southern Freight Association Terri- 
tories, opposed the granting of the appli- 
cation in whole, or in part, said the ex- 
aminer. 

He said that from the evidence sub- 
mitted by the railroads, it appeared that 
it was the loss of volume movements to 
On-rail points that had had the most 
telling effect on the rails, and about 
Which they had expressed great con- 
cern. 

‘However,” continued the examiner, 


“the evidence abundantly shows a pres- 
ent and continuing need for the motor- 
carrier service which Belford proposes 
to provide to any point in Florida, de- 
spite the diversion of traffic from rail 
to motor carrier that has resulted and 
is likely to continue. 


“Stated otherwise, the only protection 
the rail carriers can be given is nothing 
short of preventing any motor-carrier 
service from being performed from the 
producing points of the meat packers and 
fabricators in the midwest to all points 
in Florida. The Commission has repeat- 
edly stated that the public is entitled to 
both motor and rail service, so that the 
fact that a new method of distributing 
their products has come about from the 
availability of motor-carrier service for 
some, makes it more important that all 
receive the same kinds of adequate trans- 
portation services.” 


The examiner said that motor common 
carriers holding permanent authority un- 
der which they were. now able either to 
give similar single-line service, or were 
giving multiple-line service in the trans- 
portation of the perishable commodities 
under consideration, had not shown con- 
clusively that their total services were 
adequate to meet the needs of the ship- 
ping public. Continuing, the examiner 
said: 

“Most of those that have obtained per- 
manent operating authority to perform 
single-line service, have done so since 
Belford filed his first application. Those 
who participate in multiple-line service 
have not shown that such services are 
responsive to the need of the shippers 
for less-than-truckload services, or that 
their practice of providing split-deliveries 
would fulfill the need for such service. 
The remaining interveners are applicants 
for authority to provide some of the same 
service that Belford proposes, and their 
positions in that respect cannot be found 
on this record to negative the affirmative 
evidence that existing services are now 
or would be inadequate. Their applica- 
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tions must be decided on the records 
made in the proceedings covering them.” 

Authority recommended by the exam- 
iner for Belford was as follows: 


(1) Fruits and vegetables, frozen; and 
fruit or vegetable juices and/or concen- 
trates, fresh or frozen, from points in 
Delaware, Illinois, Maryland, Michigan, 
New Jersey, New York, Ohio, Pennsyl- 
vania, and Virginia, to points in Florida, 
except that no authority is granted from 
New York, N.Y., Philadelphia, Pa., and 
Baltimore, Md., to Jacksonville, Fila.; 
(2) fresh or frozen frog legs from points 
in Florida to points in Connecticut, Tli- 
nois, Indiana, Maryland, Massachusetts, 
Michigan, Missouri, New Jersey, New 
York, Ohio, Pennsylvania, Virginia, Wis- 
consin, and the District of Columbia, 
except that no authority is granted from 
Jacksonville, Fla., to Baltimore, Md., 
Philadelphia, Pa., New York, N.Y., and 
points in the District of Columbia; (3) 
pickled, smoked, and cured fish and 
shellfish from points in Illinois, Mary- 
land, Massachusetts, New Jersey, New 
York, Pennsylvania, and Virginia, to 
points in Florida, except that no author- 
ity is granted from New York, N.Y., 
Philadelphia, Pa., and Baltimore, Md., 
to Jacksonville, Fla. (4) meat, meat 
products, and meat by-products, from 
points in Iowa, those in the Chicago, 
Tll., St. Louis, Mo.-East St. Louis, IIl., 
and Kansas City, Mo.-Kan. commercial 
zones, Madison and Milwaukee, Wis., 
Indianapolis, Ind., Detroit, Mich., Cin- 
cinnati, O., Peoria, Ill., St. Joseph, Mo., 
and: points within 15 miles of those 
points and zones, and Baltimore, Md., to 
points in Florida, except Cottondale and 
Panama City, with the further excep- 
tion that no authority was to be granted 
from Baltimore to Jacksonville. 


The examiner also proposed authority 
to transport (5) dairy products, from 
points in Iowa, Wisconsin, and Missouri, 
the Chicago commercial zone, points in 
Illinois within the St. Louis-East St. 
Louis commercial zone, in Kansas within 
the Kansas City, Kan.-Mo. zone, In- 
dianapolis, Detroit, Cincinnati, and 
Wapakoneta, O., Peoria, Ill., and points 
within 15 miles of those points and 
zones, and Baltimore, Md., to points in 
Florida, except Cottondale and Panama 
City, with further stated exceptions. 


The authority was to be applicable 
over irregular routes. 


Consolidated Record 


The examiner said the commission, 
division 5, reopened the Sub. 12 proceed- 
ing for further hearing in a consolidated 
record with Sub. 3, and for disposition 
in a consolidated report with Sub. 3, 
and also MC-105633, Sub. 8, Arctic Ex- 
press, Inc.—Packing House Products, 
and MC-107107, Sub. 9, Sidney Alterman 
Extension—Packing House and Other 
Food Products. 

Examiner Miller said that a conflict 
which existed among the Belford appli- 
cations, on the one hand, and the 
Arctic and Alterman applications, on the 
other, made it necessary to consider 
all of the applications taken together to 
find to what extent they should be ap- 
proved or denied, and that the Com- 
mission had consolidated them for that 
purpose. 

“Without the records in the two re- 
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Memo to shippe 


Experienced personnel and modern equipment are the big 
things in providing good service to shippers. Last year the 
Erie spent $21,000,000 on new equipment and improve- 
ments, to make a total of nearly $100,000,000 in the past 
5 years. Backed by the fine record of Erie folks for doing 
the job right, we confidently expect this year again to keep 


the Erie “First in Freight!” 
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lated applications before this exam- 
iner,” he said, “it is not possible to give 
consideration to them at this time. In 


order that there will be a minimum of - 


delay in disposing of all applications, 
the recommended findings herein are 
based only on the evidence adduced with 
respect to the needs of the shipping 
public as seen through this record.” 


Examiner Would Authorize 
Oil Point-to-Point Rates 


Examiner Charles H. Riegner, by a 
recommended report in I. and S. M-3788, 
Petroleum Products—O’Boyle Tank 
Lines, has proposed that the Commission 
vacate the suspension order and discon- 
tinue the proceeding on finding just and 
reasonable, schedules proposing to estab- 
lish new point-to-point motor common 
carrier commodity rates on petroleum 
products, in bulk, in tank truck loads, 


from certain points in New Jersey and. 


Pennsylvania to certain points in Mary- 
land, Virginia, and West Virginia. 


The rates were proposed by M. I. 
O’Boyle & Son, Inc., doing business as 
O’Boyle Tank Lines, Washington, D.C., 
by schedules filed to become effective on 
June 23, 1951, said the examiner. On 
joint protest of E. Brooke Matlack, Inc., 
and Leaman Transportation Corpora- 
tion, he said, oneration of the schedule 
was suspended to and including Janu- 
ary 22, 1952. 


Examiner Riegner said the proposed 
point-to-point rates were the same as 
mileage rates presently maintained by 
O’Boyle, and were substantially the 
same as rates maintained by compet- 
ing motor common carriers between the 
involved points. He said O’Boyle’s rea- 
son for publishing the rates was to facili- 
tate a determination of the applicable 
rate and that no one questioned the level 
of the proposed rates which appeared to 
be just and reasonable. 


The protestants contended, he said, 
that O’Boyle did not hold appropriate 
authority to transport petroleum prod- 
ucts direct from the Pennsylvania and 
New Jersey origins to the destination 
points aforementioned. O’Boyle, how- 
ever, he said, claimed that it might per- 
form the through movement by combin- 
ing its authority to transport petroleum 
products, in bulk, in tank trucks, -from 
the considered origins to the site of 
Bolling Field in Washington with its 
authority to transport that commodity 
from points in the Washington commer- 
cial zone to the considered destinations 
in Maryland, Virginia, and West Virginia. 


“The identical question raised here 
was considered by the Commission, di- 
vision 5, in a report on reconsideration 
in MC-106965, Sub. 15, M. I. O’Boyle & 
Son, Inc., Interpretation of Certificate, 
52 M.C.C. 248,” the examiner continued. 
“It was there found that the respondent 
herein may combine the described au- 
thorities provided that the operation 
thereunder include a physical operation 
through Bolling Field, as a gateway. 

“Although the respondent is not per- 
mitted to operate inside of the gates at 
Bolling Field for the purpose of tacking, 
it is presently performing a direct serv- 
ice from and to the points involved in 





this proceeding. In performing this op- 
eration the respondent operates its ve- 
hicles over the edge of the apron or 
driveway leading from the street to the 
gate. 


“In view of the findings in the afore- 
mentioned report on reconsideration, it 
appears doubtful whether the type of 
operation being performed is lawful. 
This matter, however, is the subject of 
another proceeding and need not here 
be determined. Since the respondent 
may perform the through service by op- 
erating physically through Bolling Field, 
the examiner is of the opinion that it 
should be permitted to maintain through 
point-to-point rates as proposed.” 


The examiner said a similar issue was 
raised in I. and S. M-3336, Petroleum 
Products Over O’Boyle Tank Lines, 
which was heard on June 8, 1950, and 
made the subject of an examiner’s re- 
port and recommended order served No- 
vember 13, 1950. He said that those 
schedules were inadvertently canceled on 
November 2, 1950, and that under the 
circumstances, the issues in I. and S. 
M-3336, were moot and that proceeding 
should be discontinued. 


Examiners Propose Action 


In Motor Purchase Cases 


Commission examiners, by proposed 
reports, have recommended action by the 
Commission in motor carrier rights pur- 
chase and control cases, as follows: 


MC-F-4871, Roy G. Woods—Control; 
United Transports, Inc—Purchase—Sam 
W. Lacy. Examiner Levi M. Pettis pro- 
poses denial of application of United 
Transports, Inc., Oklahoma City, Okla., 
for authority to purchase operating rights 
and property of Sam W. Lacy, doing 
business as Lacy Transport Co., Tulsa. 
Okla., and of Roy G. Woods, Oklahoma 
City, for authority to acquire control of 
= rights and property through the pur- 
chase. 


MC-F-4866, A. B. Crichton, Sr., et al— 
Control; Super Service Motor Freight 
Co., Inc.—Purchase—Chandler Transfer 
& Freight Line, embracing Finance No. 
17373, Super Service Motor Freight Co., 
Inc.—Securities. Examiner Robert H. 
Murphy proposes denial of application 
of Super Service Motor Freight Co., Inc., 
Nashville, Tenn., for authority to pur- 
chase operating rights of John C. McCul- 
lagh, Everett C. Chandler, and J. Dewey 
McCullagh, doing business as Chandler 
Transfer & Freight Line, Birmingham, 
Ala., and of A. B. Crichton, Sr., R. B., 
R. M., C. N., and A. B. Crichton, Jr., and 
M. E. Crichton Mardis for authority to 
acquire control of the rights through the 
purchase; and of application of Super 
Service for authority to issue $100,000 
unsecured promissory note in connection 
with proposed transaction. 

MC-F-4910, A. Cimpi—Control; A. 
Cimpi Express Lines, Inc.—Purchase— 
T. R. Fletcher. Examiner Fabian C. Cox 
proposes denial of application of A. Cimpi 
Express Lines, Inc., Auburn, N.Y., for 
authority to purchase operating rights 
and property of T. R. Fletcher, doing 
business as Fletcher’s Motor Express, 
Trumansburg, N.Y., and of A. Cimpi, also 
of Auburn, for authority to acquire con- 
trol of the rights and property through 
the proposed purchase. 

MC-F-4911, F. G. Campbell—Control; 
Campbell Sixty-Six Express, Inc.—Pur- 
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chase—Hoyt E. Foster. Examiner Levi 
M. Pettis proposes authorization of pur- 
chase by Campbell Sixty-Six Express, 
Inc., Springfield, Mo., of operating rights 
and certain property of Hoyt E. Foster, 
doing business as Foster Motor Freight 
Line, Havana, Ark., and acquisition of 
control of the rights and property by 
F. G. Campbell, Springfield, through the 
purchase. 

MC-F-5008, P. Y. Whitman, et al— 
Control; Deaton Truck Line, Inc.—Pur- 
chase (Portion)—Alabama Highway Ex- 
press, Inc. Examiner Bruce W. Card 
proposes denial of application of Deaton 
Truck Line, Inc., Birmingham, Ala., for 
authority to purchase certain operating 
rights of Alabama Highway Express, Inc.. 
Birmingham, and of P. Y. Whitman, 
Margaret E. Whitman, and H. C. Webb, 
of Birmingham, for authority to acquire 
control of the rights through the pur- 
chase. 


Oils, Greases . 


No. 30800, Western Pennsylvania Re- 
finers Traffic Association et al. v. Balti- 
more & Ohio Railroad Co. et al. By 
Examiner L. J. P. Fichthorn. Dismissal 
of complaint recommended on finding 
applicable and not shown unreasonable, 
rates charged on petroleum oils and 
greases in tank-car loads, shipped since 
January 15, 1950, and in packages, in 
carloads, shipped since June 15, 1950, 
from origins in New York, Pennsylvania, 
and West Virginia, to destinations in 
Arkansas, Colorado, Florida, Idaho, 
Louisiana, Missouri, New Mexico, Okla- 
homa, Texas, and Utah. The examiner 
said the issues concerned the application 
of the general increases authorized in 
Ex Parte 162, Increased Railway Rates, 
Fares, and Charges, 1946, 266 I.C.C. 537, 
and Ex Parte 166, Increased Freight 
Rates, 1947, 270 I.C.C. 403, as applied to 
the combination rates. The report in- 
volved tariff interpretation concerning 
the applicability of the rate tariffs and 
the composite increase tariffs in instances 
where maxima had been prescribed in 
the Commission’s reports. 


Barium Hydrate 


I. and S. No. 5961, Barium Hydrate, 
Carteret, N.J., to Wickliffe, Ohio. By 
Examiner Henry C. Lawton. Recom- 
mended that the Commission order 
schedules canceled and discontinue pro- 
ceeding without prejudice to filing of 
new schedules in conformity with views 
expressed in report, on finding not 
shown just and reasonable, proposed re- 
duced commodity rate on barium hy- 
drate, in drums, minimum 40,000 pounds, 
of 71.9 cents a 100 pounds, from Carteret, 
N.J., to Wickliffe, O. The examiner 
said that based on a formula approved in 
Alccholic Liquors in Official Territory, 
decided October 8, 1951, a reasonable 
commodity carload rate from and to 
the points and on the considered com- 
modity to meet mortor-carrier competi- 
tion would be not less than 77 cents, mini- 
mum 40,000 pounds. The examiner said 
the new rate was proposed by eastern 
railroads in schedules filed to become ef- 
fective September 19, 1951, and that, on 
protest of the Eastern Central Motor 
Carriers Association, Akron, O., on be- 
half of its motor common carrier mem 
bers, operation of the schedules was 
suspended to and including April 16 
1952. 
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MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 





Electric Lamps 


MC-C-1244, Electric Lamps—Atlanta 
& Charlotte to Alabama, Carolina 
Points. By Examiner Richard Yardley. 
Recommends, on investigation, that less- 
than-truckload rates on incandescent 
electric lamps from Atlanta, Ga., to 
points in North Carolina and South 
Carolina, afd from Charlotte, N.C., to 
points in South Carolina, be found un- 
just and unreasonable to the extent they 
are lower than the classification basis 
of double first class. The examiner pro- 
posed entry of an order requiring can- 
cellation of schedules maintained by 
respondent motor carriers named in or- 
ders of the Commission instituting the 
investigation, on its own motion, dated 
February 19 and July 26, 1951, and pre- 
scribing rates and charges for future 
application which are not less than 
double first class. Rates on incandescent 
electric lamps in less-than-truckloads be- 
tween points in all territories, the ex- 
aminer said, were on the classification 
basis of double first class. He said the 
respondent motor carriers failed to ap- 
pear at the hearing and justify a lower 
basis of rates than those found just and 
reasonable in Incandescent’ Electric 
Lamps or Bulbs, 47 M.C.C. 601, now in 
effect. Since the decision in that pro- 
ceeding, effective February 20, 1941, said 
the examiner, there had not been any 
proposal filed or docketed with the Na- 
tional Classification Board by any of the 
manufacturers or shippers for a change 
in the present classification. Rates from 
Atlanta to points in Alabama, also un- 
der investigation, said the examiner, 
were canceled, effective November 13, 
1951. 


Dressed Poultry 


I. and S. M-3890, Poultry, Delaware 
to Middle Atlantic States. By Examiner 
George A. Dahan. Reduced motor com- 
mon carrier truckload commodity rates, 
proposed by Reed Trucking Co., on fresh 
or frozen dressed poultry, minimum 20,- 
000 pounds, from certain points in Dela- 
ware to Baltimore, Md., Chester and 
Philadelphia, Pa., New York, N.Y., and 
certain points in New Jersey, proposed 
to be found unjust and unreasonable. 
The examiner recommended that the 
involved schedules, filed to become effec- 
tive September 15, 1951, and suspended 
until April 15, 1952, on protest of Serv- 
ice Trucking Co., Inc., be ordered can- 
celed without prejudice to filing of new 
Schedules in accordance with views ex- 
Pressed in the report. Respondent pro- 
posed truckload .commodity rates, rang- 
ing from 30 to 55 cents, based on that 
minimum, in lieu of truckload commodity 
rates ranging from 35 to 61 cents, the 
examiner said, adding that the primary 
justification in support of the proposed 


rates was the diversion to private car- 
riage of traffic transported by respondent 
for the H. & H. Poultry Co. With minor 
exception, said he, the proposed rates 
were the same as rates found not shown 
to be just and reasonable and ordered 
canceled in Frozen Foods In Middle At- 


lantic States, 53 M.C.C. 117. He said 
he was of the opinion that respondent 
should be able to recoup traffic lost to 
H. & H.’s private carriage if able to do so 
without adversely affecting the revenues 
of protestant and other common carriers 
which handled the bulk of the traffic. 
The average shipment of respondent 
weighed 30,000 pounds, an amount it 
was physically and legally able to handle 
in a single vehicle. Based on that mini- 
mum, said the examiner, the proposed 
rates would return truck-mile revenues 
substantially higher than earnings un- 
der the present rates and minimum 
weight or under the present rate based 
on protestant’s average shipment weight 
of 22,000 pounds. The proposed rates, 
except that of 40 cents, from -Georgetown 
to New York City, Zone 1, which was er- 
roneously published, if made subject to 
a minimum of 30,000 pounds, said the 
examiner, would appear to be reasonably 
compensatory and would be properly 
related to the present rates, minimum 
20,000 pounds. Also, under such basis, 
he added, the revenues of protestant 
and other carriers would not be adversely 
affected. 


Foodstuffs 


I. and S. M-3980, Foodstuffs—Norfolk 
to Richmond, Va. By Examiner Thomas 
F. Kilroy. Discontinuance of proceed- 
ing and cancellation of schedules recom- 
mended on finding that the respondents 
have not borne the statutory burden of 
proof to show just and reasonable, pro- 
posed changed commodity rates on 
canned or preserved foodstuffs, from 
Norfolk, Va., to Richmond, Va., of 35 
cents a 100 pounds on shipments weigh- 
ing 2,000 pounds or less, 30 cents on ship- 
ments weighing over 20,000 but less than 
6,000 pounds, 25 cents on shipments 
weighing 6,000 pounds or more but less 
than 15,000 pounds, and 13 cents on 
shipments weighing 15,000 pounds or over 
but subject to a minimum of 20,000 
pounds. The examiner said the sched- 
ules were filed to become effective No- 
vember 10, 1951, by J. A. Throckmorton, 
dba Archie’s Motor Freight, Richmond, 
Va., and that on protest of the Middle 
Atlantic Conference, operation of the 
schedules as well as a proposed cancel- 
lation of the respondent’s present com- 
modity rate of 16 cents, minimum 23,000 
pounds, in schedules of Jimmie Thomas 
Bryant, dba J. T. Bryant, was suspended 
to and including June 9, 1952. 


Chemicals 


I. and S. M-3901, Bakery Goods and 
Chemicals—Eastern Points. By Exam- 
iner Henry C. Lawton. Recommends 
entry of order requiring cancellation of 
proposed schedules and discontinuing 
proceeding on a “not shown just and 
reasonable” finding with respect to pro- 
posal by Atlantic Freight Lines, Inc., a 
motor common carrier, to establish truck- 
load commodity rates, resulting general- 
ly in reductions, on chemicals and re- 
lated articles between points in O. and 
Pa., on the one hand, and certain east- 
ern seaboard points, on the other. The 
examiner said the proposed rates were 
set forth in schedules filed to become 
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and suspended, on protest of ‘eastern 
railroads, Eastern Central Motor Car- 
riers Association, Middle Atlantic Con- 
ference and an individual motor carrier 
until April 18, 1952. He said that under 
special permission the suspended rates 
on bakery goods had been canceled. At 
present, he said, the respondent main- 
tained truckload commodity rates on 
chemicals, minimum 30,000 pounds, be- 
tween Painesville, O., and the considered 
eastern seaboard points, but its other 
rates on chemicals between the points 
involved in the instant proceeding were 
class rates or rates based on execptions 
ratings. Under respondent’s proposal, 
said the examiner, the rates to and from 
Ohio and Pennsylvania points other 
than Painesville would be reduced so as 
to correct the maladjustment between 
the Painesville rates and those presently 
in effect to and from other points in 
Ohio and Pennsylvania. He said that 
“the rate advantage presently enjoyed 
by Painesville” should be corrected by 
increasing the rates to and from that 
point to the prevailing level. With re- 
spect to respondent’s principal objective 
in proposing the suspended commodity- 
rate adjustment, of reducing its empty 
return movement from the eastern sea- 
board points, now averaging about 50 
per cent, the examiner said that, “as 
the proposed rates would apply in both 
directions they might well prove attrac- 
tive to producers in the western part of 
the territory under consideration for 
eastbound movements, thus again caus- 
ing an unbalanced condition in respond- 
ent’s traffic.” 


Certificates—Licenses—Permits 


Arizona (Phoenix) — MC-85678, Sub. 
4, Smith-Heywood Lines, Extension— 
Gallup, N.M.—Regular Routes. Certifi- 
cate proposed. General commodities, 
with exceptions, over regular routes, (1) 
between St. Johns and Sanders, Ariz., 
over U.S. highway 666; (2) between Lup- 
ton, Ariz., and Gallup, N.M., over U.S. 
highway 66; return over same routes, 
serving all intermediate points; condi- 
tioned on request for revocation of pres- 
ently held operating rights between St. 
Johns and Gallup, over irregular routes, 
in certificate MC-85678, Sub. 3. 


Illinois (Chicago)—MC-1501, Sub. 67, 
Greyhound Corporation, Extension— 
Valdosta, Ga.—Madison, Fla. Certificate 
proposed. Passengers and their baggage, 
and express, mail, and newspapers, be- 
tween Valdosta and Madison, and return, 
over a described route, serving all inter- 
mediate points. 


Illinois (Chicago) —MC-59413, Sub. 1, 
North Shore Motor Express Co., Inc., 
Extension—Larger [Illinois ‘Territory. 
Denial of certificate proposed. General 
commodities, with exceptions, over ir- 
regular routes, between points in IIl., 
within 50 miles of Chicago, and points 
in that part of Lake county, Ind., within 
the Chicago commercial zone, as defined 
by the Commission, on the one hand, 
and, on the other, all points in Ill. In 
its report, Joint Board 21 held that 
available services were adequate for all 
traffic in the territory and said it was.- 
of the opinion also that the area in- 
volved, situated as it was, was too large 
an area to be served properly in a gen- 
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eral-commodity, irregular-route opera- 
tion, and that the operations beyond 
the 50-mile area would be, or soon be- 
come, a regular-route operation. 

Iowa (Des Moines)—MC-52310, Sub. 13, 
Brice Motor Freight, Inc., Extension— 
East Alton, Ill. Certificate proposed. 
General commodities, with exceptions, 
over regular routes, between St. Louis, 
Mo., and East Alton, Ill., and return, 
over, a described route, serving no inter- 
mediate points, restricted to transporta- 
tion of traffic moving to or from points 
beyond St. Louis. 

Iowa (Fort Dodge)—MC-52110, Sub. 56, 
Brady Transfer & Storage Co., Extension 
—East Alton, Ill. Certificate proposed. 
General commodities, with exceptions, 
between East Alton, Ill., on one hand, 
and, on other, points in Ia., and in the 
Minneapolis-St. Paul, Minn. commercial 
zone, and specified points in Ill., Neb., 
S.D., and Minn., over irregular routes. 

Kentucky (Owensboro) — MC-111281, 
Sub. 5, Eck Miller Transfer Co., Exten- 
sion—Alternate Rout e—Between Pros- 
pect, Ind., and Vincennes, Ind. Certifi- 
cate proposed. General commodities, 
with exceptions, (1) between Owensboro 
and Louisville, Ky., over U.S. highway 
60, as an alternate route, serving no in- 
termediate points; (2) serving points 
within five miles each of Evansville, Ind., 
Henderson and Owensboro, Ky., as inter- 
mediate or off-route points in connection 
with authorized regular route operations 
to and from Evansville, Henderson and 
Owensboro; conditioned on request for 
deletion of present authority to operate 
between Owensboro and Louisville over 
U.S. highway 60, as an alternate route, 
serving no intermediate points, with 
service restriction. 

Michigan (Detroit) — MC-43038, Sub. 
373, Commercial Carriers, Inc., Extension 
—Orange, Tex. Certificate proposed. 
Motor vehicles, in initial or secondary 
movement, by truckaway and driveaway 
method, between points in La., within 10 
miles of Toomey, La., including Toomey, 
on the one hand, and, on the other, 
Orange, Tex., over irregular routes. 

Michigan (Lansing)—MC-17495, Sub. 
10, Michigan Central Brokerage Co., Ex- 
tension—Spent Sulphuric Acid. Permit 
proposed. Spent sulphuric acid, in bulk, 
in tank vehicles, from St. Louis, Mich., 
to Columbus, O., over irregular routes. 

Minnesota (St. Paul) — MC-103947. 
Sub. 18, Terminal Transport Co., Exten- 
sion—Wisconsin Points. Denial of cer- 
tificate proposed. Petroleum products, in 
bulk, in tank vehicles, from Minneapolis, 
St. Paul, and New Brighton, Minn., to 
points in Wis., within 250 miles of St. 
Paul, with certain exceptions, over ir- 
regular routes. 

Missouri (St. Louis)—MC-35484, Sub. 
19, Viking Freight Co., Extension—East 
Alton, Ill., embracing MC-70451, Sub. 
126, Watson Bros. Transportation Co., 
Inc., Extension—East Alton, IIl., and 
MC-76266, Sub. 72, Merchants Motor 
Freight, Inc., Extension—East Alton, Ill. 
Certificate proposed. General commodi- 
ties, with certain exceptions including 
dangerous explosives, serving East Alton, 
Tll., subject to certain restrictions, as an 
off-route point in connection with the 
presently authorized regular-route opera- 
tions of the respective applicants. 

Missouri (St. Louis) — MC-89913, Sub. 
55, Frisco Transportation Co., Extension 
—St. Louis, Mo.—East St. Louis, IIl., 
Commercial Zone. Certificate proposed. 


General commodities, with exceptions, 
serving points in the St. Louis-East St. 
Louis commercial zone as intermediate 
or off-route points in connection with 
authorized regular route operations to 
and from St. Louis and East St. Louis, 
subject to all conditions, restrictions, 
limitations pertaining thereto. 

Missouri (St. Louis)—MC-89913, Sub. 
58, Frisco Transportation Co., Extension 
—Springfield, Mo., Commercial Zone. 
Certificate proposed. Serving points in 
the Springfield, Mo., commercial zone as 
intermediate or off-route points in con- 
nection with otherwise authorized regu- 
lar-route operation to and from Spring- 
field, subject to the same conditions, 
limitations, and restrictions contained 
in the carrier’s operating authority with 
respect to service to and from Spring- 
field. 

Missouri (Springfield) -MC-175320, Sub. 
26, Campbell Sixty-Six Express, Inc., 
Extension—Springfield and Joplin, Mo. 
Certificate proposed. General commodi- 
ties, with exceptions, serving all points 
in the Joplin and Springfield commercial 
zones as intermediate or off-route points 
in connection with otherwise regular 
route operation to or from Joplin and 
Springfield, respectively. 

New Jersey (Lodi)—MC-112776, S. V. 
Lascari & Sons, Common Carrier. De- 
nial of certificate proposed. (1) House- 
hold goods, cotton piece goods, plastic 
materials, and waterproofing chemicals, 
in packages or containers, between New 
York, N.Y., on one hand, and, on other, 
points in four N.J. counties; (2) cotton 
piece goods between Elizabeth, N.J., and 
Poughkeepsie, N.Y., all over irregular 
routes. 

New Jersey (Newark) — MC-111574, 
Sub. 2, John Giordano, dba Emmett 
Trucking Co., Extension—Elizabethport, 
N.J. Certificate proposed. General com- 
modities, with exceptions, between Eliza- 
bethport, on one hand, and, on other, 
points in nine N.J. counties, restricted 
to transportation of shipments having 
an immediately prior or immediately 
subsequent movement on freight for- 
warder bills of lading, over irregular 
routes. 

New Mexico (Farmington) — MC- 
112394, Sub. 2, Cato Sells, Extension— 
Shiprock, N.M. Certificate proposed. 
Over irregular routes, (1) uranium and 
vanadium bearing ores, from points on 
the Navajo Indian reservation in Ariz. 
and Utah within 150 miles of Monticello, 
Utah, to Shiprock; (2) supplies, equip- 
ment for mining such ores, from Shiprock 
to points in aforementioned origin terri- 
tory. 

New York (Hollis) — MC-102298, Sub. 
2, Michael Fazio, dba Fazio Van Lines, 
Extension—Florida. Certificate proposed. 
Household goods between New York, N.Y.., 
on the one hand, and, on the other, 
points in N.C., Ga., Fla., and D.C., over 
irregular routes. 


New York (Bayside)—MC-111729, Sub. 
5, Armored Carrier Corporation, Exten- 
sion—Rockland County, N.Y. Permit 
proposed. Commercial paper, documents, 
written instruments, except currency, 
used in the banking business, over ir- 
regular routes between points in Rock- 
land county, N.Y., on one hand, and, on 
other, Passaic, N.J., and New York, N.Y., 

New York (New York) — MC-66562, 
Sub. 1097, Railway Express Agency, Inc., 
Extension—Eaton Rapids, Mich. Certifi- 
cate proposed. General commodities, 
moving in express service, over a regular 
route between Charlotte, Mich., and 
Eaton Rapids, Mich., serving no inter- 
mediate points, subject to certain restric- 
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tions, including limitation of the service 
to be performed to that which is auxil- 
iary to, or supplemental of, railway ex- 
press service. 

New York (Rhinebeck)—MC-111435, 
Sub. 1, C. & E. Trucking Corporation— 
Extension, Liquids in Tank Vehicles. 
Denial of permit proposed. Liquid and 
invert sugar and syrup, in bulk, in tank 
vehicles, from Long Island City, N.Y., to 
points in Conn., Del., Md., Mass., NWJ., 
N.Y., O., Pa., R.I., Va., D.C, over irregu- 
lar routes 

New York (Suffern) — MC-103274, Sub. 
4, Joseph F. Sheehan and Mabel Shee- 
han, dba Lime Kiln Farm & Equipment 
Co., Common Carrier. Denial of certifi- 
cate proposed. Advertising materials, 
displays, between New York, N.Y., and 
points in N.Y., N.J., Conn., within 50 
miles of Columbus Circle, New York City, 
on one hand, and, on other, points in 24 
states and D.C., over irregular routes. 

Ohio (Cleveland)—MC-1502, Sub. 73, 
Pennsylvania Greyhound Lines, Inc., Ex- 
tension—Paradise Valley, Pa. Certificate 
proposed. Passengers and their baggage, 
express, mail and newspapers, between 
specified points in Pa., over a regular 
route, serving all intermediate points. 

Ohio (Cleveland)—MC-1502, Sub. 78, 
Pennsylvania Greyhound Lines, Inc., Ex- 
tension—Pennsylvania Highway 291. 
Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers, be- 
tween Philadelphia, Pa., and Chester, 
Pa., over Pennsylvania highway 291, as 
an alternate route for operating con- 
venience in connection with presently 
authorized operations between the same 
termini, serving no intermediate points. 

Pennsylvania (Swarthmore) — MC- 
113065, H. & S. Trucking Co., Contract 
Carrier. Denial of permit proposed. 
Silicate of soda, in bulk, in tank ve- 
hicles, from Grasselli, N.J., to Reading, 
Pa,, over irregular routes. 

Texas (Dallas)—-MC-2309, Sub. 28, 
Gillette Motor Transport, Inc., Extension 
—Oklahoma City, Okla. Commercial 
Zone. Certificate proposed. General 
commodities, with exceptions, serving 
points in the Oklahoma City commercial 
zone as intermediate or off-route points 
in connection with regular route opera- 
tions to and from Oklahoma City. 

Texas (Lubbock)—MC-110157, Sub. 6, 
C. M. Lang and C. R. Givens, dba Lang 
Transit Co., Extension—Off-Route point. 
Certificate proposed. General commodi- 
ties, with exceptions, serving the site of 
the Southwestern Public Service Co. 
generating plant near Amherst, Tex., as 
an off-route point in connection with 
present regular-route operations between 
Lubbock, Tex., and Fort Sumner, N.M. 

Texas (Monahans)—MC-113205, Jim 
L. Jordan, Contract Carrier. Permit 
proposed. Sodium sulphate (salt cake) 
in containers, from Ozark-Mahoning Co. 
plant southeast of Monahans to Mona- 
hans, over irregular routes. 

Virginia (Arlington)—MC-111292, Sub. 
1, Harry Leifer, Contract Carrier Ap- 
plication. Denial of permit proposed. 
Waste rags, scrap metals, and waste 
paper, from Washington, D.C., to Balti- 
more, Md., over U.S. highway 1, serving 
no intermediate points. 


Washington (Seattle) — MC-52920. 


Sub. 6, Pacific Highway Transport, Inc.. 


Extension—Whatcom County. Certifi- 
cate proposed. Explosives, over irregular 
routes, from DuPont, Wash., to Lake 
county, Ore., and to points in Ore. lo- 
cated west of the eastern boundaries o! 
the Hood River, and of Clackamas, Mar- 
ion, Linn, Lane, Douglas, and Klamath 
counties, Ore. 
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Rails Deplore Low Earnings in High 
Traffic Year in Rate Boost Hearing 


Commission Asked to Grant Promptly Entire 15 Per Cent Increase 


Asked Originally, in Lieu of Lesser Increases. Rail President 
Refuses to Say That Later Rate Increases Might Not Be Sought. 


The first of fifteen railroad presi- 
dents scheduled to appear as wit- 
nesses at further hearing in Ex Parte 
175, Increased Freight Rates, re- 
fused to be committed to a statement 
that the railroads might not later ask 
for more than the balance of the 15 
per cent increase originally asked in 
that proceeding and now requested in 
addition to the lesser increases au- 
thorized. 


The further hearing was held before 
an augmented division 2 of the Com- 
mission, consisting of Chairman All- 
dredge and Commissioners Aitchison, 
Mahaffie and Splawn. In the earlier 
phase of the proceeding, Commisisoner 
Aitchison, chairman of division 2, had 
been relieved of his duties in connection 
with Ex Parte 175, but has resumed those 
duties in the further hearing. 

After the Commission, 
granted increases in freight rates of 9 
per cent in the east and 6 per cent else- 
where, it held the record open. The rail- 
roads petitioned for further hearing, ar- 
gument, and a prompt decision on a 
grant of the entire amount of the in- 
crease originally asked—15 per cent, with 
some exceptions. 

Sitting in cooperation with the Com- 
mission were Kenneth Potter, of the 
Public Utilities Commission of Califor- 
nia; L. E. Lindquist, chairman of the 
Minnesota Railroad and Warehouse 
Commission. and J: S. James, of the 
North Carolina Utilities Commission. 

When Walter S. Franklin, president 
of the Pennsylvania Railroad Co., had 
completed his testimony, Commission 
Aitchison asked if there was any evi- 
dence that “what you are now asking is 
all you are going to be asking for for a 
while?” 

Mr. Franklin replied: “No, sir, because 
I cannot predict what is going to happen 
to wages or the cost of materials and 
supplies.” 

Mr. Aitchison asked if the railroads 
needed any more than they were asking. 
The witness replied he would say that 
they did, but added that he did not think 
the railroads meant to ask for it be- 
cause “this case is before you and we 
have the experience here of the increase 
in wages.” He added that no one could 
tell what might happen on April 1, when 
the wage level would again be considered 
under the escalator clause in rail labor 
agreements by which railroad workers 
automatically obtain an increase of one 
cent an hour for each one point increase, 
the adjustment being made quarterly. 
Mr. Franklin said that “no one can tell 
what other things may come along,” and 
mentioned productivity or the possibility 
cor “labor making restrictions.” 

“As we see it today,” continued Mr. 
Franklin, “what we are hoping for and 


in August,’ 


expect is that because of these conditions 
we can obtain a prompt decision on this 
particular situation now before you with- 
out attempting to change it any further 
at this time.” 


Cost Increases Cited 


The further hearing was opened Janu- 
ary 14 with a statement by Edwin H. 
Burgess, vice-president and general coun- 
sel of the Baltimore & Ohio, and heading 
counsel for the railroads in Ex Parte 175. 

He asserted that the cost of producing 
the railroad service required by national 
defense and the civilian economy had 
increased by more than $1,167,000,000 an- 
nually since the fall of 1949. 

He said that it was this “huge rise” in 
operating expenses, and the extent to 
which it had cut down “already inade- 
quate earnings” that had made necessary 
the request for the balance of the 15 per 
cent increase first sought in March, 1951. 

He said that the rate increase, aver- 
aging 6.6 per cent for the country as a 
whole, authorized last August, had been 
“a great disappointment to the railroads 
of the country and amounts to less than 
one-half of the revenue relief they re- 
quested and still believe necessary.” 

Mr. Burgess said the railroads had 
handled a larger volume of traffic in 1951 
than in any peacetime year except 1947, 
but that, after excluding accelerated 
amortization, net railway operating in- 
come had amounted to only $931,000,000 
for the year. He asserted that this was 
$42,000,000 less than in 1950 when, he as- 
serted, a considerably smaller volume of 
traffic was handled. The 1951 net 
amounted to a rate of return on net 
investment of only 3.66 per cent, com- 
pared with a rate of return of 3.96 in 
1950, Mr. Burgess said. 


Reconstructing 1951 on the basis of 
present rates and current wage and price 
levels for a full year, after excluding ac- 
celerated amortization, Mr. Burgess as- 
serted that net railway operating income 
would have been increased by only $16,- 
000,000 over what it actually was in 1951, 
thereby bringing it to $947,000,000. That, 
he said, would have produced a return of 
only 3.72 per cent for the railroads in a 
year of high traffic. 


Even under those conditions, he as- 
serted, net railway operating income 
would still have been about 26,000,000 less 
than it amounted to in 1950. With no 
great change in traffic expected, the level 
of rates authorized in August would pro- 
duce for the railroads in 1952 a return 
no greater than, if as great as, the net 
produced by the 1951 constructive year, 
Mr. Burgess said. 


Mr. Burgess asserted that net revenues 
had turned sharply downward, particu- 
larly in the last half of 1951, and added 
that “this now reduced and still declin- 
ing level of net earnings is the culmina- 
tion of the much faster rise in operating 
expenses than in revenues over the past 
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several years, despite the high productiv- 
ity of those years.” 

He said it was especially disturbing 
that the decline was taking place in a 
period of high productivity when the 
railroads were faced with the greatest 
need for necessaly capital improvements. 
He said that the railroads’ working capi- 
tal had been reduced, and their credit 
position had deteriorated to such an ex- 
tent, that capital expenditures were being 
limited by reduced earnings rather than 
geared to the existing need. 

Mr. Burgess said that, if the railroads 
were granted the balance of the 15 per 
cent increase originally requested, it 
would yield a net railway operating in- 
come of $1,208,000,000, and a rate of 
return on net investment of 4.59 per cent. 
By all tests, he said, that was far from 
being in excess of a fair return. 


Mr. Franklin’s Testimony 


Mr. Franklin offered an exhibit show- 
ing figures for the Pennsylvania. His 
cross-examination was deferred, at the 
request of C. D. Williams, solicitor for 
the Department of Commerce, for two 
days, in order that his exhibit and 
testimony might be studied. 

In the course of his testimony, Com- 
missioner Aitchison asked if the Penn- 
Sylvania was an example of the re- 
mainder of the eastern railroads. Mr. 
Franklin said it was, and the commis- 
sioner observed that that had been a 
subject of contention “of some of your 
colleagues in the southern and south- 
western regions.” Mr. Franklin replied 
that it had been, but that he did not 
want to “go into the question of divi- 
sions here.” He added he thought the 
commissioner was familiar with the pro- 
posed report of the examiner in the divi- 
sions proceeding, and that “I think that 
pretty well substantiates what we said.” 

At another point in his testimony, 
when Mr. Franklin said he thought that 
the credit situation of the railroads 
should be emphasized, Commissioner 
Splawn asked if the witness could give 
an example of trying to borrow money 
and being turned down. Mr. Franklin 
said he could give several examples in 
the past three weeks. He said that sev- 
eral insurance companies and others 
were not ready to buy any Pennsylvania 
securities on “what we consider to be 
a proper return.” 

Mr. Franklin asserted that the ability 
of the eastern railroads to continue 
their improvements for defense purposes, 
and properly to maintain their properties, 
service, and credit, depended on prompt 
and favorable action by the Commission 
on the requested increase. 

He said that the increase was fair 
and reasonable in the light of the gen- 
erally lower level of freight rates in re- 
lation to the prices of the commodities of 
unregulated industries. He asserted 
that, instead of subsisting on “a margin 
of profit which is far too narrow, railroad 
earnings obviously should be at the peak 
when the volume of business of the coun- 
try is at an all-time high. 

“Based on present levels of wage and 
material costs,” he said, “the effect of 
granting the increase would give the 
Pennsylvania Railroad net income at an 
annual rate of $48,000,000, compared to 
$33,000,000 now estimated for 1952 with 
present rates, and $26,227,000 estimated 
for 1951.” 


Mr. Franklin said that a net income 
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of $48,000,000 would mean a return of less 
than 4 per cent on investment, compared 
to 2.52 per cent for 1951. 

He also asserted that the narrow mar- 
gin of earnings in the recent past had 
forced the Pennsylvania to cut back on 
improvements and maintenance. In 1951, 
he said, the Pennsylvania cut back pro- 
duction of 6,000,000 freight cars, which 
he said had been a wise decision, and 
necessary. He said the railroad had also 
cut 25,000 tons of rail from the program 
planned, had earnings been available. 

Mr. Franklin estimated that the in- 
crease represented in the instant pro- 
ceeding amounted to about $5,000,000 a 
month to the Pennsylvania Railroad, or 
about $167,000 a day, adding that “you 
can see what delay means to us in this 
case.” Not only were current earnings 
insufficient to pay a proper return to 
stockholders, he said, but that, lacking 
cash for improvements, and with neces- 
sary heavy borrowing under the present 
level of earnings, it was becoming diffi- 
cult to carry on betterments. 

Mr. Franklin said that it was unfortu- 
nate, that, unlike the case of other in- 
dustries, the increases granted in August 
were on a temporary basis, expiring in 
February, 1953, and it was in connection 
with the temporary nature of the increase 
that he made his reply to Commissioner 
Splawn concerning the difficulties en- 
countered in obtaining financing at what 
he said the railroad considered a proper 
rate of return. 

In a discussion with Commissioners 
Splawn and Aitchison, Mr. Franklin said 
that the Pennsylvania had received an 
increase of 68 per cent in rates since 
World War II. Asked what portion of 
the increases authorized were in‘ effect, 
Mr. Franklin said some reductions, as 
in the case of iron and steel traffic, had 
been made but that “generally speaking, 
across the board, the 68 per cent ap- 
plies generally.” 


Other Presidents Testify 


R. L. Williams, of Chicago, president 
of the Chicago & North Western Rail- 
way System, followed Mr. Franklin on 
the stand. He said that the railroads 
had the duty to propose rates and 
charges which, in their best judgment, 
would produce sufficient revenues under 
honest, economic and efficient manage- 
ment, to enable them to produce the 
transportation required by the govern- 
ment and the public. Where the need 
for the requested increase was so clearly 
shown as in the instant proceeding, he 
asserted, “the responsibility of the Com- 
mission to authorize the needed addi- 
tional revenues should be promptly rec- 
ognized and discharged.” 

He said that financing of capital ex- 
penditures was causing him more con- 
cern about the present and future of the 
industry than any other element “in a 
wholly unsatisfactory picture,” and asked 
where the money would come from to 
enable the railroads to take advantage 
of improvements that would assist them 
to survive. He wanted to know what 
would happen to the railroads “when 
times get hard again” if they were not 
permitted to earn a reasonable return 
on investment during a period of ex- 
tremely high traffic volume such as he 
said the railroads were now enjoying. 

Mr. Williams said that, as an example 
of the effect of inflation on rail costs, 


a new freight car cost $3,000 more than 
the depreciation base of existing equip- 
ment. 

“When one considers the cost of re- 
placement items over the depreciation 
base,” he added, “it would seem clear 
that the meager rate of return which the 
railroads have received in many, many 
years, is entirely inadequate. It is no- 
toriously less than that realized by other 
public utilities.” 

Among other things, Mr. Williams 
asked that the entire increase in upper 
lakes rates and charges on iron ore be 
authorized. He said it was gratifying 
that the Commission, in its August or- 
der, had allowed the same percentage 
increases in transportation and handling 
charges on all iron ore. 

Asking prompt authorization of the 
requested increase, Mr. Williams said 
that, for the railroads, “the margin be- 
tween income and outgo is now entirely 
too thin. It is not a safe margin. It 
can only lead to an inferior and inade- 
quate transportation system and ulti- 
mate disaster for the nation.” 


Ford K. Edwards, director, Bureau of 
Coal Economics, National Coal Asso- 
ciation, asked Mr. Williams if a very 
large proportion of his problem was the 
passenger deficit, and whether or not in- 
creased expvenses were being felt in pas- 
senger-train service. Mr. Williams re- 
plied that his road had high terminal 
costs which were a larger factor than 
passeneer operations, and agreed that in- 
creased costs were being felt in pas- 
senger service, but he said that steps 
had been taken to reduce those costs. 
He said the railroad had decreased pas- 
senger-train miles by two million in 
the past two years. Asked if his road 
contemplated seeking increases in pas- 
senger revenue corresponding to the 
increase sought in freisht revenue, Mr. 
Williams said that was a matter to 
be handled bv the railroads as a group, 
since his road was in competition with 
others in the west and was not large 
enough to control passensver rates. He 
said he did not know of any movement 
to have passenger service bear added 
costs. Asked if passenger losses under 
escalator clauses in wage agreements 
would make it necessary for pnassenger 
deficits to be made up bv freicht rate 
increases, Mr. Williams replied that he 
could not answer that question, adding 
that there might comie a time when 
it would be necessary for all the rail- 
roads to take action. 


Milwaukee President 


J. P. Kilev, vresident, Chicago, Mil- 
waukee, St. Paul & Pacific, was the next 
witness. He said the increase hereto- 
fore granted bv the Commission in Ex 
Parte 175, including those increases 
which had been permitted in certain 
states, had increased revenues of the 
Milwaukee by $6,100.000. He said that a 
decrease in net railway overating in- 
come for the railroad from $21,940,000 
in 1950 to $15,378,000, was because the 
increase in rates was not sufficient to 
cover increased wages and costs of ma- 
terials and supplies. 

After a review of the situation of the 
Milwaukee, Mr. Kiley said that “if we 
are to get financial assistance from 
sources outside ourselves, we have to 
build up financial stability to preserve 
our credit.” He added that, except for 
the war years, the railroads as a whole 
had not had a reasonable rate of return, 
and that “if we can’t earn a reasonable 
rate of return in years of traffic such as 
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we have now, we are going to be in 


straits when we do get the inevitable - 


fluctuations.” He added that, except for 
the issuance of equipment trust certifi- 
cates, “we have no way of obtaining 
money.” 


Answering questions by Walter Mat- 
son, commerce counsel for the Secretary 
of Agriculture, Mr. Kiley said there had 
been no difficulty in selling equipment 
trust certificates, but that rates on the 
certificates were increasing. 


John S. Burchmore, for the National 
Industrial Traffic League, drew a reply 
that the service of the Milwaukee was 
equal to that of any of the roads in 
the same territory where geographical 
considerations entered into the situation. 
He said he did not know of any operat- 
ing rule or practice, such as not sending 
out an extra train without full tonnage, 
that the Milwaukee had adopted, adding 
that coal trains were not run at the 
same speed that trains carrying perish- 
ables were operated. He also said that 
neither the board of directors or other 
executives had imposed any special rules 
to prevent officers of the road from using 
initiative, adding that he did not believe 
any other railroad’s officers were as free 
to conduct their business to the best in- 
terest of the public. 

Mr. Kiley also said that the only mail 
lost as the result of an increase in, rail- 
way mail pay rates and the Post Office 
Department’s program for diverting 
short-haul mail to trucks, had been that 
carried out of Chicago in suburban trains 
and that, while it resulted in a loss in 
total revenue, it decreased the loss on 


“suburban service, because the railroad 


had lost money on that service. He 
agreed that without the traffic, the 
Milwaukee was “money ahead.” 


Mr. Burchmore asked whether, if the 
15 per cent was granted, it would be 
possible for the Milwaukee to operate 
“all right” for the “next few years.” Mr. 
Kiley replied that he was “not a crystal 
gazer,” and that he did not know what 
the future was going to bring with re- 
spect to increases in wages and prices. 
He added that “if we have increased 
wages and prices, we will have to come 
back again for another increase in rates.” 


Lackawanna President 


William White, of New York City, 
president of the Delaware, Lackawanna 
& Western, said that the result of the 
inability of the railroad promptly to in- 
crease rates to meet increased costs, 
was that “we have not reduced our debt 
sufficiently; have had to defer capital 
expenditures; have increased our equip- 
ment obligations too much; dividends 
have been inadequate, and our credit 
suffers.” 


He said the railroad could not go 
ahead with needed capital improvements 
of about $50,000,000, “unless we can fore- 
see a period of satisfactory credit.” 
He said that adequate earnings during 
a period of high traffic volume were es- 
sential to carry the railroads through 
a period when traffic was at a low ebb 
and earnings were inadequate. 

As a result of the inflationary spiral, 
he said, the Lackawanna was $7,800,000 
short of the funds reauired in 1951. He 
said it was estimated that, in 1952, the 
shortage would amount to $7,500,000 on 
the basis of current rates, and on the 
basis of proposed rates that the railroad 
would be short $5,700,000. He termed the 
incurring of obligations for the pur- 
chase of equipment, to be paid out of 
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future earnings, as undesirable “snow- 
balling.” 

Col. R. B. White, president of the Bal- 
timore & Ohio, told the Commission that 
the August increase had been less than 
one-half of the annual added costs of 
that railroad for wages and prices since 
July, 1949. 


He said the B. & O. in 1951 had had 
a net railway operating income of $6,- 
547,727, a net income of $11,227,427, and 
a return on net investment of 4.54 per 
cent. Even if the high volume of freight 
handled in 1951 had moved for the year 
under the increases authorized in Au- 
guest, Col. White said, the net income 
and the rate of return would have been 
no higher than it actually was because 
the additional revenues would have been 
completely absorbed by the higher wage 


and material prices, income taxes and 


other expenses. 


“Such earnings are not enough for a 
system like the Baltimore & Ohio, and 
are far below earnings that should be 
expected in times of great business ac- 
tivity,” he asserted. “They are not enough 
to enable management to keep the road 
economically sound and provide the type 
of service government needs for defense 
purposes and that commercial business 
requires.” 

Col. White said that funds available in 
1951 for the B. & O. were short by about 
$22,500,000 of the amount required for 
equipment payments, the capital im- 
provement program, and necessary sink- 
ing funds, so that the railroad had to 
issue new equipment obligations totaling 
$22,561,000. The shortage of funds for 
1952 requirements, he said, was estimated 
at $32,257,000. 

Saying that these shortages could only 
be met out of cash, the witness said that 
“further reducing our funds cannot con- 
tinue without calamitous results.” 


New York Central Official 


Willard F. Place, of New York City, 
vice-president-finance of the New York 
Central Railroad, asserted that a rate 
of return for the N.Y.C. system of 2.10 
per cent in 1951, and an estimated re- 
turn for 1952 of 1.93 per cent, was “un- 
reasonably low.” 

He called on the Commission and the 
shippers to help the carriers achieve 
a level of revenues needed to produce 
an adequate return. He asserted that the 
investing public had accepted its re- 
sponsibilities but that the data in an 
exhibit he introduced showed “beyond 
question that the shipping public has 
not shouldered its fair share of the 
burden.” He continued: 

“The level of revenues which would 
result under the railroads’ proposal, cer- 
tainly as far as the Central is concerned, 
is the very minimum which we have a 
right to exepect from the patrons of our 
road. The investing public cannot be ex- 
pected indefinitely to give their funds for 
the benefit of the using public unless 
more equitable treatment is accorded 
in the future.” 

Mr. Place compared the periods 1923- 
1929, and 1946-1952. In the earlier pe- 
riod, he said, the average rate of re- 
turn for Central was 5.87 per cent, falling 
to 1.77 per cent in the post-World War 
It period. 

He said that the lower return, reflect- 
ing an increase of 46 per cent in cur- 
rent operating expenses over those ex- 
Perienced in 1923 when a similar level 
of traffic was handled, was “a fair ex- 
Pression of the impact of post-World 
War II inflation upon the Central’s rail- 
Wiy operations.” It was particularly dis- 


tressing, he said, in the face of a large 
investment in the property, a level of 
traffic about 11 per cent higher than in 
the 1920’s, a 30 per cent reduction in 
labor force; and a 9 per cent decrease in 
total operating expenses when adjusted 
to a common dollar, that Ceneral was 
able to achieve currently only 22 per 
cent of the net railway operating in- 
come obtained in the earlier period. 

Referring to his exhibit, Mr. Place said 
that total railway operating revenues 
in the 1923-1929 period were about 78 
per cent of those of the 1946-1952 period, 
while net railway operating income. for 
the earlier period was more than three 
times as large as the net railway oper- 
ating income for the 1923-1929 period. 

In answer to a question by Commis- 
sioner Mahaffie, Mr. Place said that 
Central had not had an adequate re- 
turn since 1929. ‘The Commissioner 
asked how the witness accounted for 
the “grave difficulties” he had said re- 
sulted from inadequate net in the face 
of his statement that the road was in as 
good a condition as in the 1920’s. Mr. 
Place replied that it was because of 
betterments made even though debt was 
increased. 


Wabash President 


Arthur K. Atkinson, of St. Louis, Mo., 
president of the Wabash Railroad, as- 
serted that freight rate increases had 
not been sufficient to meet current needs, 
without giving consideration to planning 
for future improvements. 


He said it was necessary to finance 
equipment purchases on a no-down- 
payment basis to conserve the cash 
position of the company, and added that 
the interest rate on that method of fi- 
nancihg had gone up more than 50 per 
cent in a two-year period. 


Mr. Atkinson said the rate of return 
on net investment for the Wabash for 
1951, after restoring to net income tax 
credits for accelerated amortization of 
defense construction, was 3.89 per cent. 
On the same basis, he said, if the entire 
15 per cent increase now sought was 
granted, the return would be 5.57 per 
cent. This, he said, was not sufficient to 
provide adequate capital for improve- 
ments and to meet necessities, and at 
the same time “leave something for the 
stockholders.” 


Asked from the bench what he would 
consider an adequate return, Mr. Atkin- 
son said 8 per cent “at this time,” but 
when further asked what level of rates 
would be required to produce that re- 
turn, he said the railroads were aiming 
now at 6 per cent. 


Erie President 


The president of the Erie Railroad, 
P. W. Johnston, told the Commission at 
hearing in Ex Parte 175 that the railroad 
would be forced seriously to curtail or 
abandon its program of capital improve- 
ments unless the increase now being 
sought in that proceeding was authorized. 

He asserted that “if earnings will not 
permit these expenditures, the failure to 
meet the needs of national defense can- 
not be laid at the door of railroad man- 
agement, but to the inadequacy of rates 
and charges.” 

Mr. Johnston said that cash required 
for capital expenditures and payments on 
equipment obligations in 1952 was esti- 
mated at $28,677,542. While some equip- 
ment obligations would be issued to pro- 
vide part of the needed funds, he said, 
more than $21,000,000 would have to be 
financed from income. He said that net 
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income for 1952, on the basis of present 
rates, was estimated as $14,233,049. 


The Erie president said that if the 
higher level of rates being sought were 
in effect for the entire year 1952, the 
railroad’s maintenance expenditures 
would be more than $2,500,000 higher 
than those planned on the basis of the 
present rates. He said that capital ex- 
penditures “must be tailored to the in- 
come we may reasonably anticipate,” but 
that rail income had been curtailed by 
the greatly increased expenses of the 
railroads in recent years. 

Mr. Johnston said that an increase in 
freight rates was necessary to enable 
the railroads to meet higher costs and 
to provide funds to continue to make 
improvements, but also to pay reason- 
able dividends to the owners of railroad 
property and to restore railroad credit, 
in order to be able to attract capital in- 
vestment funds. 

Although 1951 and 1952 would prob- 
ably go down as peak years for rail traf- 
fic for a number of years to come, Mr. 
Johnston asserted, no increase in gross 
revenue could be expected. That led 
to the conclusion that the only way to 
provide the necessary income was by an 
increase in rates and charges, he said. 


OPS Attorney’s Questions 

Robert Wilcox, representing the Office 
of Price Stabilization, went over some 
phases of Mr. Johnston’s statement. He 
asked whether, in estimating 1952 traffic, 
Mr. Johnston had assumed that defense 
production would continue to rise at 
the rate of 1951. Mr. Johnston said he 
had indicated an overall estimate with- 
out separating defense and other traffic, 
and suggested that Mr. Wilcox ask de- 
tails concerning the traffic estimate of 
H. W. Von Miller, vice-president in 
charge of traffic, who had filed a veri- 
fied statement in the proceeding. 

In a discussion as to whether or not 
facilities bought for defense purposes 
were not equally valuable to the railroad 
aside from defense purposes, Mr. John- 
ston agreed that this was so. He said 
he felt that management had a duty 
to make the railroads strong for two 
reasons—because the future of the coun- 
try was dependent on the railroads’ being 
able to “do a job” for industry, and for 
the country in time of war. He added 
that “we can’t fight World War III if 
it should come with a World War II rail- 
road,” which he said was “creaking at 
the joints” at the end of the last war 
period. 

As to interest rate on equipment pur- 
chase borrowing, Mr. Johnston said it was 
2.46 per cent in January, 1950, and 3.11 
per cent in December, 1951. 

He also described the need to modern- 
ize four yards of the railroad to take 
care of the larger trains made possible 
by the Erie’s dieselization program which 
he said was nearly completed. Mr. John- 
ston said, in answer to a question about 
diversion, that the Erie had experienced 
no “critical diversion” of traffic as a 
result of the present rate structure. 

In reply to Dr. Ford K. Edwards, for 
the National Coal Association, as to 
statements contained in a recent report 
to stockholders of the Erie, Mr. Johnston 
said he had said that the Erie was in 
the best shape it had ever been “because 
it is,’ and had indicated that the pro- 
gram of dieselization was nearly com- 
pleted. He said the report had indicated 
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that there had been a substantial in- 
crease in traffic in 1949 and 1950 but that 
operating expenses had risen only about 
1 per cent, dieselization being one of 
the major factors in that situation. 


L. & N. President 


John E. Tilford, of Louisville, Ky., 
president of the Louisville: & Nashville, 
said that operating expenses on that 
railroad had increased from $99,029,000 
to an estimated $184,379,000, 1942 com- 
pared with 1952, or a rise of 86 per cent. 
In the same period, he asserted, total 
operating revenues had risen by only 39 
per cent and that net railway operating 
income had decreased by one per cent. 

He said wages totaled $65,864,000 in 
1942, and was estimated at $124,045,000 
in 1952, with the cost of materials, sup- 
plies and fuel, and other operating ex- 
penses up from $32,254,000 in 1942 to an 
estimate of $58,895,000 in 1952. In 1951, 
he said, operating expenses had in- 
creased $23,900,000 over 1950, while in- 
creased freight rates had produced only 
$6,000,000 additional revenue in that 
year. He estimated that the August 
increase would produce $11,500,000 on an 
annual basis, adding that this was less 
than the increase in wages alone, leaving 
nothing to meet other increased costs. 

Mr. Tilford urged the Commission to 
grant the additional increase sought, 
declaring that this was the solution to 
the financial problem of the railroads. 
He said that the problem was primarily 
the responsibility of management and 
that management should be given the 
opportunity to meet that responsibility. 


Procedure Discussed 


At the opening of hearing in Ex Parte 
175 on the third day, Commissioner 
Aitchison said that attorneys for the 
shippers had had a meeting on the pre- 
vious day and desired to present “certain 
matters.” ‘The commissioner said that 
there would be an effort to discuss those 
matters informally. One subject to 
which he referred, was the possibility of 
an adjourned hearing, to which he said 
the Commission would give consideration 
and which would be discussed later. 

The Secretary of Agriculture and the 
National Coal Association had previously 
filed petitions with the Commission for 
time in which to prepare their replies to 
the railroad testimony. 

Part of the third morning was taken 
up with cross-examination of President 
Tilford of the L. & N. In the course of 
the examination, Commissioner Aitchi- 
son said the witness had referred to ex- 
perimentation, and asked if the latter 
thought this was a time for such activi- 
ties. When Mr. Tilford replied he 
thought it was, the commissioner said 
that the Commission also thought there 
were subjects it should investigate, such 
as the passenger deficit, and the matter 
of long hauls by motor carriers, but 
could not do so because it could not get 
the money for such purposes. He added 
that the question was whether or not any 
one could do experimental work at this 
time. 


W. L. Grubbs, general counsel for the 
railroads, asked, if the railroad could not 
experiment now, in a period of high 
traffic, could it do so if traffic receded. 
Mr. Tilford replied in the negative, and 
the commission wanted to know if the 
witness was willing to add to inflation 
by the cost of experimentation. Mr. Til- 





ford said he did not, but that “we want 
to experiment on methods of holding 
costs down.” 

In answer to another question by Mr. 
Grubbs, Mr. Tilford said that the in- 
creases in freight rates for the L. & N. 
since 1939 had aggregated 63.5 per cent, 
while it was 67.3 per cent for the South- 
ern Region. 

E. Assenheimer, for the Southern 
Traffic League, endeavored to develop in 
detail how the estimated traffic for the 
L. & N. had been arrived at. Mr. Til- 
ford described generally the method 
followed, and said that there was no 
formula but that it was a matter of 
judgment, and gave those elements 
which he thought made the present 
situation different from that which had 
existed in 1940-1941. 


Position of L. & N. 


Mr. Burchmore, in a series of ques- 
tions, developed that Mr. Tilford had a 
general reluctance to raise freight rates 
and that, as the responsible head of his 
railroad, he felt a freight rate increase 
was necessary. Mr. Burchmore asked 
if the witness did not think the shippers 
ought to have an opportunity to de- 
velop the accuracy of Mr. Tilford’s posi- 
tion so that they might discharge their 
responsibility of cooperating in a cor- 
rect decision. Mr. Tilford said he would 
not wish to deny shippers the right to 
present such evidence, and agreed that 
the opportunity had been present only 
in hearings such as the instant one. 

He said he had tried intelligently to 
make reductions in rates where that was 
found necessary, and that it was his 
purpose to watch the rate structure if 
further authority for increases was 
granted. Mr. Burchmore suggested that 
“to do otherwise would defeat the pur- 
pose” of the increases and Mr. Tilford 
replied that “we are in business to 
handle traffic and make money.” He 
also said he did not believe the railroad 
would be worse off, because of diversion 
of traffic, if the added increase was 
granted. 

Mr. Tilford also said he wanted to 
make a further statement about reduc- 
tions. He said that a new plant had 
been built about 30 miles west of Louis- 
ville, which used large quantities of 
chlorine gas. He said that “we had a 
reasonable rate,” but that it would not 
move the gas in competition with water 
carriage, and a reduction was made. He 
said that it meant business where there 
had been no previous movement. 

In answer to questions by Dr. Ed- 
wards, Mr. Tilford said that the railroad 
was endeavoring to pass on to the users 
of the railroad all of the income taxes it 
had to pay. 


Reading President 


Joseph A. Fisher, president of the 
Reading Co., in concluding his state- 
ment, asserted that experience had 
shown that, if the railroads were to 
strengthen their financial position, they 
must do so in periods of high traffic 
volume “such as we are presently en- 
joying. He continued: 

“What is so disturbing to me is that, 
instead of our financial position being 
strengthened, it is being weakened. 
Under the circumstances, and in view of 
the increased labor and other costs 
which we must meet, I earnestly request 
the Commission to grant, with all ex- 
pedition, the full rate increases here 
sought.” 

He asserted that the Reading’s finan- 








TRAFFIC WORLD 


cial position was such that it was not 
practicable for it to finance improve- 
ments to roadway and structures through 
the issuance of stocks or bonds. He said 
that the road’s 3% per cent bonds had 
sold in 1951 at an average price of $89.06, 
and were selling at about $80, adding 
that “our stocks have been selling far 
below par.” He said that even though 
equipment could be financed under con- 
ditional sales or financed in part under 
equipment trusts, such obligations must 
generally be paid off within a period 
of 15 years, so that they, too, constituted 
“a heavy drain upon our cash.” 

He said that large expenditures had 
not only impaired the road’s cash posi- 
tion, but had also caused long term debt 
to reach its highest point since the segre- 
gation of Reading’s railroad and coal 
properties. He said that at the end of 


*1952 the Reading’s long term debt was 


estimated to be $138,000,000, which he 
compared with the peak previously 
reached of $137,095,000 in 1932, reduced 
to $96,000,000 by 1947. 

Commissioner Mahaffie asked about 
interests costs. The witness compared 
$5,846,000 such payments estimated for 
1952 with $7,295,000 in an earlier period, 
but he said that about $3,900,000 of pay- 
ments on equipment obligations would 
bring the total of cash payments to about 
$9,700,000 for that year. He added that 
no long-term debt was due for some 
time. 

Mr. Fisher said that Reading operating 
costs would increase in 1952 by at least 
$12,500,000 because of wage increases 
since September, 1950, and price increases 
since July, 1949. Gross revenues, he said, 
would increase by only $8,000,000 in 1952 
by reason of the August increase. This, 
he said, failed by $2,000,000 to offset 
Reading’s additional wage costs. He 
said the inability of Reading to make up 
for excess of wage and price increases 
over rate increases, was shown by a re- 
turn of 3.58 per cent in 1951 and an 
average net return of 3.28 per cent for 
the six postwar years. For 1952 he esti- 
mated a net income of $11,371,000 and a 
return of 3.98 per cent. If the additional 
increase was granted, Mr. Fisher said, 
net income would be about $15,143,000 in 
1952, with a rate of return of 4.92 per 
cent. Unless the increase was granted, 
he said, some road improvements would 
have to be deferred and equipment pur- 
chases would have to be made out of 
borrowed funds. 


Adjourned Hearing on 
Riss Explosives Rights 
Application Continued 


Several motion picture cameramen 
who said they had followed Riss & 
Co. trucks over various routes, testi- 
fied to what they observed in taking 
motion picture film after the presid- 
ing officer had ruled that the films 
themselves would not be received in 
evidence in an adjourned hearing in 
MC-200, Sub. 84, Riss & Co., Exten- 
sion — Explosives (T.W., Jan. 12, 
p. 47). 

That proceeding is being heard in ad- 
vance of those involving applications of 
more than 50 motor carriers for authority 


to transport explosives. Under a stipule- 
tion entered into in an earlier phase cf 
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the Riss hearing at Chicago, certain evi- 
dence offered by the railroads was to be 
considered as part of the consolidated 
record of all the proceedings. However, 
when the hearing moved to Washington 
in December, counsel for Riss withdrew 
from the stipulation in protest concern- 
ing some of the testimony offered by the 
railroads. 

After it was ruled by B. E. Stillwell, as- 
sistant chief of the complaint section of 
the Commission’s Bureau of Motor Car- 
riers, that the moving picture film would 
not be received in evidence, Basil Cole, 
of Philadelphia, of counsel for the rail- 
roads, described under offer of proof al- 
leged violations he said would have been 
shown if two reels taken of trucks op- 
erated for Riss had been received into 
evidence. The cameramen were then 
called, and some “frames” of the moving 
picture film were introduced as enlarged 
“stills.” 


Another witness was Harold N.. 


McLaughlin, attorney for the Brother- 
hood of Locomotive Engineers, who moved 
that the presiding officer reconsider his 
ruling concerning the motion picture 
film. He asserted that he was attorney 
for the brotherhood in a proceeding be- 
fore the Commission in the so-called 
“stoker case” in which the Commission 
was asked to require the railroads to 
install stokers in locomotives. He said 
that motion pictures had been admitted 
as evidence in that proceeding, in connec- 
tion with contentions concerning the 
safety of the crewmen and the trains. 
Mr. Stillwell said he would not reverse 
his ruling. 

Joseph H. Hayes, heading counsel for 
the railroads, asserted that, as Riss 
counsel had cross-examined witnesses on 
the subject of the moving picture film, 
that fact made the film admissible on 
redirect examination. 

The Port of New York Authority asked 
and was granted permission to intervene 
in the proceeding. It asked the Com- 
mission to take note of a prohibition that 
no trucks carrying explosives be per- 
mitted in tunnels in the New York area 
under the control of the Port Authority. 
It also asked that the Commission co- 
operate in any regulations set up for the 
movement of the traffic so that such 
regulations would not upset the prohibi- 
tions now exercised with respect to trucks 
moving over bridges under control of the 
Authority, in that the superintendent of 
each bridge is charged with the re- 
sponsibility of enforcing a _ regulation 
that he must have advance notice of the 
movement of a truckload of explosives, 
so that he may provide a police escort. 

Testimony in opposition to the trans- 
portation of dangerous explosives over 
the highways was offered by Mrs. Warren 
Stein, of Washington, D.C., a member of 
the legislative committee of the National 
Congress of Parents and Teachers, as the 
railroad testimony in the Riss case ap- 
peared to be nearing completion. 

Mrs. Stein said that “we are convinced 
that no permanent authority should be 
granted for hauling dangerous explosives 
on the highways and that the pending 
applications should be denied as not be- 
ing in the public interest.” 


Among the factors the witness said had 
influenced the decision of the congress 
to oppose such transportation were the 
poor condition of the highways, limita- 
tions on construction, the difficulty of 
policing mass highway transportation of 
explosives, and the possibility of acci- 
dents involving school busses and other 
cars on the highways. 


Saying that the congress was aware 


that it had been testified that the na- 
tional defense required that ammunition 
and other dangerous explosives be trans- 
ported by truck, she added: 

“We respectfully request that the In- 
terstate Commerce Commission consider 
each situation on its own merits, and 
where it is clearly established that be- 
cause of the location of a military estab- 
lishment or defense plant, or some un- 
usual circumstance, the national defense 
program will be seriously impeded unless 
a motor carrier is employed for trans- 
port, a temporary permit only be granted 
the carrier for such service, and that 
full opportunity be given to the state 
authorities involved to prescribe the con- 
ditions under which the operation will 
take place.” 

Testimony based on data taken from 
the hours of service reports filed with 
the Commission was put in by C. V. 
Trossevin, of the competitive transporta- 
tion section of the Association of Amer- 
ican Railroads. 

‘Two railroad investigators, who said 
they had observed the operation of trucks 
loaded with explosoives, also cited alleged 
violations of traffic laws. 





Army Wharfage Hearing Set 


The Commission has issued notice of, 
hearing in No. 30939, United States of 
America v. Aberdeen & Rockfish Railroad 
Co., et al., before Examiner Diamondson, 
at Washington, D.C., on February 25. 

The case involves a complaint of the 
Secretary of the Army that the govern- 
ment is required to pay rates that in- 
clude the cost of wharfage and handling 
at Norfolk, Va., on export, import, inter- 
coastal and coastwise military traffic, 
but that at the same time it provides 
its own facilities and services (T.W., Dec. 
1, 1951, p. 14). 


STATE ACTION 
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South Carolina Commission 
Authorizes Ex Parte 175 


Increases With Exceptions 


In a decision dated January 9, the 
Public Service Commission of South 
Carolina, Columbia, S.C., in Docket 
No. 7627, involving a petition of 
South Carolina rail lines for author- 
ity to increase their intrastate rates 
and charges to the same extent as 
authorized by the Commission in Ex 
Parte 175, and petitions of interven- 
ing motor carriers for permission to 
increase their rates and charges, has 
ordered: 

“That, except as hereinafter provided, 
the petitions of South Carolina rail lines 
and intervening motor carriers herein be, 
and they are hereby, approved, and the 
increased freight rates and charges pro- 
posed may be made effective February 
1, 1952, on not less than five (5) days 
notice, to expire with February 28, 1953, 
unless sooner canceled, changed or ex- 
tended by the commission; 


“That no increase shall be made in 
the present line haul rates on cement, 
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carloads; limestone, ground or pul- 
verized, used for agricultural purposes, 
carload; logs, carload; sugar, carload, 
from Charleston, South Carolina; clay, 
carloads; and cottonseed, cottonseed 
meal, and cottonseed hulls, carloads; 

“That no increase shall be made in 
the present rates and charges on crushed 
stone and related articles as described 
in Item 401 series of Southern Freight 
Tariff Bureau’s Tariff 338-G, Agent C. A. 
Spaninger’s ICC No. 998, as amended; 

“That no increase shall be made in 
the present line haul rates on road 
building material as described in Item 
199 series of Southern Freight Tariff 
Bureau’s Tariff 214-H, Agent C. A. 
Spaninger’s ICC No. 1159, as amended; 

“That no increase shall be made in 
the present line haul rates on pulpwood, 
carloads, except rates made on the so- 
called Roanoke Rapids Scale, in cents 
per cord, or percentage modifications 
thereof in cents per unit, approved by 
us in Docket No.-7127, may be increased 
6 per cent...” 


DEFENSE 
TRANSPORTATION 
ee 


Motor Contract Carriers 
Discuss O.P.S. Rules 


The contract motor carriers industry 
advisory committee made several recom- 
mendations to the Office of Price Stabi- 
lization in a two-day meeting in Wash- 
ington. 

Following a discussion of supple- 
mentary regulation 39, covering adjust- 
ment of contract rates, and supple- 
mentary regulation 40, covering pick-up 
and delivery service rate adjustments, 
it was agreed that, if more information 
was supplied on the forms specified by 
the regulations in filing applications, 
delays in O.P.S. action would be avoided. 
Requests by the agency for further in- 
formation before action could be taken, 
it was pointed out, would not be neces- 
sary. 

“In the case of contract carriers, this 
would mean inclusion of dollars-and- 
cents increases which would result from 
specific rates applied for, particularly 
in cases where the application covered 
rates with varying amounts or percent- 
ages of increase,” said the O.P.S. 

“Committee members expressed the 
opinion that amendment of S.R. 39 and 
S.R. 40 to cover adjustments under the 
so-called Capehart amendment is not 
necessary and recommended that the 
industry seek such adjustments under 
the Capehart formula. 


“Committee members reported they 
would not oppose delegation to field 
offices of O.P.S. the authority to process 
adjustment applications, but urged that 
if such delegation is made, the field 
offices be adequately staffed with per- 
sonnel trained in transportation prob- 
lems. However, they indicated a prefer- 
ence for O.P.S. to continue to handle 
such applications in the national office. 


“Committee members opposed an 
change in the present provisions of S.F 
39 and S.R. 40 which permit rate ad- 
justments applied for to go into effec: 
automatically upon the expiration of 
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Let OVERMYER 
Distribution Specialists Solve 


Your Storage Problems 


Whether you need a distributing warehouse or 
storage intransit, OVERMYER is the economi- 
cal, efficient answer to your problem. For stor- 
age in Ohio, Michigan or Indiana, OVERMYER 
leads the field in low-cost warehousing. Just 
oT zor merchandise to any of OVER- 

ER’S .4 big warehouses. From there on, a 
trained staff takes over the job of saving you 
money ... handling your shipments with time- 
table precision. 


Four Warehouses ...340,000 Square Feet of Dry 
Storage Space...Heating for Winter Storage... 
Sprinklered Buildings...Complete ADT Fire and 
Burglary Protection . . . 30 Car Sidings on NYC, PENN, 
NKP Railroads... Reciprocal Switching... 
Pool Car Distribution... Transit Storage 
Privileges . . . Merchandising Storage .. . 
Negotiable Receipts . . . Low Insurance Rate 
e+. City Delivery Service. 





D. H. OVERMYER WAREHOUSE CO. 
221 CHERRY ST. ive) as Tome) site) 


VIA the PORT of STOCKTON 


Over 100,000 tons of canned fruits 
and vegetables are shipped annually 
to Greater New York from the Port of 
Stockton, located in the heart of 
California's great Central Valley. 


World-wide steamer service at 
terminal rates. 


: an Pranci¢cn: 25: Calif. St. 
TE Eton, California Fresno), 604 Rowell Bldg. 
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30-day period, if O.P.S. takes no action 
in the interim. They asked that it be 
continued regardless of whether the ap- 
plications are processed in Washington 
or in the field offices. 

“Another committee recommendation 
would require motor carriers and pick- 
up and delivery carriers to make their 
books and records available to O.P.S. 
rather than to file a list of all ceiling 
prices with the Agency. Committee 
members objected to the amount of 
clerical work which would be required 
in the latter procedure and the expense 
it would entail.” 





M.A. Head Breaks Down 
Steel for Ship Use 


Vice Admiral E. L. Cochrane, head of 
the Maritime Administration, has an- 
nounced a breakdown of 120,100 tons of 
carbon steel allocated to the maritime 
industry for use in the second quarter 
of this year. Also included in the Mari- 
time Administration’s allocation was one 
thousand tons of alloys and stainless 
steel, he said. 

The allocations were made by the De- 
fense Production Administration. 

Admiral Cochrane said 49,660 tons of 
the steel would go to seven shipyards 
now building 35 Mariner class 20-knot 
cargo ships for the government. Another 
67,340 tons was earmarked for use on the 
building of 26 tankers now under con- 
struction for private companies, he 
added. 

The Maritime Administrator said the 
remaining 3,100 tons of steel was allotted 
for improvement and construction of 
shipyard facilities. 

Admiral Cochrane said the second 
quarter allotments were sufficient to re- 
sume work on 14 Mariner class ships 
whose construction had been suspended 
last October 15 because of a lack of steel 
to fill all maritime needs during the first 
quarter of this year. 


Monroe Heads D.T.A. Division 


Administrator Knudson, of the De- 
fense Transport Administration, has 
announced the appointment, effective 
January 15, of Ronald R. Monroe, of 
Philadelphia, Pa., as director of the 
street and highway transport division 
of D.T.A., succeeding Edward D. Hicks, 
Jr., who resigned January 1 to become 
associated with a motor carrier concern 
in St. Louis, Mo. 

Mr. Monroe is on a leave of absence 
from the firm of Monroe & Sutton, man- 
agement consultants, Philadelphia. D. 
T.A. said that as president of the J. G. 
Brill Co. of Philadelphia, he reorganized 
the corporation and its affiliates into 
the ACF-Brill Motors Co. in 1944 and 
served as its president until June, 1949. 


D.T.A. Grain Order Amended 


The Defense Transport Administration 
has announced issuance of an amend- 
ment, effective January 16, to generai 
order D.T.A. 2 as amended, which brings 
under the permit provisions of the order 
milled, brown, processed, or polished ric: 
as well as rough rice. General orde: 
D.T.A. 2 provides that no grain may be 
stored or handled in bulk at any port 
terminal warehouse or elevater without 
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a permit from the D.T.A. issued on con- 
sideration of recommendation of the U.S. 
Department of Agriculture. The order 
originally defined “grain” as “all grain 
for which standards are authorized to be 
established under the U. S. Grain Stand- 
ards Act ... and rough rice.” 


The definition as now amended reads 
as follows: 


“*Grain’ includes all grain for which 
standards are authorized to be estab- 
lished under the U. S. grain standards 
act, as amended (7 U.S.C. .71-87) and all 
rough, milled, brown, processed or pol- 
ished rice.” 

The purpose of this amendment, said 
Andrew F. Lane, director of the Port 
Utilization Division of D.T.A., was to 
make the order cover milled, brown, proc- 
essed, or polished rice in bulk stored or 
handled by port terminal elevators, which 
was not contemplated in the original 
order. 


Transport Committee Order 


The Office of Defense Mobilization, by 
D. M. O. No. 7—amendment 2, has fur- 
ther amended its order creating a com- 
mittee on defense transportation and 
storage, to provide that a representative 
of the director for mutual security shall 
be included in the regular membership of 
the committee, effective January 11. 


Truck Production Set at 
240,000 in Second Quarter 


In connection with an announcement 
of allotments of steel, copper and alumi- 
num for the second quarter of 1952, 
Ralph S. Trigg, deputy administrator for 
program and requirements, Defense Pro- 
duction Administration, said that truck 
production had been set at 240,000 units 
for the quarter (T.W., Jan. 12, p. 49). 

In authorizing that production, and 
930,000 passenger automobiles, Mr. Trigg 
said that extensive consideration had 
been given the unemployment situation 
in the Detroit area, which he said could 
be directly attributable to reduced auto- 
mobile and truck manufacture. 

Explaining the allocations program for 
the quarter, Mr. Trigg said that it had 
been necessary to increase the allotment 
of structural steel for public roads, 
among other things. 

Under a detailed review of the alloca- 
tions to claimant agencies, the deputy 
administrator listed new railroad, street 
and highway transit, inland water trans- 
portation, warehouse and storage facili- 
ties and port utilization among the re- 
sponsibilities of the Defense Transport 
Administration. As to these he said: 

“The allotments are not sufficient to 
support all programs. Less essential fa- 
cilities will have to be deferred.” 


CIVIL AERONAUTICS 





Probe of Reduced Rates of 
Group of Airlines Ordered 


The Civil Aeronautics Board has sus- 
pended for investigation tariffs of air 
lines on various commodities, and has 
issued orders dismissing two investiga- 
tion and suspension proceedings. 


By an order in No. 5250, American 
Airlines, Inc., et al., the board suspended 
for investigation until April 13 tariffs 
of a group of air lines which it said had 
filed reduced rates on automobile acces- 
sories, builders’ hardware, and hand 
tools, dolls, fabrics (natural or synthetic 
fiber) and woolen fabrics from points in 
California and Texas to Minneapolis, 
Minn., and points east thereof. 

The schedules were filed by American, 
Continental Air Lines, Inc.; Delta Air 
Lines, Inc.: Flying Tiger Line, Inc.; In- 
land Air Lines, Inc.; Northwest Airlines, 


Inc.: Slick Airways, Inc.; Trans World 
Airlines, Inc.; United Air Lines, Inc.; 
U.S. Airlines, Inc., and Western Air 
Lines, Inc. 


The board said that American had 
filed a complaint requesting suspension 
and investigation of the proposed rates 
on automobile accessories, fabrics and 
woolen fabrics. The board added it ap- 
peared that the rates might: be unjust 
or unreasonable, unduly preferential, 


prejudicial or unjustly discriminatory, 
and warranted investigation. 

By an order in No. 5160, Northwest Air- 
lines, Inc., Pan American World Airways, 
Inc., United Air Lines, Inc., the board 
cismissed its proceeding of investigation 
and suspension involving reduced cargo 


rates on florist stock and foliage from 
Honolulu to certain western points. It 
said that the rates had been cancelled 
under special permission. 


For the same reason, the board issued 
an order dismissing the proceeding in 
No. 5169, American Airlines, Inc., Flying 
Tiger Line, Inc., United Air Lines, Inc., 
in which it had suspended a tariff rule 
proposing that freight charges be based 
on actual weight regardless of cubical 
dimensions. 





Air Research Chief Sworn In 


DeLoss Kellogg Martin has been sworn 
in by Charles F. Horne, administrator of 
the Civil Aeronautics Administration, as 
director of development for the Air 
Navigation Development Board. 


Mr. Martin has been doing research 
work for the Bell Telephone System since 
1919, and is an authority on communica- 
tions systems. 


Air Fare Suspended 


The Civil Aeronautics Board, by an 
order of investigation and suspension in 
No. 5246, Trans World Airlines, Inc., and 
Pnited Air Lines, Inc., has suspended 
until April 7 schedules of the named air 
lines. 

The investigation was: instituted to 
determine whether an adult fare of $29 
and a children’s fare of $14.50 between 
Chicago, Ill., and New York, N.Y./New- 
ark, N.J.;“contained in 18th révised page 
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PRESERVE TARIFFS AND 
SAVE TIME AND FLOOR 
SPACE BY FILING YOUR 
TARIFFS FLAT 
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Interchangeable and Provide for 
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Write for information, Dept. T-1 


P. A. WETZEL & SON 
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7, and the adult fare of $24 and chil- 
dren’s fare of $12 between Chicago and 
New York/Newark in the 15th, 16th and 
17th revised pages of ‘7 of Agent M. F. 
Redfern’s C.A.B. No. 26, were, or would 
be, unjust and unreasonable. Hearing 
will be assigned later. 





C.A.B. Rules on Motions 
Of ‘Non-Sked’ Carriers 


The Civil Aeronautics Board has is- 
sued an opinion and order on motions 
filed with it in No. 5132, Investigation of 
Large Irregular Carriers and Irregular 
Transport Carriers (T.W., Sept. 29, 1951, 
p. 57). 

The board listed 37 motions and peti- 
tions filed with it, and 15 matters that 
had been submitted to its examiner in 
the proceeding. The board said that 15 
numbered rulings in its opinion and order 
disposed of the various motions and an- 
swers. 


As to the scove of the proceeding, the 
board said it would consider only service 
limited or controlled in such a way that 
it would be “additional and supple- 
mental” to presently certificated service 
and not a mere duplication of such serv- 
ice. It also ruled that it would dispose 
of applications and other issues in a 
single, consolidated proceeding, as it said 
it knew of no provision of the adminis- 
trative procedure act preventing it from 
combining “rule making” and “adjudica- 
tion” in the same proceeding. It also 
said it would consider all the types of 
service involved since there were too 
many common facts to justify separate 
handling. 

Several of its rulings rejected con- 
tentions of the irregular air carriers that, 
by instituting the investigation into their 
operations last September, the board had 
granted an “amnesty on all past of- 
fenses,” and so should not consider those 
prior to September 21, 1951, in connec- 
tion with the question of fitness. The 
board said it had not granted “any gen- 
eral amnesty under which all past of- 
fenses are completely forgiven and for- 
gotten.” It also refused to issue a blanket 
order staying all enforcement cases in- 
volving applicants during pendency of 
the proceeding, and to disregard all 
previous rulings, decisions and inter- 
pretations because of the _ so-called 
“amnesty.” 

As to the large irregular air carriers, 
the board refused to exclude termination 
of existing exemptions since, it said, 
there was the possibility that at the 
close of the case it might deny the ap- 
plications of the large irregular carriers 
and enter any further orders as might 
be found necessary to terminate any 
operating rights derived from its eco- 
nomic regulations, or it might grant new 
operating authority. Whatever it did 
would depend on the findings made and 
conclusions reached on the basis of the 
record, the board said. It also denied 
motions to increase the frequency of 
service authorized, during the pendency 
of the proceeding, and it made clear it 
had consolidated the records of the pro- 
ceedings involving the individual car- 
riers. ‘ 

The board refused to remove con- 
sideration of certificates from the pro- 
ceeding, saying one possible finding 
might be that the service to be au- 
thorized should be by certificate or cer- 
tificates. Exclusion of the certificate 
issued from the proceeding would “en- 
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tail the possibility of leaving us powerless 
to implement our findings when the end 
of this proceeding is reached, thus re- 
quiring still further proceedings,” the 
board added. 


Asked to clarify the relationship of the 
case in which it considered transconti- 
nental coach-type service to the instant 
proceedings, the board said it had indi- 
cated that that case was primarily con- 
cerned with unlimited rather than limit- 
ed service and that part of the case 
concerned with limited transportation 
was deferred for later decision. That 
portion of the case, it said, might be de- 
cided simultaneously with the instant 
proceeding. The board gave applicants 
for individual exemption orders, listed in 
the order of investigation, 15 days from 
January 8 to file applications for cer- 


tificates within the scope of the proceed- ° 


ing. It denied a motion that the investi- 
gation be discontinued, and that there 
be argument on the various motions. 





Air Charter Rates Suspended 


The Civil Aeronautics Board has is- 
sued an order in investigation and sus- 
pension in No. 5244, United Air Lines, 
Inc., involving charter rates and provi- 
sions for non-military traffic which the 
board said were higher than those pro- 
posed to be applied on military traffic. 

Suspended until April 8 were 5th 
revised page 19 and original page 20 of 
United’s passenger charter tariff No. 4, 
C.A.B. No. 19, and rule No. 4.2D, on 
fifth revised page 22, and rates and pro- 
visions on first revised page 28 of 
United’s cargo charter tariff No. 7, 
C.A.B. No. 21. 

The board said that the rates and 
provisions appeared that they might be 
unjust or unreasonable, unjustly discrim- 
inatory or unduly preferential, or un- 
duly prejudicial, for the reason that the 
military rates were lower than the non- 
military rates, although it said carriers 
were prohibited by section 404(b) of the 
civil aeronautics act from charging un- 
equal rates for like services in the trans- 
portation of like traffic under similar 
conditions. 


FMB NEWS 


Replacement for ‘Flying 
Enterprise’ Chartered 


Chairman Cochrane, of the Federal 
Maritime Board, announced that the 
board had granted an application for 
a bareboat charter of a Victory ship to 
the Isbrandtsen Co. to replace the 
“Flying Enterprise,” an  Isbrandtsen 
vessel which was lost in the Atlantic 
last week. 

Kurt Carlsen, captain of the lost 
vessel, was the subject of worldwide in- 
terest as the result of his having re- 
mained on board the “Flying Enterprise” 
until it began sinking. 

The Isbrandtsen Co. said in its charter 
application that it needed a replace- 
ment for the “Flying Enterprise” in 
order to enable it to keep commitment: 
for transportation of cargo between New 
York City and European ports. 

Representative Donovan, of New Yor:, 
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Here's why 


UNITED AIR LINES 


is air cargo 
headquarters 


for business 





and industry 








1. A FLEET OF 136 PLANES! ALL United planes carry 
cargo—including 5-mile-a-minute DC-6 Mainliner 
passenger planes and Cargoliners too. With today’s 
schedules, the most frequent in United’s history, this 
means there’s a United plane waiting for your shipment 
at almost any time of the day or night: 


Ah 





2. UNEQUALLED ROUTE! United is the only airline linking “‘all the East” with the midwest, 
“all the West”’ and Hawaii. Eighty-three cities, the biggest industrial centers in the nation, are 
on United’s Main Line Airway. In addition United can provide fast connecting service to any 


city in this country or overseas! 


3. LOW COST! You save many ways by using United 
—in reduced crating costs, elimination of warehousing, 
lower inventories, lower insurance costs, and faster capi- 
tal turnover. Rates today are at one-quarter of their post- 
war levels! By comparing both direct and indirect costs, 
you'll easily see what a buy United is! 


4. A VERSATILE TOOL! Hundreds of completely dif- 

ferent products are being shipped profitably by United 

Air Cargo today. Shipments up to nine tons are carried 

regular'y: many smaller items, too,weighing a few pounds . 
or a few ounces. And United is a perfect answer for the 

shipper of perishables such as cut flowers and fresh fish. 

For complete details write, or phone your nearby 

United representative. 


UNITED AIR LINES 


Passengers * Mail * Express « Freight * Air Parcel Post 


Cargo Sales Division, 5959 S. Cicero Ave., Chicago 38, lil. 

















































SHIP VIA 


—for dependable freight 
handling and on-time deliv- 
eries, to and from the great 
gateways of the Midwest— 
Chicago, Evansville, St. 
Louis, and Thebes. Ship- 
pers know—freight moves 
on theC & El. 





CHICAGO & EASTERN 
ILLINOIS RAILROAD 


400'twore DIESELS! 


NEARLY 1,500,000 HP pulling for you 
this year——and more on the way — to 


speed your New York Central shipments. 


NEW YORK 
CENTRAL 
SYSTEM 










For helpful counsel, call on 
GM & O! Expertly-staffed 
offices throughout the country. 










on January 15 introduced H.R. 6037, a 
bill that, according to its title, would 
“authorize the sale to the Isbrandtsen 
Co., Inc., of New York, N.Y., of a 


TRAFFIC WORLD 


Victory-type or other suitable vessel to 
replace the steamship ‘Flying Enter- 
prise,’ which was sunk off the coast of 
England on January 10, 1952.” 


COURT NEWS 


‘Union Shop’ Would Deny 
Freedom to Individual, 
Rail Officials Testify 


Testifying in opposition to de- 
mands of the non-operating rail em- 
ploye unions for establishment of 
the “union shop” in the railroad in- 
dustry, at an emergency board 
hearing in Washington, January 14, 
Fred G. Gurley, president of the 
Santa Fe system, said that “no so- 
ciety is truly free which does not 
recognize and protect the freedom 
of the individual to join or refuse to 
join any lawful organization.” 


Mr. Gurley’s presentation marked con- 
tinuance of testimony on behalf of rail- 
road management urging rejection of the 
“union shop” demand of the “non-ops” 
(T.W., Jan. 12, p. 54). 

“As I see it,” said Mr. Gurley, “our 
government by its vote in favor of the 
‘Universal Declaration of Human Rights’ 
in the General Assembly of the United 
Nations has made an unequivocal de- 
claration to the world concerning the 
principles which are of particular in- 
terest to us today.” 

Those principles, he said, included de- 
clarations that everyone had the right 
to freedom of peaceful assembly and 
association; that no one might be com- 
pelled to belong to an association; that 
everyone had the right to work and to 
free choice of employment, and that 
everyone had the right to form and to 
join trade unions. 


‘Coercion and Force’ 


“One of the strong reasons I am op- 
posed to the union shop in the railroad 
industry,” he said, “is because it would 
be an expression of coercion and 
foree «2. 

H. E. Greer, of Philadelphia, Pa., chief 
of personnel of the Reading Co., testi- 
fied before the emergency board January 
15 and was subjected to questioning the 
following day. 

He said that union shop agreements 
would require supervisory, professional, 
technical and confidential employes to 
join and maintain membership in unions. 
Railroad officers and their assistants, he 
said, had “responsibilities to the public, 
to their employes and their investors 
which must be met if the carriers are to 
thrive as privately-owned and profitable 
business concerns, while the unions’ pri- 
mary concern and principal activities are 
directed toward the interest of the em- 
ployes alone.” 

The railroads, he said, were vitally con- 
cerned with such matters as reduction 
of expense through curtailment of over- 
time, elimination of unnecessary and du- 





plicating work, and introduction of im- 
proved methods of operation. However, 
he continued, differences of opinion 
arose between the unions and the people 
charged with the duty and responsibility 
of carrying out the functions of manage- 
ment. He said the unions had been suc- 
cessful in obtaining the right to repre- 
sent, along with “rank and file” em- 
ployes, many who occupied positions that 
were “definitely managerial in nature.” 


Loyalty and Duty 


“So long as union membership is on a 
voluntary basis,” said Mr. Greer, “the 
railroads do not question either the right 
of the organizations to represent or the 
right of individuals to join their labor 
unions. Since the first loyalty of the 
managerial group of employes must be to 
management, they should be free to 
withdraw if at any time or in any way 
they decide that union policies are in- 
consistent with their duty and responsi- 
bility to management.” 

John J. Sullivan, manager of person- 
nel of the Southern Pacific, was on the 
witness stand the afternoon of January 
16 only long enough to identify himself 
as a witness. 

Earlier the emergency board heard tes- 
timony by James W. Oram, of Philadel- 
phia, chief of personnel for the Pennsyl- 
vania Railroad, in which the charge was 
made that the proposed union shop was 
“solely” for the benefit of the unions. 

“Certainly it is not for the benefit of 
the employes who might be required to 
join the union, nor for the benefit of 
those who are discharged because they 
decline either to join or to maintain 
membership, nor is it for the benefit 
of the carrier,” said Mr. Oram. 


He said the unions’ proposal made no 
provision for protection of the carriers 
against liability growing out of partici- 
pation by the carriers in the adminis- 
tration of union shop agreements. 





‘Mo-Pac’ Reorganization 


Taken to Supreme Court 


Review of a federal appeals court de- 
cision affirming a lower court order ap- 
proving a plan of reorganization for the 
Missouri Pacific and certain other rail- 
road companies is sought in a certiorari 
petition filed in the Supreme Court of 
the United States by three petitioners 
who identify themselves as “independ- 
ent” directors of the Missouri Pacific. 


The case is docketed in the Supreme 
Court as No. 527, John V. Farwell III, 
Bolton Sullivan and Cary N. Weisiger, 
Jr., Independent Directors of the Mis- 
souri Pacific Railroad Co., petitioners, v. 
Group of Institutional Investors Hold- 
ing First and Refunding Mortgage 5 
Per Cent Bonds of Missouri Pacific Rail- 
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road Co. et al. The petitioners ask re- 
view of a judgment of the U.S. Court of 
Appeals for the Eighth Circuit, entered 
August 14, 1951. 


One of the contentions in the certior- 
ari petition is that the Court of Appeals 
had no power to approve the Missouri 
Pacific reorganization plan of 1949 be- 
cause, under section 208(a) (5) of the 
bankruptcy act, further proceedings for 
confirmation of the 1949 plan were re- 
quired to be suspended when, on July 
13, 1951, a petition was filed with the 
I.C.C. requesting determination by it of 
changed conditions affecting the 1949 
plan. Nevertheless, the petitioners said, 
the Court of Appeals “proceeded on Au- 
gust 14, 1951, to enter its opinion and 
judgment, approving the old plan.” 


The petitioners said that neither the 
1940 nor the 1944 plans of reorganization 
for the Missouri Pacific (plans which 
failed of consummation) had been re- 
viewed by the Supreme Court. They 
added that “the third attempted plan. of 
1949, offers the first occasion for the Su- 
preme Court to examine the manifold 
controversies hercin.” 


According to the petition, the 1949 
plan “wipes out the present common 
stock and provides only partial recog- 
nition of the claim of the preferred 
stock.” 


“The plan decrees irrevocable forfei- 
tures,” said the petitioners. “Unless such 
grave results are compelled by the facts 
and applicable statutes beyond a rea- 
sonable doubt, every power in law and 
equity should be exerted to avert 
them... ” 











Higher Demurrage Ordered 
By I.C.C. Effective Though 


Not Shown in Rail Tariff 


When a demurrage charge, pub- 
lished in a railroad’s tariff, is in- 
creased by an emergency car service 
order of the Commission, the higher 
demurrage charge goes into effect at 
the time specified in the order, re- 
gardless of failure of the railroad 
immediately to file a new tariff sub- 
stituting the new and higher demur- 
rage charge for the lower one. 


That is the effect of a federal circuit 
court decision that the Supreme Court 
of the United States, by an order deny- 
ing a petition for certiorari, has left 
undisturbed. The Supreme Court’s order, 
issued January 14 in No. 467, Armour & 
Co., petitioner, v. Louisiana Southern 
Railway Co., denied review of a decision 
of the U.S. Circuit Court of Appeals for 
the Fifth Circuit, handed down August 
4, 1951. 

In its certiorari petition, Armour & Co. 
said that in the period from December 
8 to December 16, 1947, it shipped 69 
carloads of fertilizer, for export, via the 
Louisiana Southern from New Orleans 
to the port of Braithwaite, La. The pe- 
titioner said the cars arrived at the 
latter port on schedule, but that the 
vessel did not, and that the fertilizer 
was held in cars on the Louisiana South- 
ern tracks until the ship arrived, where- 
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upon the cars were switched alongside 
the vessel and transfer of the cargo was 
made. 


“Respondent’s tariff, filed with the In- 
terstate Commerce Commission,” Armour 
& Co. told the Supreme Court, “pro- 
vided that where loaded cars were de- 
tained on the carrier’s rails, as these 
cars were, a charge of $2 a day was 
collectible (for each day after the ‘free 
time’ specified in the tariff had elapsed). 
No other charge for this service appeared 
in this or any other tariff. 

“Just prior to the detention of these 
cars, the Interstate Commerce Commis- 
sion concededly acting under authority 
of section 1(15) of the interstate com- 
merce act, entered service order No. 775, 
commanding respondent (and other rail- 
roads) to suspend the $2 charge and sub- 
stitute a $5 charge for the same service 
by filing new tariffs, putting into effect 
the changes ordered. Respondent rail- 
road did not obey that order, dig not file 
the new tariff suspending the $2 charge 
and making effective the $5 charge, until 
after the detention here involved had 
occurred.” 

Armour & Co. contended that it was 
liable only for demurrage charges based 
on the $2 a day set forth in the pub- 
lished tariffs of the Louisiana Southern, 
or a total of $1,062, and said it had 
tendered and offered to pay that amount. 
The Louisiana Southern, it said, sued to 
collect demurrage charges based on $5 a 
day, or a total of $5,801.40. 

The federal circuit court, Armour said, 
decided that the Commission had power 
to set aside, “instanter,” any rate or 
charge named in any tariff and that 








YOUR SHIPMENT GETS THE 
“GREEN LIGHT” AT THE 


Fast St. Louis Gateway 


WHEN INTERCHANGE IS 
HANDLED BY THE TRRA 


BUT — there’s only one way of being sure 
this full measure of interchange efficiency 
will be enjoyed . . 
“TRRA” in bill of lading routings between 

all connections. 


that’s by inserting 


St. Louis 
East St. Louis 
and across the Mississippi River 


Terminal Railroad Association of St. Louis 
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DELTA airFREIGHT 


Per 100 Ibs. 
from to 


Atlanta - Chicago... .. 
New Orleans - Cincinnati. 6.76 
Dallas - Jacksonville.... 8.30 


For complete com- 
modity rates and %& 
schedules, write 
airFREIGHT Depart- 
ment, Delta Air Lines, 
Atlanta, Ga. 








MISSOURI\ 
PACIFIC 
LINES 





SERVING SHIPPERS 
QUICKLY, CONVENIENTLY 


IML Expands with 


Service to Chicago 


Boos 





Terminals: 
CHICAGO e@ DENVER @ SAN FRANCISCO 


OAKLAND-BERKELEY @ SALT LAKE CITY 


Fastest, Most Direct, One-Line Route 
Between Chicago and West Coast 


INTERSTATE MOTOR LINES, INC. 
Home Offices: 











235 West 3rd South, Salt Lake City, Utah 








“any printed schedule (of rates) contrary 
to orders of the Commission is not ef- 
fective.” 

“The statute,” Armour averred, “pro- 
hibits any change in a legally established 
tariff rate for a particular transportation 
service by any means other than the fil- 
ing of a new tariff; the order of the Com- 
mission, as interpreted by the Circuit 
Court, purports effectively and instanter 
to change the rate in question without 
any new tariff. Is this irreconcilable 
conflict to be resolved in favor of the 
statute, or in favor of the Commission’s 
order to the contrary?” 


In its brief in opposition to the cer- 
tiorari petition, the Louisiana Southern 
said that the petition “persists in treat- 
ing the case as if it were an attempt by 
a carrier to charge for transportation 
service at a rate different from a lawfully 
established tariff.” 


“The true fact,” it continued, “is that 
operation of the tariff upon which peti- 
tioner claims to rely had been suspended 
by a valid car service order of the In- 
terstate Commerce Commission... . 


“Secondly, the statement is incor- 
rect because it refers to the suit as an 
action at law to recover for a ‘trans- 
portation service,’ whereas the suit is 
for demurrage charges for ‘car service’ 
as prescribed by service order 775 of the 
Commission. These demurrage charges 
were not based upon some transporta- 
tion service rendered by the carrier, but 
arose because the shipper, Armour & Co., 
elected to use the freight cars for stor- 
age purposes instead of promptly un- 
loading them on arrival at Braithwaite. 
The duty of unloading such shipments 
rested upon Armour & Co.... 


“The decision of the Circuit Court was 
that service order 775 was a valid exer- 
cise of emergency power granted to the 
Commission; that as such it had the 
force of law and that reproduction 
thereof in a railroad’s tariff was not 
necessary to make it effective. That is 
exactly what this (the Supreme) Court 
held in United States v. Michigan Port- 
land Cement Co., 270 U.S. 521... .” 


State Regulation of Airlines 


Two airlines, contesting action taken 
by the Public Utilities Commission of 
California in the exercise of jurisdiction 
over their intrastate passenger fares, 
were unsuccessful in efforts to obtain 
reversal by the Supreme -Court of the 
United States, of a decision of the Su- 
preme Court of California adverse to 
the airlines. The US. Supreme Court, 
by a per curiam decision, granted the 
California commission’s motions to dis- 
miss the appeals in No. 464, United Air 
Lines, Inc., appellant, v. Public Utilities 
Commission of California, and No. 465, 
Western Air Lines, Inc., v. Same. Dis- 
missal of the appeals was ordered by 
the U.S. Supreme Court “for want of a 
substantial federal question.” The court 
said that Justices Black and Burton 
were of the opinion that probable juris- 
diction should be noted. United and 
Western contended, on appeal, that the 
California commission had acted beyond 
its authority in holding that the air- 
lines could not raise their air passenger 
fares in California without showing to 
the commission that such increases were 
justified and in ordering reparation of 
certain fares to certain passengers as 
set forth in the commission’s order of 
April 24, 1951. 








LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Paul, Minn. Copy- 


Publishing Company, St. 
Publishing Company. 


right, 1947, by West 


Loss of or Injury to Goods 


Court of Appeal of Louisiana. Orleans 


In consignee’s action against carrier 
for water damage to merchandise, fail- 
ure of consignee to make proof that 
carrier received merchandise from ship- 
per in good condition was fatal to his 
case. Interstate Commerce Act, Sec. 20 
(11), 49 U.S.C.A. Sec. 20(11). 

A delivering carrier of interstate ship- 
ment is liable, at destination at time 
delivery should have been made, for full 
damage to goods caused in transit by 
it or by any of the common carriers 
to which such property may be deliv- 
ered or over whose line such property 
may pass. Interstate Commerce Act. 
Sec. 20(11), 49 U.S.C.A. Sec. 20(11). 


In order for consignee to make out a 
prima facie case against carrier for 
damage to goods sustained in transit, 
he must prove receipt of goods by car- 
rier in good order and condition, that 
the shipment arrived in damaged con- 
dition, and amount of loss. 


In consignee’s action against carrier 
for water damage to merchandise, car- 
rier did not have burden of producing 
bill of lading showing that goods were 
in damaged condition when shipped and 
failure to produce such bill of lading 
raised no implication that goods were 
in good condition when shipped. 


A carrier is not required to note con- 
dition of a shipment on its freight bill. 


Fact that no notation was placed on 
freight bill noting that shipment was 
in damaged condition when received for 
shipment did not raise any implication 
that shipment was in good condition 
when so received. (Yuseph v. Acme 
Fast Freight, 54 So. 2d 866) 





MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 
a in federal courts, for vio- 
ations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below. 














Nebraska district, Omaha division, at 
Omaha. Union Transfer Co., dba Union 
Freightways, Omaha, on December 27, 
1951, was fined $200 following entry of 
its plea of nolo contendere to an informa- 
tion charging it with! operating as a 
common carrier for compensation with- 
out a Commission certificate. The fine 
and costs were paid. 

” * * 


Massachusetts district, at Boston. Hem- 
ingway Brothers Interstate Trucking Co., 
New Bedford, Mass., on January 7, was 
fined $3,460 following entry of its plea 
of nolo contendere to an information 
charging it with operating as a common 
carrier of property for compensation 
without a Commission certificate; with 
granting rate concessions to shippers: 
with filing. false monthly hours of serv- 
ice reports with the Commission; with 
failing to have in its files doctors’ cer 
tificates of physical examination for nev 
drivers; with failing to report acciden:s 
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within the prescribed period; and with 
operating a vehicle without a fire ex- 
tinguisher: in place. The fine was re- 
quired to be paid. 

* * * 

New York southern district, at New 
York. Smith’s Transfer Corporation of 
Staunton, Va., Staunton, Va., on Jan- 
uary 3, was fined $250 following entry 


Four Senators Advocate 
Immediate Action by U.S. 


For Seaway ‘Partnership’ 


Immediate action by Congress to 
insist on “joint partnership and joint 
control” of the proposed St. Lawrence 
seaway by the United States and 
Canada was urged by Senator Aiken, 
of Vermont, and by three other sena- 
tors in speeches they made in the 
Senate. 


Senator Ferguson, of Michigan, one 
of the speakers in support of U.S. par- 
ticipation in the seaway project, ex- 
pressed regret that President Truman, in 
his “state of the Union” message to 
Congress on January 8, had “failed to 
clearly charge this Congress’ with 
specific duties in regard to” the St. 
Lawrence seaway development. Others 
who spoke in the Senate as proponents 
of a U.S.-Canadian “partnership” in the 
seaway were Senators Thve, of Minne- 
sota, and Wiley, of Wisconsin. 

Senator Aiken said that one of two 
recent enactments of the Canadian 
Parliament authorized construction of 
the St. Lawrence seaway as an all- 
Canadian canal and that the other au- 
thorized the province of Ontario to build 
the St. Lawrence power project at the 
International Rapids section. 


“Canadian Bill No. 33, approved by 
Parliament in December,” Senator Aiken 
continued, “authorizes the creation of a 
Crown Company, called the St. Lawrence 
Authority, with power to borrow $300,- 
000,000 to construct an all-Canadian sea- 
way. Fortunately, the Parliament had 
the wisdom to provide that this corpora- 
tion may cooperate with the United 
States in a joint project, if the Congress 
authorizes such participation. However, 
the Crown Co. is ready to put up the 
necessary money to build the all-Ca- 
nadian seaway if we decline to cooperate. 

“Bill No. 34 approves a contract be- 
tween the federal government of Canada 
and the province of Ontario, authoriz- 
ing the province to build the St. 
Lawrence power project in conjunction 
with an appropriate United States 
agency. 


F.P.C. Licensing of Power Project 


“It is my understanding .. . that the 
project may be authorized by license 
from the Federal Power Commission 
and approved by the International Joint 
Commission under the Boundary Waters 
Treaty af 1909 without further congres- 
Sional action. Then Canada will be in 


of its plea of guilty to an information 
charging violations of the explosives reg- 
ulations. The fine was required to be 
paid. The defendant, a common carrier, 
was charged with transporting dangerous 
inflammable liquids without the vehicle 
used being marked or placarded to show 
that it was transporting such dangerous 
liquids. 


» 


TRANSPORTATION 
LEGISLATION 


position to proceed with an all-Canadian 
seaway. 

“This farsighted action of the Parlia- 
ment of Canada... makes the con- 
struction of the St. Lawrence seaway 
and power project inevitable in the very 
near future. 

“The only question that faces the 
Congress in this session is whether we 
will have the foresight to insist upon 
joint partnership and joint control of 
this vital artery of commerce and mili- 
tary transport. 

“The eastern railroads, and power 
companies, and allied interests, which 
have for years frustrated the efforts of 
the government and the people to secure 
the construction of this vital project, 
are now crying that Canada is bluffing 
and that we should not be a partner to 
this proposition. They are determined 
to use every stratagem to frustrate not 
only the United States, but also Canada. 
They have succeeded up to now in 
placing road blocks in the way of con- 
gressional approval. 


Fears Alienation of Canada 


“The result is that we now run the 
danger of alienating the friendship and 
cooperation of the one ally in the world, 
Canada, which is in a position to con- 
tribute great material wealth to the 
joint defense effort of the North Atlantic 
Treaty nations. ... 


“During the debates on the foreign 
aid bill last fall, several members of the 
(Senate) foreign relations committee 
promised to expedite consideration of the 
St. Lawrence measure so that the Senate 
of the United States would have an op- 
portunity to pass on it early in this 
session. 


“The time to keep that promise is now. 
We must have action without delay.” 

Senator Aiken inserted in the Congres- 
sional Record of January 10 the text of 
each of the two acts of the Canadian 
Parliament that he discussed. 


Remarks by Other Senators 


Senator Ferguson said he could not 
see how a country like the United States 
could “meekly allow a forfeiture of. re- 
sponsibility and control” over the ‘St. 
Lawrence seaway, and added that “we 
cannot, we must not, let this opportunity 
Slide by default.” Senator Thye said it 
was “in the national interest” that Con- 
gress approve a program of joint part- 
nership with Canada in construction of 
the seaway. 


Senator Wiley said that, in the absence 
of joint action by the United States with 
Canada in building the seaway, “Canada 
will receive the tolls from the canal; and 
she will impose whatever tolls she wishes 
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“Salubrious climate at Los Angeles Harbor 

permits us to load or discharge cargo any 

day in the year. Cargo can be stored in 
open areas the year around.” 


Captain FRANK A. JOHNSON 
MATSON NAVIGATION CO 
LES 40 years ot sea 
pia ae 
WAVAAARAVABABAL' 
LOS ANGELES 
HARBOR 
Board of Harbor Commissioners, 


CITY OF LOS ANGELES 
City Hall, Los Angeles 12. Calif. 











It’s easy to put your finger on the 
reason why so many shippers say, 
“Ship it via Southern.’ The point 
is—they know from experience 
the Southern Railway gives the 
best in dependable. efficient service 
to, from and within the South. 


RAILWAY SYSTEM 


If Your Food Product Re- 
quires Refrigerated Trans- 
portation, Contact Our 
Office Nearest You for 
Rates and Information. 


Mathews Trucking Corp. 


Executive Office 
Ontario, New York 
Phone 4751 


Terminal Offices in 
Boston Detroit 
Chicago Jersey City 
Cincinnati Memphis 
Cleveland Salisbury 











to impose, because she will be in total 
control of the canal.” He said Canada 
knew that iron ore from Labrador would 
be moved through “the St. Lawrence 
canal and waterway” to cities in the mid- 
dle west of the United States. He stated 
that he had written a letter, January 9, 
to Chairman Connally, of the Senate for- 
eign relations committee, “insisting that 
in the very near future the resolution 
regarding the St. Lawrence seaway and 
canal be voted out of the committee, so 
that on this floor we can be counted on 
one side or the other in regard to where 
we stand on this subject .. .” 


Chevrier Defends Canadian 
St. Lawrence Seaway Plan 


Special Correspondence from Ottawa, Canada 


Transport Minister Lionel Chevrier, in 
a nation-wide radio broadcast said com- 
pletion of the St. Lawrence seaway 
“holds incalculable prémise for the eco- 
nomic development of the whole nation.” 


His speech contained no new informa- 
tion of Canadian government plans for 
pushing on with the project but was ap- 
parently intended to answer criticism in 
the far west and the far east that bene- 
fits from the seaway would all accrue to 
the central part of the country. 


An all-Canadian seaway, Mr. Chevrier 
said, would cost the government of 
Canada $250,000,000, a considerable ex- 
penditure but one which would be re- 
covered from tolls on shipping. It would 
not be a gift to anyone, least of all to 
the United States. The expense would 
be borne by the users and beneficiaries 
of the waterway. 


“It is well within our resources,” he 
said. “In fact the project is no greater 
than others that have been undertaken 
in the past. Canada has already spent 
over $300,000,000 in providing the ship 
channel below Montreal, the 14-foot 
canals into Lake Ontario the Welland 
Ship Canal and a lock at Sault Ste. 
Marie. Most of these expenditures date 
back to years when a dollar meant a 
good deal more than it does today and 
when Canada was much poorer in mate- 
rial resources. The work and material 
that went into the Welland Canal alone 
would cost a good deal more than $250,- 
000,000 today.” 





Hearing on I.C.C. Nominations 


Chairman Johnson, of the Senate 
interstate and foreign commerce com- 
mittee, has announced that the com- 
mittee will consider, in a hearing on 
January 23, the nominations of Com- 
missioners Alldredge and Mahaffie for 
reappointment as members of the Com- 
mission, for terms expiring December 
31, 1958 (T.W., Jan. 12, p. 13). 





Joint Postal Service Committee 


Vice President Barkley has appointed 
Senators Johnston, of South Carolina, 
Underwood, of Kentucky, and Carlson, 
of Kansas, as members of the joint con- 
gressional committee on postal service 
created by a provision of the postal rate 
readjustment law signed by the Presi- 
dent October 30, 1951—Public Law 233, 
Eighty-second Congress. The committee 
is to consist of three members of the 
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Senate and three members of the House, 
chosen from the Senate and House com- 
mittees on post office and civil service. 


Sen. Johnson Introduces 19 
Bills, 16 ‘By Request,’ to 
Revise Transportation Law 


Senator Johnson, of Colorado, 
chairman of the Senate interstate 
and foreign commerce committee, 
has introduced 19 bills to amend ex- 
isting transportation laws, princi- 
pally the intertsate commerce act. 


Sixteen of the bills that Chairman 
Johnson introduced bore the parentheti- 
cal notation “(by request)” to show that 
the measures were not his own legisla- 
tive proposals and that he was placing 
them in the legislative hopper without 
committing himself to support them, but 
with a view of possible consideration of 
those bills in public hearings. 

Three of the bills were introduced by 
Chairman Johnson for himself and 
Senator Bricker, of Ohio. Those meas- 
ures were identified by number and title 
as follows: 

S. 2355, a bill to establish the finality 
of contracts between the government 
and carriers of passengers and freight 
subject to the interstate commerce act. 
(It was stated that it was the purpose 
of this bill to prevent the government, 
by complaint to the Commission, from 
assailing the rates on government traf- 
fic established under “bargaining” pro- 
cedure between the government and the 
carriers pursuant to section 22 of the 
interstate commerce act.) 


Truck Size and Weight Bill 


S. 2362. A bill to establish maximum 
dimensions and weights for motor ve- 
hicles operating subject to the interstate 
commerce act. 

S. 2365. A bill to authorize the Bureau 
of Public Roads to conduct an investi- 
gation to determine the portion and 
type of public road taxes which should 
be assessed against various types and 
weights of motor vehicles. 

The bills introduced by Chairman 
Johnson “by request” were identified by 
number and title as follows: 

S. 2348, to amend the procedure of 
the Interstate Commerce Commission. 
(This bill contains provisions, among 
others, under which the Commission 
might delegate work, business or func- 
tions to a board composed of an em- 
ploye or employes of the Commission 
with full discretion as to the number 
and selection of such employes, and it 
would not be necessary for a party dis- 
satisfied with a decision emanating from 
the Commission to pursue all of the 
remedies for rehearing or reconsidera- 
tion at the hands of the Commission 
before going to court.) 

S. 2349, to extend to common carriers 
by motor vehicle the long- and short- 
haul provisions of the interstate com- 
merce act. 

S. 2350, to amend the interstate com- 
merce act by placing with the Commis- 
sion the function of fixing compensatio1: 
for emergency car service. 

S. 2351, to amend the interstate com- 
merce act by requiring that considera- 
tion be given to the investment in al! 
types of transportation providing simila® 
service in the issuance of certificate 
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of public convenience and necessity au- 
thorizing new rail, motor, or water 
service or extensions of such services. 

S. 2352, to establish annual license fees 
for services rendered by the Interstate 
Commerce Commission. (The bill would 
require each carrier subject to the inter- 
state commerce act to pay to the Com- 
mission an annual fee in an amount to 
be determined by the Commission, for 
its certificate, permit, or license.) 

S. 2353, to extend the records and re- 
ports pruvision of the interstate com- 
merce act to persons furnishing locomo- 
tives. 

S. 2354, to amend the interstate com- 
merce act by requiring the Commission 
to consider, in stock modification plans, 
the assets of controlled or controlling 
stockholders. 

S. 2356, to authorize the Interstate 
Commerce Commission to make manda- 
tory the installation of certain railroad 
communication systems. 

S. 2357, to amend the interstate com- 
merce act to restrict the application of 
the agricultural and fish exemption for 
motor carriers. 

S. 2358, to amend the interstate com- 
merce act by establishing certain rules 
for the operation of irregular common 
carriers by motor vehicle. (This bill 
would permit each motor common carrier 
holding “irregular route” authority from 
the Commission to travel over any un- 
specified route or between unspecified 
termini and serve indiscriminately the 
territory for which it held irregular route 
authority, but the carrier would not be 
permitted to lead shippers to believe 
that they might rely on it for regular 
service over any route or between any 
termini.) 

S. 2359, to remove the limitation from 
the right of the Commission to suspend. 
change, or revoke certificates, permits or 
licenses issued to motor carriers, for will- 
ful failure to comply with the act or 
with orders, rules or regulations pro- 
mulgated thereunder. 


Motor Carrier Securities 


S. 2360, to amend the interstate com- 
merce act so as to increase the amounts 
of securities issued by motor carriers 
without regulation by ‘the Commission. 
(The exemptions would be increased 
from $500,000 to $1,500,000 in the case of 
securities, and from $100.000 to $500.000 
in the case of notes maturing within two 
years.) 

S. 2361, to require supervision by the 
Commission of the operations of contract 
carriers. (The bill would give the Com- 
mission the powers, among others, of re- 
viewing and changing the status of ex- 
isting contract carriers and of taking 
action to clarify the responsibilities and 
Obligations of the motor carrier to the 
public.) 

S. 2362, to amend the interstate com- 
merce act to restrict certain operations 
of private carriers by motor vehicle. 
(The bill would restrict private carriers 
from transporting any property for com- 
pensation other than property within 
the scope of their respective primary 
businesses). 


S. 2364, to authorize the Commission 
to revoke or amend, under certain con- 
ditions, water carrier certificates and 
permits. (The bill would make applicable 
to water carriers subject to part III of 
the act the provisions of other parts of 
the act, for revocation or suspension of 
Operating permits and certificates, that 
how apply to other types of carriers. 


S. 2366, to amend section 203(b) of 
the interstate commerce act. (This is 
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described as a “technical” amendment, 
requiring no special justification.) 

All the 19 bills introduced by Chair- 
man Johnson were referred to the Sen- 
ate interstate and foreign commerce 
committee. 

Efforts to obtain information as to 
who had asked for the measures that 
were introduced “by request” yielded the 
advice that in most cases the makers 
of the requests probably could not be 
identified specifically, but that the “re- 
quest” bills had been written so as to 
incorporate various suggestions made 
by witnesses as hearings conducted by 
the domestic land and water transporta- 
tion subcommittee of the Senate inter- 
state and foreign commerce committee 
pursuant to S. Res. 50 in the Ejighty- 
first and Eighty-second Congresses. 

Two of the bills, it was stated, were 
sponsored by the Interstate Commerce 
Commission. One of those two was S. 
2348; the other was S. 2353. The latter 
bill includes a provision by which per- 
sons furnishing locomotives to railroads 
would be subjected to the same penalties, 
for violation of paragraph (6) of sec- 





Bureau Says 69 Per Cent 
Of Rail Tonnage Moved at 
Interstate Rates in 1950 


The Commission’s Bureau of Trans- 
port Economics and Statistics says 
that about 69 per cent of the tonnage 
for all railroad traffic moved at in- 
terstate rates in 1950, and that this 
accounted for about 89 per cent of 
the total revenue. 


The bureau’s Monthly Comment on 
Transportation Statistics for January, 
issued as information not considered or 
adopted by the Commission, contained 
tables showing for the year 1950 the 
amount of carload traffic moving on in- 
terstate rates in total and by territories 
and a further distribution of the inter- 
state traffic by type of rate. The publi- 
cation said the data were tabulated from 
a one per cent carload waybill sample 
of traffic terminated by Class I railroads 
and were distributed according to the 
type of rate as reported by these carriers. 


Traffic Tonnage Data 


“About 69 per cent of the tonnage for 
all traffic moved at interstate rates and 
this accounted for about 89 per cent of 
the total revenue,” said the bureau. “The 
percentage of interstate traffic moving 
intraterritorially ranged from 79 per cent 
of the tonnage and 85 per cent of the 
revenue within Western Trunk Line to 
36 per cent of the tonnage and 71 per 
cent of the revenue in Mountain Pacific. 
About 70 per cent of the tonnage in 
Official Territory moved on interstate 
rates accounting for about 85 per cent 
of the revenue within that territory. 

“Ninety-one per cent of the total ton- 
nage including interterritorial traffic 
moved on commodity rates and about 7 
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cars and protective service. 

From Senate interstate and foreign 
commerce committee sources it was 
learned that no date for the beginning 
of hearings on the 19 new transportation 
bills or on similar pending legislation 
had been discussed by the committee 
members. It was said that drafts of 
three or four additional transportation 
measures were in the hands of Senator 
Bricker, but that he had not indicated 
whether he planned to introduce them. 





Revised I|.C. Act Available 


The interstate commerce act, together 
with text of supplementary acts and re- 
lated sections of various other acts, re- 
vised to November 1, 1951, may now be 
obtained at $1.50 a copy (paper) from 
the Superintendent of Documents, U.S. 
Government Printing Office, Washing- 
ton 25, D.C. The publication is desig- 
nated “82d Congress, 1st Session ... 
Senate Document No. 72.” It consists 
of 612 printed pages. 


per cent on exceptions ratings, these two 
categories representing 79 per cent and 
15 per cent, respectively, of the revenue. 
In contrast only about 1 per cent of the 
total tonnage of interstate traffic moved 
on classification ratings but this tonnage 
accounted for approximately 4 per cent 
of the interstate revenue. Less than a 
half per cent of the tonnage moved on 
types of rates other than the foregoing 
three such as all commodity rates and 
section 22 quotations, although this traf- 
fic accounted for about 2 per cent of the 
revenue. 

“Within the territories, the largest per- 
centage of classification rated traffic 
moved in Official Territory with some- 
what over 1 per cent of the tonnage and 
about 5 per cent of the revenue. There 
was also relatively heavy traffic taking 
exceptions ratings in this territory, ap- 
proximately 9 per cent of the tonnage 
and 20 per cent of the revenue. The 
highest percentage of movement on com- 
modity rates was in Mountain Pacific 
Territory, these rates accounting for 97 
per cent of the tonnage and 93 per cent 
of the revenue, with correspondingly 
small movements on classification, ex- 
ception and other ratings. A somewhat 
higher proportion of movement on ‘other’ 
rates occurred in this territory than in 
others.” 


Ton-Miles, Revenues, Expenses 


A table showed for Class I line-haul 
railways a comparison of the gross ton- 
miles of all cars, contents, and cabooses 
in both freight and passenger services 
with the carriers’ operating revenues and 
operating expenses for the years 1940- 
1950, and the first 10 months of 1950 and 
1951. With the year 1940 taken as 100, 
the index of gross ton-miles reached 2 
peak of 168 in the war year 1944, re- 
mained at relatively high levels in th¢« 
four succeeding years, dropped to 126 i: 
1949, but increased to 134 in 1950, saic 
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the bureau. It added that for the first 
10 months of 1951, the gross ton-mile 
total was 7.1 per cent above that of the 
same period in 1950. 

In the period 1940-1950, it said, both 
the operating revenue and operating ex- 
pense indexes reached their peak in 1948. 
The bureau said it appeared likely that 
both revenues and expenses would reach 
all-time peaks in 1951. Gross ton-mile 
figures were not yet available for No- 
vember, 1951, it said. 


Freight Operating Efficiency 


Selected freight train service operating 
averages of class I steam railways based 
on data for the first ten months of 1951, 
1950, 1944, 1939 and 1929 were shown in 
a table. 

“Because of an increase in traffic vol- 
ume, freight traffic density (‘net ton- 
miles per mile of road per day’) for the 
1951 period was 11 per cent above that 
of 1950,” the bureau said. “This 1951 
‘average density’ was 97 per cent above 
that of 1939 and 45 per cent above the 
1929 figure although 13 per cent below 
the average of the peak 1944 war year. 
Four important indicators of freight car 
utilization, ‘car-miles per freight car 
day,’ ‘net ton-miles per freight car day,’ 
‘net ton-miles per loaded car-mile’ (aver- 
age load), and ‘per cent loaded of freight 
car miles,’ were more favorable in the 
1951 period than in 1950 .. .” 


Rail Employe Compensation 


A bureau table set forth the average 
straight time hourly compensation of 
employes of Class I, line-haul railways, 
excluding executives, officials and staff 
assistants, for the years 1939-1950 and 
for the first 10 months of 1951. Index 
numbers, with the average straight time 
earnings an hour for the year 1939 used 
as a base, were also given. For the year 
1950 the average compensation an hour 
was 114.0 per cent above that of 1939, 
said the report. The January-October 
1951 average of $1.682 an hour was 133.3 
per cent above the average of $0.721 for 
the year 1939, it said. The report con- 
tinued: 

“Largely as the result of postwar wage 
awards which became effective during 
the years 1946-1951, the average straight 
time earnings per hour increased from 
$0.916 in 1945 to $1.682 in the first 10 
months of 1951 or 83.6 per cent. The 
1946-1951 averages only partly reflect the 
size of the wage increases granted during 
those years due to the fact that the in- 
creases became effective on varying dates. 

“The total payroll of class I roads 
reached an all time high of $4,769 mil- 
lion in 1948, an amount which was 49.3 
per cent of the carriers’ total operating 
revenues for that year. In 1950 the pay- 
roll totaled $4,594 million and this figure 
was 48.5 per cent of the revenues. For 
the period January-October 1951, how- 
ever, the payroll absorbed 50.7 per cent of 
the carriers’ revenues. This proportion, 
however, was substantially below the 54.7 
per cent of revenues in 1946 before the 
several increases in railway rates, fares 
and charges which have been authorized 
Since that year.” 


Rail Coal Traffic 


The bureau report included a table 
setting out the number of tons of bitumi- 
hous coal originated on Class I line-haul 
tailways and the amount of gross freight 
revenue (revenue before absorptions or 
corrections) reported on such traffic for 
the pre-war year 1940, and for the post- 
wer years 1946-1950. Similar data were 
also given for the first six months of 1950 
and 1951. 




























































“In each of the postwar years,” said 
the report, “the volume of bituminous 
coal traffic exceeded the 2983 million 
tons reported in 1940. The increases 
ranged from about 2 per cent in 1949 to 
49 per cent in 1947. For 1950 the increase 
was 21 ver cent and the traffic in the 
first half of 1951 exceeded that of the 
same period in 1950 by 14.3 per cent.” 

It said the revenue from the coal traf- 
fic was also much higher in the postwar 
years than in 1940. 

Presenting figures for average circuity 
by major commodity groups and short- 
line length of haul, the bureau said the 
average circuity in 1947 for animals and 
products was far below that of any 
other commodity group in each compar- 
able mileage block as well as overall. 

“On the other hand,” it continued, 
“although manufactures and miscel- 
laneous shows average circuity of 15 per 
cent, which is above the average for all 
commodities and higher than that of any 
other of the four commodity groups, the 
figures for this group, by mileage blocks, 
regularly exceed only those for products 
of forests in addition to animals and 
products. In the three blocks under 200 
miles, the average circuity for products 
of agriculture is equal to or greater 
than that for manufactures and miscel- 
laneous. Similarly, in two of the three 
high mileage blocks from 600 miles up, 
the percentage of circuity for products 
of mines exceeds those for manufactures 
and miscellaneous. 

“The percentage of circuity for manu- 
factures and miscellaneous also shows a 
rather consistently declining tendency 
throughout the entire series of mileage 
blocks used. There is a somewhat simi- 
lar tendency, though less regular, in 
products of agriculture. This declining 
tendency is somewhat more pronounced 
in the blocks from 600 miles up for manu- 
factures and miscellaneous, products of 
forests, and animals and products.” 





Growth of U.S.-Flag Fleet 
Of Tankers in 1951 Noted 


As of January 1, 1952, privately-owned 
oceangoing tankers operated under the 
United States flag totaled 457 vessels of 
an aggregate of 6,806,286 deadweight 
tons, constituting “the world’s largest 
tanker fleet under any national flag,” 
according to a research report issued by 
the National Federation of American 
Shipping, Inc., Washington, D.C. 

“The 1952 level is nine vessels and 
approximately 133,000 deadweight tons 
above that of January 1, 1951, which 
totaled 448 vessels of 6,672,600 dead- 
weight tons,” said the N.FAS. “The 
increase in size during 1951 was the 
result of purchase from the Maritime 
Administration of 11 Liberty tankers 
of 116,795 deadweight tons, and the ad- 
dition by new construction of two 
super-tankers of 60,310 deadweight tons. 
Additions, therefore, totaled 13 tankers 
of 177,105 deadweight tons. In the 
same period, one tanker of 9,282 dead- 
weight tons was scrapped, two ‘over-age’ 
tankers totaling 26,702 deadweight tons 
were sold abroad, and one small old 
tanker of 17,435 deadweight tons was 
transferred to Great Lakes operation.” 


The N.F.A.S. showed that the number 
of oceangoing vessels in the privately- 
owned U.S.-flag tanker fleet had risen 
from 399 on January 1, 1939, to 490 at 
the beginning of 1949 and had then 
dropped to 461 at the beginning of 1950. 
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It said that “less than 8 per cent of our 
tanker tonnage is 20 years old or older, 
as compared with over 25 per cent in 
that agé category for the foreign tank- 
ship fleet.” About 4 million tons had 
been operating in the coastal and inter- 
coastal trade in the last few years, and 
slightly less than 100,000 tons in the 
non-contiguous trade, while over 1.3 
million tons of the U.S. tanker fleet 
were operated in the U.S. foreign trade 
as of January 1, 1952, the N.FAS. 
stated. 


Rail 1950 Depreciation 


The Commission’s Bureau of Transport 
Economics and Statistics has issued a 4- 
page statement, No. 522, Recorded De- 
preciation and Amortization, Class I 
Line Haul Railways, Including Their 
Lessors and Proprietary Companies, De- 
cember 31, 1950. The statement, issued 
as information not considered or adopted 
by the Commission, gave the recorded 
depreciation and amortization of the 
Class I roads for the United States as 
a whole as $6,823,298,043. The total was 
broken down by districts, regions, and 
railroads. The largest district total, 
that of $2,760,795,984 for the Eastern Dis- 
trict, included $182,845,564 for the New 
England Region, $1,170,448,297 for the 
Great Lakes Region, and $1,407,502,123 
for the Central Eastern Region. 


November Truck Sales 


New truck registrations totaled 76,517 
in November, a sharp drop from the 
92,281 units registered in October, R. L. 
Polk & Co., Detroit, announced. 

“Even if December new truck regis- 
tration pass the 75,000 mark, the total 
for the year will end up short of the 
million mark, as compared with 1,142,307 
new trucks registered during 1950, and 
1,035,174 new trucks registered in 1948,” 
said Polk. 


New passenger car registrations for 
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November, it said, totaled only 332,099, 
the lowest for any single months since 
February, 1949. 


Car Surplus Reported ‘Low’ 
For Week Ended January 5 


U.S. railroads reported an average 
daily surplus of 13,621 freight cars and 
an average daily shortage of 2,397 freight 
cars for the week ended January 5, which 
included the New Year holiday, accord- 
ing to the car service division of the 
Association of American Railroads. 


While representing an increase of 2,- 
367 cars over the total registered for the 
previous week (T.W., Jan. 12, p. 58), the 
surplus was the lowest for any compa- 
rable period on record with the car serv- 
ice division for the last 30 years except 
for intervening periods in 1947 and 1951, 
Officials said. The intervening periods 
were the weeks of January 4, 1947, when 
the surplus was 3,915, and January 6, 
1951, when the surplus stood at 7,674. 


The total surplus for the week ended 
January 5 this year was made up as fol- 
lows: Plain box, 3,947; auto box, 708; 
gondola, 1,291; hopper, 1,221 (includes 
315 covered); stock, 2,599; flat, 542; re- 
frigerator, 3,108, and miscellaneous, 205. 

The total shortage for that period con- 
sisted of 842 plain box, 827 gondola; 532 
hopper, 8 stock, 126 flat, 52 refrigerator, 
and 10 miscellaneous cars. Reports of 
the carriers showed no shortage of auto 
box cars. 


Canadian Motor Revenues 


Revenues of Canada’s provinces and 
territories from motor vehicle registra- 
tions, operating licenses, gasoline taxes, 
infractions of highway regulations, and 
miscellaneous sources relating to the 
highways rose to a new high figure in 
1950, aggregating $22,314,266 as against 
$196,040,170 the previous year, an in- 
crease of more than 13 per cent, ac- 
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cording to a weekly bulletin, dated Jan- 
uary 11, distributed by the Canadian 
Department of External Affairs, Ottawa, 
Canada. 

The largest part of the total revenue 
increase was due to a rise of $17,312,269 
or 12.5 per cent in revenue from gasoline 
tax, which totaled $155,146,585, account- 
ing for nearly 70 per cent of all reve- 
nues. Other revenue from registrations, 
licenses, etc., totaled $67,167,681, up 15.4 
per cent from $58,205,854 the previous 
year. Revenues from registrations of 
passenger automobiles amounted to $25,- 
066,245 in 1950 and of trucks to $25,275,- 
405, while driver ‘licenses yielded $4,- 
096,470 and chauffeur licenses, $1,523,126. 


Army Orders 3,298 Cars 


The Transportation Corps of the USS. 
Army has ordered 2,000 box cars, 681 low 
side gondolas, and 617 flat cars, accord- 
ing to the Pressed Steel Car Co., which 
will build the cars in its Mt. Vernon, Iil., 
plant, and ship them to the Transpor- 
tation Corps depot at Marietta, Pa. 


N.P. ‘52 Improvement Program 


The Northern Pacific Railway’s con- 
tinuing improvement program calls for 
expenditures of approximately $21,000,- 
000 in 1952, President Robert S. Mac- 
farlane announces. About a third of 
this amount will go for new freight cars. 
The program calls for construction at 


the company’s Brainerd, Minn., shops 
of 1,000 box cars, 200 70-ton ore cars 
and 50 steel cabooses and purchase from 
suppliers of 250 gondolas, at a total 
cost of approximately $8,400,000. 

Heavy repair and maintenance of cars 
will continue at various N.P. shops, ac- 
cording to Mr. Macfarlane. The road 
will purchase 17 diesel freight, pas- 
senger and switching locomotives, cost- 
ing about $3,500,000, all to be in service 
in the first quarter. Laying of new rail 
and rock ballast on the main line will 
cost $6,200,000. 


Mid-December Rail Employment 


Class I steam railways, exclusive of 
switching and terminal companies, had 
a total of 1,243,095 employes at the mid- 
dle of December, 1951, according to a 
statement of the Commission’s Bureau 
of Transport Economics and Statistics. 

It said the total represented a 2.66 
per cent decrease as compared with the 
total number of employes in mid-Decem- 
ber, 1950, and a 1.20 per cent decrease 
as compared with the total employed at 
the middle of November, 1951. 

The mid-December, 1951, total was 
broken down as follows: Executives, offi- 
cials, staff assistants, 15,611; professional, 
clerical, general, 209,682; maintenance of 
way and structures, 229,632; maintenance 
of equipment and stores, 360,091; trans- 
portation (other than train, engine, 
yard), 150,368; transportation (yardmas- 
ters, switch-tenders, hostlers), 16,109; 
transportation (train and engine serv- 
ice), 261,602. 


NEW SERVICES AND PRODUCTS 
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Fruehauf Develops Special 


Van for Hauling Explosives 


The Fruehauf Trailer Co. has an- 
nounced development of a special van 
for hauling explosive powder which, it 
said, had received universal acceptance 
by both government and privately op- 
erated plants throughout the country. 

The van was developed, it said, as a 
result of World War II experience with 
tne hazards of hauling explosive powder. 
About 3,000 of these vans were now in 
service, according to a company official, 
and they incorporated “every possible 
Safety provision to eliminate hazards 
to the operator and to the cargo.” 

All surfaces of body interiors are of 
hon-sparking metals, and walls and doors 
are lined with laminated wood fastened 
With brass screws. Brass bolts are used 
° fasten the oak floor to the steel sub- 

oor. 

Unloading is said to be an easy op- 
fration, with maximum opening, full- 
Width rear doors and optional side doors 
Which swing back parallel to the trailer 
sides. All outside panels are weather- 
lapped, and watersheds above doors pre- 
vent leakage, according to the manufac- 

er. Wiring is protected by conduit 
anc weatherproof junction boxes and 
Connections. Fully automatic coupling 
8 said to keep the truck operator away 
from the explosive cargo. The coupling 
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is cab-controlled, the driver backing the 
tractor under the trailer, which locks 
the king pin and raises the automatic 
support in one motion. Uncoupling is 
likewise automatic and cab-controlled. 

Lights and mechanical brakes are 
automatically connected during coupling, 
and disconnected during uncoupling. 
Brakes are self-setting to prevent rolling 
when the trailer is uncoupled. 


Alger Co. New Terminal Site 


Geo. F. Alger Co. has acquired a 31- 
acre parcel of land at Dearborn, Mich., 
for a new terminal development, A. C. 
Scott, president and general manager of 
the company, has announced. 

Construction of a terminal on the land 
will begin this year, if materials are 
available, Mr. Scott said, with occu- 
pancy planned for the end of 1952. 


“The new site and installations we 
plan there will take care of the needs of 
our customers, particularly shippers of 
steel, for the next ten years,” Mr. Scott 
asserted. 

“It is an ideal location for trucking, 
adjacent to trunk highways, including 
the Willow Run Expressway, and rail 
facilities.” 

It was reported that in 1951, the Alger 
company purchased more than $1,125,000 
worth of new equipment. 
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North Western places at your 
disposal nearly 10,000 miles 
of rail transportation in nine 
midwestern states. It’s good 
business to ship and travel 
via— 
CHICAGO and 
NORTH WESTERN 
SYSTEM Ne 
Pioneer Railroad of Chicago and the West 


—Since 1848 J 
PO nag Pam 


THE MID-ATLANTIC SYSTEM 
THAT’S A U.S. 
MODEL FOR DEPENDABILITY 


METROPOLITAN NEW YORK 


Fp ©) s 
The 


- BALTIMORE” 


Your freight makes a 
hee line 


To or thru the Upper Midwest— 
the 7-state Soo Line Land 





For batteries, you need 
the right kind of charger. 


Same way with trucks. 
Get one that fits the job! 


are YobRutell to slash hauling costs! 


How Dodge trucks are “Job-Rated”’ 
for fleet operators 


A Dodge “Job-Rated” truck is engineered 
at the factory to fit a specific job... 
save you money .. . last longer. 


Every unit from engine to rear axle is 
Job-Rated’”’—factory-engineered’ to haul 
a specific load over the roads you travel 
and at the speeds you require. 


Every unit that SUPPORTS the load — 
frame, axles, springs, wheels, tires, and 
others—is engineered right to provide the 
strength and capacity needed. 


Every unit that MOVES the load—engine, 
clutch, transmission, propeller shaft, rear 
axle, and others—is engineered right to 
meet a particular operating condition. 


From a wide range of models, you can 
select a truck that meets your operating 
conditions. 


Why let excessive hauling costs pinch your profits when down-to- 
earth economy is yours with Dodge ‘‘Job-Rated”’ trucks? 


Whether you’re running on the open road or through busy city 
traffic, you’ll find Dodge trucks keep gas, oil and maintenance 
costs down! You can thank such economy features as chrome- 
plated top piston rings, exhaust valve seat inserts and Twin 
Carburetion and Exhaust System on high-tonnage models for that. 


Under the hood there’s rarin’-to-go power . . . the kind that keeps 
your loads moving on schedule around the clock yet squeezes the 
most mileage out of every drop of fuel! 


Above all, your Dodge truck will have the stand-up stamina and 
dependability needed to assure trustworthy service on your 
job .. . for years and years. 


You owe it to your business to get the straight story on ‘“‘Job- 
Rated’? trucks . . . how you can save dimes and dollars in your 
fleet operation. See your nearby Dodge dealer—now! 


Job-Ralod' TRUCKS DO THE MOST FOR YOU 
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SHIPPER-CARRIER MANAGEMENT 


‘AN INTERPRETIVE SECTION APPEARING 3rd ISSUE MONTHLY 





St. Louis Evolves a Cooperative Plan 
To Keep Down Pickup-Delivery Costs 


NE of the most serious problems 

confronting all carriers and shippers 
today is that of the wasteful traffic 
tangle in our urban centers. There is 
no way of estimating what the traffic 
tangle costs the people, but it obviously 
runs into tens of millions of dollars 


Local Carters, Railroads, Forwarders and Over-Road 
Carriers Cooperate to Overcome Traffic Snarl; Local Cartage 
Companies Perform Pickup on All Outbound Traffic. 


By AUSTIN C. KNETZGER 


Manager, Association of Team and Truck Owners, Inc. 


annually. Average out-of-pocket truck- 
ing costs have increased so sharply in the 
past few years that they range from 5 
cents to 10 cents a minute, depending 
upon the area and the type of equipment 
used. A 10-minute delay represents a 
sum of from 50 cents to $1, which must 


Traffic congestion in the cities of America, of the type shown here, is costing the American people 


tens of millions of dollars annually. 


A study recently completed by the Liberty Mutual Insurance 


Co. shows that 40 per cent of total time spent in pickup and delivery service represents delay. 


be compensated for in the transportation 
charges. 

In St. Louis we have worked out a 
unique plan involving the local cartage 
carriers, railroads, forwarding companies 
and over-road trucking companies, which 
has gone a long way toward freeing the 
city’s traffic arteries from undue con- 
gestion. The St. Louis plan has been 
recognized, by the United States Cham- 
ber of Commerce and other groups, as 
one possible solution to the urban traffic 
tangle. It merits careful study by busi- 
nessmen in other cities. 


What Is the Problem? 


A study of pickup and delivery opera- 
tions in several New England cities was 
recently completed by the Liberty Mutual 
Insurance Co. The study showed. that 
almost 40 per cent of total time spent 
in pickup and delivery service repre- 
sented delay. The delay factor is not 
large when the vehicle is moving in 
traffic. It is particularly large in the 
case of tractor-trailer equipment ma- 
neuvering to a dock; with all classes 
of equipment, it is big factor in dock 
handling of freight after the equipment 
arrives at the dock, and particularly in 
pickup service. 

When vehicles are moving in traffic, 
delay averages less than 5 per cent of 
total time. Where delay really mounts 
is in manipulating the equipment in 
spotting for loading and unloading. The 
Liberty Mutual study classified such 
types of delay by causes, such as (a) no 
passing clearance, (b) waiting for berth, 
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and (c) other pull-out. Each type im- 
plies a lack of space due to permanent 
or temporary obstructions. 

“No passing clearance” is a, type of 
delay best exemplified by narrow alleys 
in which deliveries are required to be 
made. On truck in the alley completely 
obstructs the movement of all other 
trucks. 

A similar example of this type of delay 
would be the jack-knifing of trailers 
across a street in such a way as to block 
the movement of traffic. Still another 
type would be the 90-degree siding of 
two pieces of equipment on opposite 
sides of a given street, in such a way to 
block all traffic movement. A contribut- 
ing factor causing delay is the parking 
of private passenger cars in areas where 
congestion occurs; another factor is dis- 
courteous parking by commercial drivers. 

“Waiting for berth” delays result from 
several causes. Perhaps there are in- 
adequate facilities for the volume of 
freight and the number of pieces of 
equipment required for its handling. 
Perhaps there is a lack of planning on 
the part of shippers, who sometimes call 
for as many as two or three pickups 
daily from the same carrier. 

The “other pull-out” type of delay is 
a result of inadequate space, with a 
truck being blocked at the dock after 
having completed loading, by other 
trucks still at the dock being loaded or 
unloaded. 


Solution Requires Cooperation 


This whole problem of traffic delays 
has not received the consideration which 
is merited by. the resulting economic 
drain. Any solution will require a great 
deal of cooperation from all parties af- 
fected. 

Much of the delay is due to inadequate 
facilities at the premises of shippers and 
receivers. This relates not only to dock 
space, but to internal arrangement of 
the buildings. 

It is essential to have adequate dock 
space. It is equally essential to have 
sufficient aisle space on the dock, and 
adequate shipping room space, both to 
receive freight and to place freight for 
movement out of the building by truck. 
Beyond that is the problem of elevator 
service, and of a general centralized con- 
trol over shipping arrangements in a 
given building, to assure the most effi- 
cient handling of inbound and outbound 
goods. Building owners and tenants can 
cooperate in the use of available facili- 
ties, and can improve them by installing 
faster elevators and better lighting. 

Another recent traffic study recom- 
mended to readers is that compiled by 
the transportation department of the 
United. States Chamber of Commerce, 
entitled “Solutions to the Problem of 
Merchandise Pickup and Delivery in 
Business Districts.” The study points out 
that the traffic problem has become 
more acute with the tremendous increase 
in the registration of passenger cars and 
trucks. 

For instance, in one midwestern city, 
total vehicle registrations have increased 
100 per cent since 1932—50 per cent since 
1940—37 per cent in the past four years. 
Naturally, this has sharply accelerated 
traffic delays. 

Both the U.S. C. of C. study and the 
Liberty Mutual study offer the suggestion 
that more efficient street usage can be 
secured through load consolidation, it 
being further suggested that outbound 
goods for all types of deliveries—line- 
haul carriers, local deliveries, etc—be 
consolidated in one movement where 





Austin C. Knetzger 


Austin C. Knetzger, author of the accom- 
panying article, has been active in the 
transportation industry for 26 years. He 
is a practitioner and a lawyer, having 
obtained his law degree from the Benton 
College of Law in 1937. He is enrolled 
in the Missouri and Federal bar. 

Mr. Knetzger was employed in the 
traffic department of the Laclede Steel 
Co. for eight years. He spent two years 
with one of the canal companies on the 
Erie Canal; was a salesman for a St. 
Louis truck line; served 4 years in charge 
of traffic in the St. Louis field office of 
the Standard Oil Co. For the past ten 
years he has been secretary-manager of 
the Association of Team and Truck Own- 
ers, Inc., St. Louis. In 1943 and 1944 Mr. 
Knetzger was a member of the Missouri 
State Legislature. 


possible. Such an arrangement reduces 
the frequency of truck trips and reduces 
congestion at the platforms. 

While such an arrangement may not 
be possible of immediate achievement in 
every city, a joint conference of line-haul 
carriers, cartagemen and shippers will 
reveal the great advantages accruing 
from such cooperation. 


Union Freight Terminals? 


In most studies of urban traffic con- 
gestion, the recommended solution is or- 
dinarily the provision of union freight 
terminals. It is questionable whether 
this solves the problem. At the begin- 
ning of the trucking era, union freight 
terminals were the usual method of op- 
eration. A number of truck lines would 
occupy joint facilities. Such terminals 
did not grow larger, however. In the 
course of time they were either aban- 
doned, or one line would absorb the en- 
tire terminal and other lines would move 
to other locations. 

If union freight terminals do confer 
benefits, they are of a limited character, 
since they can only accrue to those car- 
riers who can find housing under the 
terminal roof. 


Some experts assert that the union ter- 
minal operation is only a means of shift- 
ing the problem from the inadequacy of 
the shippers’ facilities and the city’s 
street into the terminal, where new and 
complex problems arise of sorting freight 
and transferring it among carriers. 


The California Public Utilities Com- 
mission, in a study prepared in 1948, con- 
cluded that unified pickup and delivery 
service would cost less, would reduce 
traffic congestion on streets, and would 
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eliminate to some extent the delays at 
the doors of shippers and consignees. 


The Liberty Mutual study found that 
“an alternate solution to the reduction 
of truck movement on city streets is that 
of consolidating pickup and delivery serv- 
ice so that one carrier would provide the 
service for all carriers transporting less- 
truckload shipments in the city.” 

Carrier objections to such a plan, 
pointed out the California Commission, 
were as follows: 

That the present method of perform- 
ing pickup and delivery operations is the 
only way to assure each carrier of re- 
ceiving shipments intended for him. 

That more expedited service can be 
performed under present methods. 

That the pickup and delivery driver is 
the real contact man between carrier 
and shipper, and that to consolidate such 
service would be to lose the contact. 


What Experiment Showed 


Despite these theoretical objections, an 
actual experiment with consolidating 
pickup and delivery service has been 
tried, and is demonstrating its value as a 
means of securing economical service. 

The arrangement is now in effect in St. 
Louis, where the local cartage carriers 
perform a general pickup service on out- 
bound traffic for accounts served by 
them, receiving in one operation all traf- 
fic from the particular shipper or build- 
ing, whether it be freight or parcel 
post. 

Contracts have been signed between 
the individual cartage carriers, on the 
one hand, and the individual railroads, 
forwarding companies and motor freight 
lines on the other, for the performance 
of this service. The conflict of trucks 
calling for both inbound and outbound 
freight does not occur. 

Let us examine the St. Louis experi- 
ment more closely. 

In the first place, St. Louis is like any 

other city, in that it grew more or less 
planlessly, with the same limitations of 
street facilities, the same types of build- 
ings, as are found in other large cities. 
In St. Louis there are narrow alleys, an- 
tiquated buildings never designed for the 
purposes for which they are now being 
used. 
. St. Louis has had a very heavy in- 
crease in motor vehicle registration in 
the past 10 years, as have other cities. 
The community is fighting for breath, 
and is planning to obtain a measure 
of relief through the construction of 
off-street parking facilities. 

Its terminal arrangements are prob- 
ably more, rather than less, complex than 
are those in other cities. Served by 16 
linehaul railroads, 13 forwarding com- 
panies, 275 truck lines, three or four 
major barge lines, and being a major 
transfer point between eastern, western, 
and southern railroads and truck lines, 
it has a most complex problem of mesh- 
ing its internal commerce with overhead, 
origin and destination traffic. Shipper 
facilities are about the same as in most 
other cities, neither better nor worse. 
Freight depots are about the same. 

Yet St. Louis, under its program of 
consolidated pickup and delivery service, 
has been able to move the traffic without 
too much delay, and withovt creating 
lines of trucks waiting turns to pickup 
and deliver freight. The difference lies 
in the arrangement, the plan. 

The cartage operators, as a group, have 
individual contracts (but bargained for 
as a unit) with railroads, truck lines and 
forwarding companies, under which they 
perform primarily pickup service for 
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American Pioneered In Airfreight 
— Has Handled More Freight 
Than Any Other Airline... 


ALMOST A DECADE AGO, American 
Airlines inaugurated the first air- 
freight service in the United States. 
In the constant improvement of this 
service, we were also first to open 
our own freight terminals; first to 
. put airfreight on daily schedules; and 
first to develop special new freight- 
handling equipment and techniques. 


This experience, broadened over 
the years, is far more than an assur- 


AMERICA’S LEADING AIRLINE 


AMERICAN AIRLINES “ 


In Airfreight- we were the Founding Fathers” 


ance that your shipments will be ex- 
pertly handled and reliably delivered 
by American Airlines. /t means that 
we are better qualified to help solve 
your distribution problems than any 
other airfreight carrier. 


We'll be glad to prove this right 
in your own office, knowing that you 
will then decide to join the hundreds 
of companies already profiting from 
our pioneer background. Simply 
wire us collect and a representative 
will call on you promptly. American 
Airlines, Cargo Sales Division, 100 
Park Ave., New York 17, N. Y. 


Va 
Check American First 


For Every Airfreight 
Problem—Here‘s Why 


ARGO CAPACITY 

American has the greatest 
available ton-mile capacity of 
any airline 


ANDLING FACILITIES 

American’s airfreight facili- 
ties are backed by the largest 
personnel force of any airline 


XPERIENCE 

American has been operating 
‘airfreight service longer than 
any other airline 

OVERAGE 

American directly serves more 
of America’s leading business 
centers than any other airline 


NOW-HOW 
American has handled more 
freight than any other airline 





RICHMOND, 


Virginia 


Total space: 160,000 sq. ft. 
Space for truck loads or carloads is now open in opin . 
the Lehigh-managed Virginia Bonded Warehouse 8-car siding Southern Railway 
& Transportation Company in Richmond. This 
space, plus Lehigh’s fast, economical distribution 
system, gives you efficient coverage of Tidewater 
Virginia. Use Lehigh in Richmond, too, for 
in-transit shipments to all the South. 


8-truck platform 
Lehigh distribution services 
Pool car handling 


Mechanized equipment 


Address inquiries on space to: 
Edward P. Murray, Manager 


Sprinkler protected 
ADT Watchman Controlled 
U.S. Customs Bonded 


Virginia Bonded Warehouse & Transportation 
Company, 1709 East Cary Street, Richmond, Virginia 
Phone Richmond 2-1683 


LEHIGH WAREHOUSE & TRANSPORTATION CO. 


102 FRELINGHUYSEN AVE., NEWARK 5, NEW JERSEY 
Telephones: (N.J.) Bigelow 3-7200 (N.Y.) Rector 2-3338 


NEWARK ¢ JERSEY CITY - BROOKLYN °¢ ELIZABETH * PORT NEWARK ¢ RICHMOND, VA. 
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Left: A common case of “no-passing clearance” and of “other 
pull-out.” One truck in an alley or street can obstruct the move- 
Right: Often, trailers are 


ment of a number of other trucks. 


those carriers. One hundred cartage 
companies participate in the arrange- 
ment. 

Under this arrangement, the cartage 
operators place equipment at a shipping 
dock and the shipper’s entire output is 
loaded directly to the cartage equip- 
ment—freight in pickup service, local city 
deliveries, and parcel post, express, and 
interplant shipments, all on the same 
truck. When the shipper avails himself 
of the consolidated cartage arrangement, 
there are no delays while waiting for 
pickup trucks to come in. There is no 
interruption to the shivping flow. There 
is no sorting and shuffling of freight to 
find a lot routed to a particular carrier; 
no line-up of pickup trucks waiting their 
turn to get into the shipping dock; no 
confusion of men on and off the plat- 
form; no shuffling of shipping papers 
and shipping information. The platform 
is cleared, and the shipping facilities re- 
lieved with a minimum of effort and 
time, and a minimum of obstruction to 
other necessary movements to and from 
that place of business. The carriers’ fa- 
cilities are not held up, and there are 
not the repeat calls for pickup service. 

Generally the cartage operators per- 
form the outbound service, with the in- 
dividual line-haul carriers making their 
own arrangements for the delivery of 
inbound shipments. This inbound ar- 
rangement under control of the line- 
haul carriers permits the most economical 
and expeditious arrangement for load- 
ing, routing and delivery. The two op- 
erations, working together, produce an 
intermeshing of equipment rather than 
a conflict. 


As to economy, the cost to the carriers 
of this consolidated outbound service is 
considerably lower than exists in other 
cities of comparable size and comparable 
wage rates. 


A Case History 


Here is a case history of the plan as 
it has worked out at the St. Louis ware- 
house of Butler Brothers, located on the 
edge of the congested downtown district. 
The warehouse has 44 spots for loading 
and unloading trucks, divided equally 
between: inbound and outbound. The 
spots are used principally for dead load- 
ing and unloading, except that four spots 
are available on the inbound side for 
live deliveries, and three spots on the 
outbound spot for live pickups. (In a 
“live” delivery, the driver accompanies 


the equipment; in a “dead” delivery the 
equipment is dropped off.) 

Butler Brothers adopted the St. Louis 
plan some years ago, following an 
analysis of its outbound shipping. 


Recently, a check showed that in one 
week this one warehouse shipped a total 
less-truckload weight of 265,000 pounds, 
representing 609 shipments consigned to 
a total of 255 carrier depots. Because of 
the consolidation arrangement, the out- 
bound tonnage was handled in a total of 
119 pickup trucks. 


Not all the traffic to the carriers was 
handled under the consolidation ar- 
rangement, there being some short haul 
carriers who do not participate in the 
plan. For the participating carriers, 
213,000 pounds were handled in the con- 
solidated service, consisting of 489 ship- 
ments moving to 175 carriers, handled in 
47 pickup movements. The remaining 
52,000 pounds, consisting of 120 ship- 
ments for 80 carriers, were handled in 
72 pickup shipments. 

It will be noted that in the consolida- 
tion movement, the average weight a 
pickup load was 4,530 pounds, the aver- 
age number of carriers served a load was 
3.72, and the average number of ship- 
ments a load was 10.4. (There was 





Many ancient buildings in the loop areas of 
large cities have inadequate dock space, or no 


dock space at all. In such areas it is not un- 

common to see two pieces of equipment on op- 

posite sides of the street, each at a 90-degree 

siding, blocking all traffic movement. The St. 

Louis plan of consolidated pickup and delivery 

service makes the most efficient use of existing 
dock facilities. 


jack-knifed across a street. The opportunity for traffic to move, in 
the situation portrayed, will depend upon the movement of the 
trailer in the foreground. 


some repetition of movement to the 
same carrier during the day, but the 
records do not indicate the extent to 
which this occurred.) 

Where miscellaneous pickup service 
was performed by line haul carrier 
facilities, the average weight a pickup 
dropped to 720 pounds, the average num- 
ber of shipments a pickup was 1.66, and 
the average number of carriers served 
a pickup was 1.1. The advantages of 
the consolidated service are obvious. 


“Due to the shift of motor carriers 
for our transport needs, the consolidated 
arrangement has been very helpful,” re- 
ports Frank W. Monahan, traffic man- 
ager for Butler Brothers’ St. Louis ware- 
house. “We would be in an impossible 
situation trying to load motor carriers 
individually, through our available doors. 
You can picture the time and money 
lost, and delay to the movement of our 
merchandise, also the cost of such a 
situation for the motor carriers them- 
selves. 

“We can appreciate the traffic en- 
tanglement resulting from all the carriers 
we use trying to make their own pickups. 
If we were forced to make live pickups 
and deliveries of all our traffic, our 
present facilities would be worthless. 
We think the chief advantage of this 
arrangement for handling, is that it 
makes for a freer and faster movement 
of goods inbound and outbound, and for 
more efficient operation and utilization 
of our facilities. 


“T can not estimate the actual dollar 
economies, but that there are economies 
and that they are substantial, should 
certainly be evident to anyone in the 
transportation field.” 


Alldredge Recommendation 


Distinguished students of transporta- 
tion have for several years recommended 
plans very like that in operation in St. 
Louis. 

Commissioner J. Hayden Alldredge in 
1948 proposed a general pooling of all 
small less-carload traffic, as a means 
of alleviating the urban traffic congestion. 

The United States Chamber of Com- 
merce in its report on “Urban Trans- 
portation” issued in 1948, proposed a form 
of pooling. 

The annual dollar savings achieved 
through the St. Louis are difficult to 
estimate, but they are indeed substantial. 
The added flexibility has brought lower 
costs to the line-haul carriers on the 
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tonnage they handle in their own equip- 
ment, and has produced a generally 
lower rate level for other services re- 
quired locally by carriers and shippers. 

The public interest in the problem 
of street usage is strong and is growing. 
The mounting number of vehicles plying 
our streets makes it vitally necessary 
that street usage be as efficient as pos- 
sible. This means that trucks must 


PERSONAL 





P. C. Alford has been appointed gen- 
eral freight agent for the Clinchfield 
Railroad Co., Erwin, Tenn., succeeding 
C. W. Walker, who retired January 1 
after 37 years of service. 

7. * +. 

Frank E. Greenip, senior technical as- 
sociate to the assistant chief for trans- 
portation, U.S. Navy Department, re- 
cently retired due to physical disability. 
His retirement culminated 33 years of 
government service. He was well known 
in the field of government traffic man- 
agement. Mr. Greenip has been suc- 
ceeded by Gordon N. Smull. J. K. Cow- 
ling has been appointed technical asso- 
ciates coordinator, succeeding Mr. Smull. 

* * * 

C. J. Harriss, traffic commissioner of 
the Enid (Okla.) Board of Trade for the 
last 11 years, has been appointed traffic 
commissioner and secretary of the Buf- 
falo (N.Y.) Corn Exchange, to succeed 
L. J. Dorr, who has resigned to accept 
a position with the National Industrial 
Traffic League in Washington, D.C. Mr. 
Harriss will begin his new duties some- 
time around the first of February. 

* * * 

Carl W. Reed has been reelected chair- 
man of the Iowa State Commerce Com- 
mission and George L. McCaughan has 
been reappointed executive secretary. 


* * * 


Wayne C. Fletcher has been ap- 
pointed industrial commissioner, Chesa- 
peake district, Chesapeake & Ohio Rail- 
way Co., with headquarters at Hunting- 
ton, W.Va., effective February 1. 


a * *” 


Samuel H. Lloyd has been appointed 
general agent of the Illinois Terminal 
Railroad Co., with headquarters in At- 
lanta, Ga. 

* af + 

G. L. Schwab has been appointed gen- 
eral agent for the Chicago Great West- 
ern Railway Co., at Detroit, Mich., suc- 
ceeding R. J. Williams, resigned. 


* * * 


Joseph P. Gudger, Houston division 
traffic manager for the Gulf Oil Com- 
panies, a Gulf employe for the last 43 
years, has retired. His successor is C. M. 
Dawkins, assistant division traffic man- 
ager for the last five years. F. C. 
Redfield has been promoted to assistant 
to the traffic manager, succeeding Mr. 
Dawkins, and P. E. Chimene, Jr., has 
been promoted to chief clerk. 


a * * 


W. V. Kee has been appointed as- 
sistant to vice-president in charge of 
traffic of the Union Pacific Railroad Co., 
with headquarters at 


Omaha, Neb. 





operate to the greatest extent possible 
with maximum lading and a minimum 
number of stops. 

We believe that the arrangement in 
St. Louis has led to street conservation 
and has freed the traffic arteries from 
undue congestion. Other cities and groups 
confronting the same general problem 
are invited to study our arrangements 
in St. Louis. 


Other appointments in the railroad’s 
traffic department there include L. D. 
Baker as assistant freight traffic man- 
ager and A. K. Hinckle as assistant gen- 
eral freight service manager. J. M. 
Forsha has been appointed general agent 
in the road’s passenger department, with 
headquarters at Kansas City, Mo., and 
E. E. Swanson has been named assistant 
general passenger agent, with head- 
quarters at Los Angeles, Calif. 
* * - 

J. T. Lacy has been appointed live 
stock agent at Sioux City, La., for the 
Chicago, Burlington & Quincy Railroad 
os. * * aK 

C. Norman White has been appointed 
traveling freight and passenger agent 
at Portland, Ore., for the Wabash Rail- 
road Co., succeeding J. W. Points, pro- 
moted. 

* a 

The Erie Railroad has announced ap- 
pointment of Herbert C. Well as assist- 
ant general freight agent and Edward R. 
Burton as chief of the tariff bureau, both 
with cffices in Chicago, effective January 
16. Harold J. Spindler has been named 
division freight agent at Elmira, N.Y., 
succeeding Mr. Well, and Charles P. Bell 
has been appointed to a like position 
with the railroad at Rochester, N.Y., suc- 
ceeding Mr. Spindler. Edward Curtis 
has succeeded Mr. Bell as commercial 
agent in Jersey City, N.J., and Edward 
Van Schaick has been named commercial 
agent at New York, N.Y. 


* * Ba 


Walter J. Stein has been appointed 
commercial agent for the Illinois Cen- 
tral Railroad at Mobile, Ala., effective 
February 1, succeeding Sherod W: 
McLean, who has been promoted to gen- 
eral agent at Monroe, La. Mr. Stein is 
presently traveling freight agent for the 
railroad at New Orleans, La. 


* * te 


William J. Burkard, formerly with the 
Erie Railroad, has been appointed sales 
representative for Middle Atlantic Trans- 
portation Co., Inc., with offices in De- 
troit. Walter Szymkowski has been 
named manager of the company’s Un- 
ion, N.J., terminal. 

a * oo 

Herman L. Parkerson has. been pro- 
moted from district freight agent at 
Brunswick, Ga., to district freight dgent 
at Atlanta, Ga., for the Southern Rail- 
way System. He has been succeeded in 
his former position by Cecil B. Pate, 
heretofore commercial agent at Cordele, 
Ga. B.S. Randall, formerly commercial 
agent for the Southern at Valdosta, Ga., 
has been appointed commercial agent at 
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Cordele, suceeding Mr. Pate, and James 
R. Thomas, who has been chief clerk to 
assistant general freight agent at At- 
lanta, has been appointed commercial 
agent at Valdosta, succeeding Mr. Ran- 
dall. 
% cK * 

William E. Balling has been appointed 
commercial agent for the Pittsburgh & 
West Virginia Railway Co., with head- 


quarters in Chicago. 
* oe ok 


Cc. H. Longman, vice-president in 
charge of operations of the Chicago & 
North Western Railway System, retired 
at his own request, under the company’s 
pension plan, effective January 16, after 
45. years of continuous service. He has 
been succeeded by J. E. Goodwin, a vice- 
president of the system since 1948. R. 
O. Small, who has been serving since 
1950 as assistant vice-president of the 
road in charge of traffic, has been 
elected vice-president, rates and divi- 
sions. 

OK * aE 

A testimonial luncheon for B. E. 
(Ernie) Smeed, who is retiring as east- 
ern general freight agent for the Minne- 
apolis, St. Paul & Sault Ste. Marie Rail- 
road after 50 years of service with the 
company, will be given by his friends in 
the transportation field, members of the 
Traffic Club of New York, Inc., on Jan- 
uary 29 in the Biltmore hotel, New York 
City. J. W. Harley is chairman of the 
committee in charge of arrangements. 

* * * 


The Milwaukee Road has announced 
the appointment of G. S. Barnes as 
traveling freight and passenger agent and 
L. E. Overland as city freight and pas- 
senger agent, both with headquarters 
in Denver, Colo., effective January 16. 
Mr. Barnes, formerly city freight and 
passenger agent, succeeds E. C. Abling, 
who died December 2, 1951. 

* % e 7 


James R. Getty has been appointed 
general passenger traffic manager for 
the Seaboard Air Line Railroad, suc- 
ceeding C. E. Bell, who was recently 
elected a vice-president of the company 
after having served as general passenger 
traffic manager since February, 1949. Mr. 
Getty was formerly passenger traffic 
manager in charge of sales and service 
for the system. His headquarters will 
continue to be in Norfolk, Va. 

* * 

Everett G. Redlon, traffic manager for 
Robins Conveyors Division, Hewitt Rob- 
ins Incorporated, Passaic, N.J., was hon- 
ored on the occasion of his fortieth 
anniversary with the company at a re- 
ception given by the management and 
employes on January 9 at the Casino 
de Charlz, Totowa, N.J. He received a 
40-year pin and a wrist watch. 

oS * * 

Robert D. Brooks has been promoted 
from assistant general solicitor to the 
new position of general attorney-com- 
merce of the New York Central Rail- 
road. 

ok * * 

Moreland B. Falkell has joined Pacific 

Intermountain Express, of Oakland, 


Calif.. as an assistant to the director | 


of public relations. Mr. Falkell was for- 
merly associated with Robert Van Nor- 
den as account executive in San Fran- 
cisco, Calif. 
% * ~ 

Capital Airlines has announced pro- 
motion of the following in its sales de- 
partment: Louis J. Kroneck, from senior 
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in 1877 


the first known telephone line was established... connecting the 


office of Charles Williams, electrician, in Boston, and his home in 


Sommerville, Massachusetts. 


another famous line... 


the Cotton Belt Route... was getting its start that same year 


— in Tyler, Texas. 


Both lines, dedicated to service, have grown — and helped America 


grow — ever since. 


Reference: American Dictionary of Dates 
and the Southwestern Bell Telephone Company. 


° —— —' jies 
. on RO ae ea 


ST. LOUIS SOUTHWESTERN RAILWAY LINES 


PROGRESSIVE TRANSPORTATION FOR Jar 1950 
THREE-QUARTERS OF A CENTURY be a - 















hia 
FORWARD ONAL | 











an institution built by ys PERFORMANCE 
and dedicated to ys SERVICE 






with an outstanding reputation that 
challenges the highest of standards 
in the field of freight forwarding. 


9 has to be Good 


next time... route and ship... 
International —you'll like it better! 


INTERNATIONAL FORWARDING CO. 


doruing American Industry for 46 years 
OFFICES IN ALL MAJOR CITIES 
























When Indian make trail, 
go-um in straight line— 
same like T. P. & W. 
across Illinois! 


Ye nnd thal bell. Cache anf and wort” 
TOLEDO, PEORIA & 


WESTERN RAILROAD 























ot You 


Missouri 
Kansas 
5000 Arkansas 
° MILES Oxiachoma 
SERVING Texas 
Tennessee 
Mississippi 
Alabama 
Florida 


























agent in Pittsburgh, to reservations 
manager in Milwaukee; William O. 
Farthing, from senior agent in Chatta- 
nooga, to reservations manager in that 
city; and William B. Pace, from ticket 
agent in Atlanta, to traffic representa- 
tive in Washington, D.C. 

* * *« 

G. E. Payne has been promoted from 
system publicity representative to man- 
ager of publicity for the Pennsylvania 
Railroad. John K. Murphy has been 
named supervisor of community rela- 
tions for the railroad. 

oe * * 

H. Laird Loftis has been appointed to 
the newly-created post of interline and 
tours officer for the north American sales 
division of British Overseas Airways 
Corporation. He has been with the com- 
pany for five years as a passenger sales 
representative, based in New York and 
Washington. 







James E. Dornoff, vice-president of 
Pate Oil Co., Milwaukee, Wis., will ad- 
dress the Transportation Club of Mil- 
waukee at a meeting on January 23 in 
the Wisconsin hotel on the _ subject, 
“Selling Yourself.” 

+ * * 

“Protection Against Atomic Bomb 
Attack in the Milwaukee Area” was the 
subject of an address by Captain 
Michael F. Phillips, of the Milwaukee 
Police Department, at a dinner meeting 
of the Woman’s Traffic Club of Milwau- 
kee on January 14 in the Schroeder 
hotel. 


*” * * 


A panel discussion on “Crime on the 
Waterfront,” sponsored by the National 
Export Traffic League, Inc., New York, 
N. Y., originally scheduled to be held 
at a luncheon meeting on January 23, 
has been postponed until January 30 
due to illness of one of the panel mem- 
bers, the league has announced. The 
meeting will be held at Busto’s Restau- 
rant in New York City. 


* * * 


Charles R. Seal, director of the Com- 
mission’s Bureau of Water Carriers and 
Freight Forwarders, addressed the Met- 
ropolitan New York Chapter of the As- 
sociation of Interstate Commerce Com- 
mission Practitioners at its regular 
monthly meeting January 15 in the Bilt- 
more hotel, New York City, on “Develop- 
ment and Regulation of Freight For- 
warding.” 

5 * * 

The fifteenth annual transportation 
school, sponsored by the Junior Traffic 
Club of Portland, Ore., opened its win- 
ter term on January 15. The course, 
according to L. W. Steuer, chief clerk 
to the district freight and district pas- 
senger agent of the Pennsylvania Rail- 
road at Portland, offers practical ap- 
plication in every day traffic problems 
for rail, truck and/or steamship and 
covers history, geography and economics 
of transportation, introduction into 
claims 
demurrage and _ reconsign- 


interstate commerce and law, 
procedure, 
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William T. McDermott and Benjamin 
F. Becker, who have served for many 
years in the foreign traffic department 
of the American Express Co., New York, 
N.Y., have been appointed assistant 
vice-presidents of the company. Mr. 
McDermott has served continuously. in 
the foreign traffic department since he 
joined the company in 1910. Mr. Becker, 
who has served in the same department 
for 31 years, is also vice-president and 
a director of the Steamship Freight 
Broker’s Association. 


EE aa 


OBITUARIES 
ala eteiommeneninial 


The Syracuse Alpha Chapter, Delta 
Nu Alpha Transportation Fraternity, has 
announced the death of its president, 
Charles W. Hart, cn January 12 in Syra- 
cuse, N.Y. 






ment, transit of all types, and other 
problems that the traffic man must deal 
with in his daily work. Bill Cole, traf- 
fic consultant and authority on traffic 
and transportation problems, is the in- 
structor. ‘The course extends through 
March 20 and classes are held each 
Tuesday and Thursday evening. 
* * * 


Subjects discussed at the January 8 
meeting of the Mohawk Valley Chapter, 
Delta Nu Alpha Transportation Frater- 
nity, held at Trinkaus Manor in Oris- 
kany, N. Y., included the Consolidated 
Freight Classification and the Na- 
tional Motor Freight Classification rules 
and regulations and their relativity to 
each other. 

* * ” 

The Traffic Club of Brooklyn, N. Y., 
held its first meeting of 1952 on Jan- 
uary 10 in the Granada hotel. De- 
signated as “Railroad Night,” the meet- 
ing was under the chairmanship of 
Otto F. Rutz of the Pennsylvania Rail- 
road. Russel Erickson, director of pub- 
lic relations, Lehigh Valley Railroad, 
was the guest speaker. Vicent Chou- 
cherie, president of the club, has an- 
nounced that the club’s annual dinner 
and boxing bouts will be held at the 
Columbus Club on March 11. 

x * * 


John S. Burchmore, general counsel 
of the National Industrial Traffic 
League, will be the speaker at a lunch- 
eon meeting sponsored by the forum 
committee of the Traffic Club of Cleve- 
land on January 21 in the Hollenden 
hotel. Don M. Blanche is chairman of 
the forum committee. 

* + + 

The Traffic Club of New York, Inc., 
is planning a dinner party for members 
and their wives or lady friends on Jan- 
uary 29 in quarters of the club in the 
Biltmore hotel. The event has been 
designated as “Country Store Night.” 

Sd Bod ok 


A “demonstration” I.C.C. hearing, in 
which five outstanding traffic men par- 
ticipated, was the feature of a “research” 
meeting of the Women’s Traffic Club of 
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San Francisco the evening of January 17 

in the Three Little Swiss Restaurant. 

Arrangements were made by Frank 

Loughran, attorney. 
. * * * 

The fortieth annual dinner of the 
Traffic Club of Philadelphia, held Jan- 
uary 8 in the Benjamin Franklin hotel, 
Philadelphia, Pa., was attended by more 
than 900 members and guests. Among 
the guests were chief executives and 
other top traffic officials of leading trans- 





portation lines and industrial organiza- 
tions. Pictured here are S. W. Mason, 
traffic manager of the Tiona Petroleum 
Co. and president of the club, who pre- 
sided at the dinner (left), and William 
T. Faricy, president of the Association 
of American Railroads, who was guest 
speaker. George E. Whitwell, vice-presi- 
dent—sales, Philadelphia Electric Co., 
served as toastmaster. Chairman of the 
annual dinner committee was I. T. Ma- 
rine, freight traffic manager of the 
Pennsylvania Railroad. 

* *” om 

The Buffalo (N.Y.) Traffic Club will 
observe its tenth anniversary with a 
“Past Presidents’ Night” dinner meeting 
on January 22 at the Elks Club in Buf- 
falo. Paul E. Creagan, of the Baltimore 
& Ohio Railroad, current president of the 
club, will preside. The following -past 
presidents will be honored: James J. 
Sullivan, Isthmian Steamship Lines; Leo 
M. Blum, Delaware, Lackawanna & 
Western Railroad; Robert T. Loveland, 
American Elevator and Grain Division, 
Russell-Miller Milling Co.; Oscar J. 
Schweinsburg, Canadian National-Grand 
Trunk Railroad; Carl G. Buchheit, Rals- 
ton Purina Co.; William E. Leavers, 
Nickel Plate Railroad; Joseph Colqu- 
houn, Industrial Molasses Corporation; 
Ward F. Burnham, Donner-Hanna Coke 
Corporation, and George B. Quinlan, 
Cooperative GLF Exchange. Charles 
Ratzel, of the Worthington Pump & Ma- 
chinery Co.. Buffalo, will be toastmaster. 
Following the dinner, a special film on 
jet propulsion will be shown through the 
courtesy of the Bell Aircraft Corporation. 
* ae * 

John (Hans) Lobert, coach and scout 
for the New York Giants baseball club, 
will be the speaker at the twenty-sixth 
annual dinner of the Bridgeport (Conn.) 
Traffic Club on January 24 in the Strat- 
field hotel, Bridgeport. 

” « o 


The Eastern Michigan Traffic Associa- 
tion held a stag “get-acquainted” dinner 
party on January 17 at the Hillcrest 
Country Club. 

ak * * 

A motion picture film in color entitled 
“Treasure Islands,” showing the growing, 
harvesting and canning of Hawaiian 
pineapples, produced by the Dole Pine- 
apple Corporation, was the feature at- 
traction at the monthly meeting of the 


Traffic Club of the Miami (Fla.) Cham- 
ber of Commerce on January 8. Mem- 
bers of the club lecturing on traffic and 
transportation in the School of Business 
Administration at the University of Mi- 
ami in January include Frank Chase, of 
Shaw Brothers Shipping Co., on ocean 
transportation; Vernon Bond, of Bond 
Transfer Co., on highway transportation; 
R. C. Buckner, of Pan American Air- 
ways, on air transportation, and W. T. 
Shivell, of the Southern Railway System, 
on rail transportation. A committee has 
been appointed to study the desirability 
and possibility of the construction of a 
new bus terminal in Miami. 
” 7 +. 


A series of informative lectures in ma- 
terials handling has been arranged by 
the Pittsburgh Chapter of the Delta Nu 
Alpha Transportation Fraternity as part 
of its educational program to be given 
on Tuesday nights, each at least two 
weeks apart, in traffic club rooms of the 
William Penn hotel. Robert C. Brady, 
research consultant, Materials Handling 
Institute, Pittsburgh, who set up the 
series, will address members of the chap- 
ter on the program at the first meeting 
on January 22. The tentative listing of 
lectures is as follows: February 5, A. T. 
Gadreau, management consultant, on 
“Materials Handling Principles and Sur- 
vey”; February 19, Jess Eyler, Westing- 
house Electric Corporation, on “Types 
and Selection of Materials Handling 
Equipment”; March 4, Ernie Shaw, West- 
inghouse Electric Corporation, on “In- 
dustrial Packaging”; March 18, J. B. 
Carnahan, of H. J. Heinz Co., on “Re- 
ceiving, Warehousing and Shipping”; 
April 8, C. B. Wiley, president, Pitt-Penn 
Terminal, on “Materials Handling Or- 
ganization and Case Problems.” 

* 


* om 

J. Huber Lipe, chief clerk, general 
agents office of the Illinois Central Rail- 
road, Decatur, Ill., was elected to the 
presidency of the Transportation Club 
of Decatur for the 1952 term at its an- 
nual election held December 11. Other 
Officers elected were: First ‘ vice-presi- 
dent, H. L. Bechtel, Archer Daniels Mid- 
land Co.; second vice-president, G. N. 
Lovell, Wabash Railroad; third vice- 
president, N. A. Smith, A. E. Staley 
Manufacturing Co.; secretary, W. M. 
Chapman, Railway Express Agency; as- 
sistant secretary, I. A. Hirsh, Decatur 
Soy Products; and treasurer, H. L. Kline, 
assistant vice-president, Citizens Na- 
tional Bank. The new officers were in- 
Stalled at the club’s first meeting of 
the new year on January 8 at the St. 
Nicholas hotel. 


* * * 

The thirteenth annual dinner meet- 
ing of the Ky-O-Va Traffic Club will be 
held on Fébruary 7 in the Prichard 
hotel, Huntington, W. Va. Robert J. 
Bayer, editor of TraFric WorLp, Chicago, 
and assistant to the president of the 
Traffic Service Corporation, will be the 
guest speaker. The address of welcome 
will be given by Walter W. Payne, mayor 
of Huntington. Borge Rosing, vice- 
president of the West Virginia Steel & 
Manufacturing Co., Huntington, will be 
toastmaster. 

~ a * 
CORRECTION 


The annual meeting date of the Na- 
tional Freight Traffic Association was 
incorrectly shown in the TraFric Wor.LD 
of January 12, page 72, as February 29. 
The meeting will be held on February 20 
in the Biltmore hotel, NewYork, N.Y. 


(Continued on page 80) 
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special maps designed by TRAFFIC WORLD’S over the country told TRAFFIC WORLD it 
map department and keyed in accordance with would be most helpful to them in selecting 
the specifications of shippers. Hence, these highway carriers and routing freight. 
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Telephone—2-4321 Sherman St. (Anthony 4363); Goshen, 611 W. Lincoln Ave. (Tel. 
111); Hammond, 844 150th St. (Sheffield 3070); Kendallville, Drake 
Rd. (Tel. 300); South Bend, 1040 W. Sample St. (Tel. 39321). 
on TERMINALS—Chicago, 2500 W. Taylor St. (Monroe 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. 
(Phone 745); Pittsburgh, 839 Lockhart (CE 1-3253). 
ee ee 
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INSURANCE Co.). *Blanket Employees Bond 
. $25/75,000 (The Connecticut CRdetity & Casualty Co.). Also bonded EQUIPMENT 
og 4 Co.). *Public Liability, by new A. T. A. bond. 
Property *Workmen’s 317 tractors (309 company owned); 
pt ane Liability Insur- TARIFF AGENCIES 432 trailers (all company owned); 











ence on All Terminate (The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (139 company 
Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau owned). 
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<a 
DECATUR CARTAGE CO., INC., OF INDIANA 
, CARTAGE CO 
e 
Ohio 20th St. & Wentworth Ave., Chicago 16, Ill. 
} Telephone—Victory 2-6000 
j = |X, WALTER MULLADY, President R. A. BAENSCH, Ex. V.P. 
eae CARRIER—I. C. £ Certfs. 68909; P. . C. I. No. ay 10; 
cet - No. 1597-A-1; P. S. C. M. No. T-3406; vu. ¢. ©. 4856- 
RX; S. Customs Bond. Established 1926. INSURANCE: La $25,000- 
$255,000; Public Liability, $ 00,000; Property Dam 
— Route it “DECATUR” for Cleveland, po page = Be eg By erre —s 
Indianapolis, St. Louis, Quincy, Peoria and a thousand and one other 
spots in the gos area shown on the map... gue day and night 
: ? : by our great fleet of modern transports . affording a_ transportation 
Watch Display advertisements opposite service whose dependability amply proves that “FOR "SHI MENTS MIDWEST, 
lead page of LATE NEWS section. DECATUR IS BEST.” 
6 
INCORPORATEO 
Motor Transport Maps 
815 Pennsylvania Avenue 
South Bend 28, Indiana 
Prepared to Established 1929 
; Incorporated 1934 
Shi S if “s aes A. C. Clemans, President 
ipper peci ications H. C. Sanford, V.P. and Gen. Mgr. 
__ Michigan A. C. Scheetz, T.M. and C.A. 
, . Telephone 6-6321 
Shi from all over the country set up the specifi- 
— ve echelon fore COMMON CARRIER 
95); cations for the motor transport maps used in this L.C.C. Certificate No. M-2136; P.S.C.1 
se . 1 : . * t a f AL. « Me. 7 FO.el. 
a onion a an ei raffic monger a Nos. 692-A, 2-3-4-6-9-10 Intrastate 
ont, leading industrial manufacturing company in il- Indiana—M.P.U.C. No. C-548 Inter- 
08); waukee, Wisconsin, wrote the following: state Michigan, Kentucky D.M.T.-312- 
— , . 1s which bitched C Interstate. 
an “In the issue of Traffic World which is publishe 
171 in the third week of each month, you have a Mofor SERVICE 
. ot Section. We tad that the mane oad taler- Overnight between Indianapolis, Elk- 
a ——— bo _ yoo d ¥ thi = sis tie hart, Peru, Kokomo, LaPorte, Logans- 
First ae i oe hae xia aff : port, South Bend, Plymouth, Misha- 
awd superior to any other publication of this type, which waka and Rochester, Indiana. Battle 
onan we have seen.” Creek, Grand Rapids, Kalamazoo, 
| 3. Three Rivers, Michigan and Louisville, 
oy; Write now for complete details about how you can Kentucky. 
} St. have your route map prepared in accordance with NUMBER UNITS 
= mand spoientions and placed monthly before the y0e: Siete 
(Tel. leading shippers across the country. 127 Trailers, 101 Vans, 26 open 
a 55 Trucks, 46 Vans, 9 open 
nroe All company owned equipment. 
+ St. TRAFFIC WORLD INSURANCE: Cargo 100,000 and 300,000; Public Liability: 100,000 


and 300,000; Property Damage: 100,000 (Truck Insurance Ex- 
change); Workmen’s Compensation (Michigan Mutual Liability 


Company). 
SAFE — COURTEOUS — SERVICE 






Advertising Department, State-Madison Bldg., 
22 West Madison St., Chicago 2, Ill. 








Fhe more than ever , . «+e _ is the time to keep the details of 
your operation before the leading shippers of the country. Listings in this 
motor transport section are set up in accordance to specifications of shippers. 


Advertising rates are extremely low. Write for full details. 
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TRAFFIC CLUBS 


(Continued from page 77) 


The following new officers of the Cap- 
ital District Traffic Association, elected 
for the 1952-53 term, were installed at 
a meeting of the association on Janu- 
ary 15 in the Hendrick Hudson hotel, 
Troy, N. Y.: President, Frank J. Bacher, 
assistant general traffic manager, Cluett 
Peabody & Co., Troy; first vice-president, 
William F. Gilligan, traveling freight 
agent, New York Central System, Albany, 
N. Y.; second vice-president, Ernest E. 
Dedicoat, assistant traffic manager, 
American Locomotive Co., Schnectady, 
N. Y.; third vice-president, Anthony 
W. Pape, terminal manager, Associated 
Transport, Inc., Albany; secretary, 
Charles A. Beck, traveling freight agent, 
Delaware & Hudson Railroad, Albany; 
and treasurer, Daniel J. Cassidy, traf- 
fic representative, Lehigh Valley Rail- 
road, Albany. A total of 150 members 
and guests attended the meeting which 
commemorated the association’s twenty- 
fifth anniversary. 

* o*K * 


The following newly-elected officers 
for 1952 of the Oakland (Calif.) Traf- 
fic Club were installed at the organiza- 
tion’s “Installation Night” meeting held 
January 15 in the Hotel Leamington: 
President, Joseph J. Swendsen, operating 
manager, Bay Cities Transportation Co.; 
vice-president, John E. Myers, division 
traffic manager, Durkee Famous Foods 
(division of the Glidden Co.); secretary, 
Richard D. Stokes, assistant traffic man- 
ager, Howard Terminal; and treasurer, 
Dwight N. Yeaman, officer manager, 
Haslet Warehouse Co. New directors are 
Fred M. Foster, traffic manager, Moore 
Business Forms; Earl M. Matson, secre- 
tary-treasurer and traffic manager, Clo- 
rox Chemical Co., and Marvyn J. Fauria, 
traffic manager, Fruitvale Canning Co. 
Jack P. Sanders, the retiring president, 
presided. Lloyd Hughes was the install- 
ing officer. Laurance Cross, mayor of 
Berkeley, was guest speaker. 

* * * 

G. A. Erickson, traffic manager, 
Jacob Schmidt Brewing Co., was elected 
to the presidency of the Transportation 
Club of St. Paul at its thirty-first an- 
nual election on January 15. He suc- 
ceeded Vern G. Russell, assistant gen- 
eral freight agent, Minneapolis & St. 
Louis Railway, who became chairman of 
the club’s executive committee. Other 
officers elected for the 1952 term were: 
Vice-president, D. W. Quick, assistant 
general freight agent, Chicago Great 
Western Railway; second vice-president, 
C. F. Paulsen, office manager, Bethle- 
hem Steel Co.; secretary, J. R. Teasdale, 
district freight agent, New York Cen- 
tral System, and treasurer, Guy E. 
Dailey. Newly-elected directors in- 
clude E. W. Kuhn, traffic manager, 
Amber Milling Division, Farmers Union 
Grain Terminal Association; Milton 
Rosen, president, Milton Rosen Tire 
Co., and J. B. Gallagher, solicitor, Glen- 
denning Motorways, Inc. MHold-over 
directors are Q. J. Noonan, service su- 
pervisor of traffic, Minnesota Minning 
& Manufacturing Co.; C. E. Perkins, 
central freight and passenger agent, 
Atchison, Topeka & Santa Fe Railway, 
and L. A. Savoie, manager, National 
Carloading Corporation. 

* x * 

The Transportation Club of Terre 
Haute, Ind., has set March 13 as the date 
of its annual dinner. 


TRAFFIC WORLD 


NA NLS RONAN US 
ICC DOCKET 


A star appears before all docket numbers thet 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. 5983, assigned January 
28, at St. Louis, Mo., cancelled and reas- 
signed March 7, at Mark Twain Hotel, St. 
Louis, Mo., before Examiner Dishman. 

Hearing in 30482, assigned January 21, at 
Chicago, Ill., cancelled and reassigned Feb- 
ruary 25, at Hotel Morrison, Chicago, IIl., 
before Examiner Russell. 

Oral argument in Ex Parte 104, Part II, 
assigned February 7, at Washington, D.C., 
postponed to a date to be fixed. 








January 21—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Gray: 

Ex Parte 72, Sub. 1—Railroad Maintenance 
of Way Supervisors, oo Rock Is- 
land and Pacific R.R. 

January 21—Chicago, Ill. YS. Custom Hse. 
—Examiner Rice: 

ere et yy Cement Tile Co., 

A. & S. F., et al. 
naliet ‘21—Memphis, Tenn.—Peabody Hotel 
—Examiner Cantrell: 

F.S.A. 23497—Potatoes and Onions from 
the West to the South. 

January De D.C. — Examiner 
Russ 

4 30817. Application of Savannah Union 
Station Co. 

January 23—Boston, MasSs.—P. O. and Ct. 
Hse.—Examiner Colgren: 

30852—Hytron Radio & Electronics Corp. 
v. A. T, & S. P., et al. 

January 23—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Gray: 
i ao ee Greenfield Co., Inc. v. N. 


30916—Auto ciestattins Manufacturing Co. 
v. et 
January 23—El Paso, Tex.—Hotel Paso del 
Norte—Examiner Cantrell: 
I. & S. 5980—Lumber, El Paso, Tex. to Tex. 
Points. 


et al. v. 





The Following Assignments 
Have Not Heretofore Appeared 





January 24—Chicago, Ill.—Hotel Morrison— 
Examiner Gray: 
30855—Summer & Co. v. Ann Arbor R.R. 
Co., et al. 
30878—Andrews Bros. of Detroit, Inc., et 
al. v. A. & G. (Guy A. Thompson, Trus- 
tee), et al. 
January 25—Washington, D.C.—Oral Argu- 
ment before Division 4: 
Finance 17267—Atlantic Coast Line R.R. 
Co. Abandonment. 
January 28—Chicago, Ill.—Hotel Morrison— 
Examiner Gray: 
30905—-Masonite Corp. v. B. & O., et al. 
January 28—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Cantrell: 

I. & S. 5983—Grain and Products Be- 
tween Ill. and Ia. 
January 28— Washington, 

Konigsberg: 

30806—-New Jersey and New York R.R. Co. 
(Peter Duryee, Trustee) v. Erie R.R. 
fe) 


Co. 
January 28—Washington, D.C.—Oral Argu- 
ment before Division 4: 
Finance 14714—Atlantic Coast Line R.R. 
Co. Abandonment. 


D.C. — Examiner 


Finance 17081—Dawson Ry. Co., et al. 
Abandonment. 

January 28— Washington, D.C. — Examiner 
Barber: 

F.S.A. 23151—Phosphate Rock, Fla. t0 


Greenville, Miss. 
January 29— Washington, D.C. — Examiner 
Morgan: 
F.S.A. 26530—Paper Bags and Wrapping 
Paper to Crete, Nebr. 


ee, 29 — Washington, D.C. — Examiner 


30954 Routing Via Seatrain Lines Through 

Edgewater, N.J. 
- & S. 5979—Routing Restrictions Over 
Seatrain Lines, Inc. 

January 29 — Washington, D.C. — Examivzier 
Corbin: 


F.S.A. 26158—Pulpboard from Port Went- 
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ee and Savannah, Ga., to Richmond, 
a. 


January 29—Washington, D.C.—Oral Argu- 
ment before Division 4: 
16868—Chicago & North Western Ry. Co. 
Abandonment. 
January 30—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Cantrell: 
I. & S. 5985—Brick, C.F.A. to T.L. and 
New England. 


January 30—St. Paul, Minn.—Railroad and 
Warehouse Comm.—Examiner Gray: 






















30761—Minnesota Intrastate Rates and 
Charges. 
January 30— Washington, D.C. — Examiner 
Diamondson: 


30953—-Passenger Fares, Hell Gate Bridge 
Route, New York, N.Y. 
January 31—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Rice: 
I. & S. 5975—Coal, Ky. & Tenn. to Cin- 
cinnati (For Transshipment). 
January 31—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Cantrell: 
I. & S. 5971 and F.S.A. 26473—Dry Blacks, 
Southwest to Mississippi River Crossings. 
F.S. Applns. 23597 and 23779—Iron or Steel 
Skelp—Houston to Milwaukee. 






January 31—Washington, D. C.—Examiner 
Colgren: 
or yee Neu Corp., et al. v. B. & O., 
€ a 





WATER, 
FREIGHT FORWARDER, 


PIPELINE 
CHANGES IN DOCKET 
and postpon 


Current cancellations e- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in FF-200, assigned January 21, at 
New York, N.Y., postponed indefinitely. 

Hearing in FF-150 and Sub. 1, assigned 
January 21, at New York, N.Y., postponed 
indefinitely 








January 21—New York, N.Y.—Fed. Bldg.— 
Examiner Colgren: 
Inc. 


FF-150—Vendors Consolidating Co., 
Freight Forwarder Application. 

FF-150, Sub. 1—Same Extension of Op- 
erations. 
FF-200—George M. Hopke Freight For- 
warder Application. 





The Following Assignments 
Have Not Heretofore Appeared 





January 28—New York, N.Y.—Fed. Bldg.— 
Examiner Colgren: 

W-896, Sub. 9—Newtex Steamship Corp, 
Extension—Sulphur. 

January 28—New York, N.Y.—641 Washing- 
ton St.—Examiner Colgren: 

W-896, Sub. 14—Newtex Steamship Corp. 
Extension—Port Sulphur. 








MOTOR 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. M-3929 and Sups. 1 to 
8 inclusive, and MC-C-1339, assigned Jan- 
uary 23, at Washington, D.C., cancelled and 
Teassigned January 30, at Washington, D.C., 
before Stephen A. Aplin. 

Hearing in I. & S. M-3935, assigned Jan- 
Uary 24, at Chicago, Ill., cancelled. 

Hearing in I. & S. M-3900, assigned Jan- 
Uary 28, at Chicago, Ill., postponed to a 
date to be fixed. 

Hearing in MC-C-1331, and Sups. 1 to 4, 
inclusive, assigned January 28, at Chicago, 
Ill, postponed to a date to be fixed. 

Hearing in I. & S. M-3844, assigned Jan- 
Uary 14, at Chicago, IIll., cancelled. 

Hearing in I. & S. M-4017, assigned Jan- 
uary 14, at Kansas City, Mo., cancelled. 

Hearing in MC-954, Sub. 33, MC-966, Sub. 
5, MC-2202, Sub. 77, MC-10132, Sub. 12, MC- 
29566, Sub. 29, MC-38183, Sub. 26, MC-43215, 
Sub 29, MC-52424, Sub. 4, MC-52912, Sub. 
16, MC-58948, Sub. 52, MC-59728, Sub. 4, MC- 
105807, Sub. 12, MC-106194, Sub. 5, MC- 
106904, Sub. 2, and MC-109132, Sub. 6, as- 
Signed January 22, at State Comm., Topeka, 








































Kans., transferred to January 22, at Kansan 
Hotel, Topeka, Kans., before Jt. Bd. 52. 


January 21—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 
I. & S. M-3960—Unfinished Cotton Piece 
Goods in the South. 
January 21—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 
x K.. - M-3856—Oleomargarine—Memphis 
te) 3 
January 21—Jackson, Miss.—U.S.P.O. and Ct. 
Hse. Bldg.—Jt. Bd. 165: 
MC-3009, Sub. 11—West Bros., Inc., Hatties- 


burg, Miss., common carrier applica- 
tion. 

January 21—Washington, D. C. — Examiner 
Engelhart: 


MC-F-4981—R. B. and C. B. Gotfredson— 


Control; Transamerican Freight Lines, 
Inc.—Purchase (Portion)—Allen Motor 
Lines, Inc. 


January 21—Wichita, Kans.—Hotel Lassen— 
Examiner Borroughs: 

%* MC-109132 — Freightways, Wichita, 
Kans. 

January 22—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Rice: 

Section 5a Application 33—Central States 
Motor Common Carriers—Agreement. 

January 22—Chicago, Ill.—U. S. Custom Hse. 
Blidg.—Jt. Bd. £8 or Examiner Kilroy: 

MC-C-1338—Red Top Brewing Co. v. Han- 
son Motor Express Inc. 

January 22—Jackson, Miss.—U.S.P.O. and Ct. 
Hse. Bldg.—Jt. Bd. 97: 

MC-16502, Sub. 8—Robinson Truck Lines, 
West Point, Miss., common carrier ap- 
plication. 

January 22—Topeka, Kans.—Kansan Hotel— 
Jt. Bd. 52: 
%*% MC-954, Sub. 33—Mid-States Freight Lines, 


Inc. 
% MC-966, Sub. 5—Capitol Truck Lines, Inc. 
% MC-2202, Sub. 77—Roadway Express, Inc. 
% MC-10132, Sub. 12—Lipp Truck Line. 
% MC-29566, Sub. 29—Southwest Freight 
Lines, Inc. 
% MC-38183, Sub. 26—Wheelock Bros. Inc. 
% MC-43215, Sub. 29—Boyd Truck Lines, Inc. 
% MC-52424, Sub. 4—Hall Bros. Truck Lines. 
% MC-52912, Sub. 16—Motorways, Inc. 
% MC-58948, Sub. 52—Union Freightways. 
% MC-59728, Sub. 4—Morrison Motor Freight, 


Inc. 
Sub. 12—Red Ball Transfer Co. 
Sub. 5—C. & G. Truck Line. 
, Sub. 2—Topeka Motor Freight. 
% MC-109132, Sub. 6—Freightways, Inc. 
January 23—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Jt. Bd. 149 or Examiner Kilroy: 
. MC-C-1323—Chicago Surburban Motor Car- 
riers Ass’n. Inc. v. Kramer Bros. Freight 
Lines, Inc. 
January 23— Washington, D.C. — Examiner 


Aplin: 
I. & S: M-3929 and Supplements 1 to 8, 
inclusive, and 
MC-C-1339—Surcharges—New York State. 


Inc., 





The Following Assignments 
Have Not Heretofore Appeared 





January 24—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3935—Freight, All Kinds—Chi- 
cago to Memphis. 

January 24—Washington, D.C.—Oral Argu- 
ment before Division 2: 

I. & ha M-3866—Increases—Pacific North- 
west. 

January 25—Binghamton, N.Y.—U.S. Ct. 
Rms.—Examiner Colgren: 

MC-C-1342—Lawrence E. Foote—Revoca- 
tion of Permit. 

a 25— Washington, D.C. — Examiner 
rady: 

Ex Parte MC-2—Maximum Hours of Serv- 
ice of Employes. 

Ex Parte MC-40—Qualifications and Maxi- 
mum Hours of Service of Employes of 
Motor Carriers and Safety of Operations 
and Equipment. 

January 28—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3900—Various Commodities— 
Midwest and South. 

January 28—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

MC-C-1331 and Ist, 2nd, 3rd and 4th Sups. 

—Merchandise, Mixed Truckloads—East. 
January 28—Chicago, I11—U.S. Custom Hse. 
—Examiner Rice: 

Section 5a Application 31—Chicago Sub- 
urban Motor Carriers Association, Inc. 
—Agreement. 

January 28—San Francisco, Calif.—U.S.P.O. 
Bldg.—Examiner Gaffney: 

MC-70451, Sub. 108—Watson Bros. Trans- 

portation Co., Inc., Omaha, Nebr. 
January 31— Washington, D.C.— Examiner 


Winson: 
MC-F-5066—John N. Hall, et al.—Control; 
Hall’s Motor Transit Co.—Purchase— 


Perkins Trucking, Inc. 










_ 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box ——— Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 
Classified Advertisements 
Payable in Advance 
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Help Wanted 


TRAFFIC MANAGER—Background of both 
domestic and export rate structure, transit 
experience, etc. Permanent position, splen- 
dia opportunity. Location in East. Box 90. 


WANTED—RATE CLERK under 35. Knowl- 
edge of rail rates and grain and feed transit 
required. Illinois location. Box 296. 











Situations Wanted 


TRAFFIC MGR. or Asst. Age 26. Presently 
employed T.M. large chain stores organiza- 
tion. Broad experience tood line, rates, claims, 
distribution etc. Seeking $4,300.00. Box 292. 


TM OR GTM 15 yrs. experience all phases 
industrial, excellent background and qualifi- 











cations. Box 293. 
TRAFFIC MAN—Now employed western rail- 
road. Desires change, will relocate. Has 


had considerable experience in rates and 
general traffic work. Practitioner. Box 295. 


TRAFFIC EXECUTIVE, age 45, now em- 
ployed, locate anywhere. 25 years experi- 
ence rates, routing, claims, materials 
dling; via rail, motor, inland waterways. 
amg export, import traffic procedures. 
Box 294. 


CHIEF RATE CLERK. Construction and 
legislation. Qualified to originate and proc- 
ess proposals thru Association Committees. 
Middleaged. Min. $6000. Box 284 





CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 

Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, am- 
bitious, recent graduates who can be develo 
as understudies for positions of responsibility. 


Also included are specialists in many different 


phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying degrees of experience in Rates— 


Routes—Transit—Demurrage—Storage — Claims 
—Classifications. In fact, any and all duties in 
a Traffic Department. 

Just drop a line outlining your needs to the 
nearest office: 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 


ACADEMY OF 
ADVANCED TRAFFIC 


253 Broadway 
New York 7, 7. 
t. 


1422 Chestnut St. 
Philadelphia, Pa. 


Educational Books or Courses 


REGULATION OF TRANSPORTATION in its 
NEW REVISED 4th EDITION still only $6.00. 
This is the book used by the author J. H. 
Tedrow, LL.B. in the University of Kansas 
City, with a record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes 
and pleading forms. Over 250 leading cases 
discussed. A complete practitioners’ course 
for class or individual study. Endorsed by 
well-known traffic men and lawyers. Study 
for 10 days and if not satisfactory your $6.00 
refunded. Wm. C. Brown Company, Pub- 
lishers, Dubuque, Iowa. 


















































Does Your 


TRAFFIC 


DEPARTMENT 
Have One? 


% Every traffic depart- 

ment usually has one 
rate that must be watched 
constantly . . . one that 
is always under suspicion 
that some attempt is being 
made to change it. 


Do you have such a 
rate? If so, our Service 
Department specializes in 
other peoples worries. 
After all, we have been 
doing this work for over 
forty years which has 
given us a lot of experi- 
ence and know-how .. . 
and doing this work for 
so many shippers every- 
where enables us to do a 
job for you at a fraction 
of what it would cost to 
do it yourself. 


Just as soon as there is 
any intimation of a pro- 
posal, change or anything 
affecting that rate we 
will notify you by phone, 
wire or special delivery— 
as you direct. 


Why not write us about 
that rate and see what we 
can do for you? No obli- 
gation on your part to find 
out how reasonable our 
charge is. 


Write today to: Mr. R. R. 
Lethem, Manager, Service 
Department 


* 


The Traffic Service Corp. 
815 Washington Building 
Washington 5, D. C. 





JANUARY—1952 


23-24—Southwest Shippers Advisory Board, Mon- 
roe, La. 

24-26—California Motor Transport Associations, 
Inc., Coronado, Calif. 

28-30—Truck-Trailer Manufacturers Association, 
Houston, Tex. 

30-31—Mid-West Shippers Advisory Board, Chi- 
cago, Ill. 

30-31—Northwest Shippers Advisory Board, 
Minneapolis, Minn. 


FEBRUARY 


7-8 —National Council of Private Motor Truck 
Owners, Inc., Washington, D. C. 
10-12—Independent Movers’ & Warehousemen’s 
Association, Inc., Palm Beach, Fla. 
11-12—Canadian Industrial Traffic 
Toronto, Canada. 
12-13—Southern Traffic League and Freight Claim 
Forum of Southern Motor Carriers Rate 
Conference (Joint Meeting), Atlanta, Ga. 
13-14—U.S. Chamber of Commerce National 
Transportation Forum, Washington, D.C. 


League, 





Annual Dinner Dates of Traffic Clubs 


JANUARY—1952 
21 —Citrus Belt Traffic Club of Southern Cali- 
fornia, Los Angeles-Riverside, Calif. 


23 —Denver Commercial Traffic Club, Denver, 
Colo. 


23 —Traffic and Transportation Club of Monroe 
and West Monroe, La., Monroe, La. 


24  —Bridgeport Traffic Association, Bridgeport, 
Conn. y 

24 —Traffic Club of Pittsburgh, Pittsburgh, Pa. 

24 —Tri-City Traffic Club, Moline, Ill. 


26  —Sabine District Transportation Club, Beau- 
mont, Tex. 


26 —Transportation Club of Kansas City, Kan- 
sas City, Mo. 


29 —Motor City Traffic Club of Detroit, De- 
troit, Mich. 


30 —Traffic Club of Syracuse, Syracuse, N.Y. 
31 —Traffic Club of Newark, Newark, N.J. 
31 —Traffic Club of Lansing, Lansing, Mich. 


FEBRUARY 

5 —Traffic Club of Baltimore, Inc., Baltimore, 
Md. 

5 —Transportation Club of St. Paul, St. Paul, 
Minn. 

6 —Traffic Club of Washington, D.C., Wash- 
ington, D. C. 

7 —Transportation Club of the Rochester 


Chamber of Commerce, Rochester, N. Y. 

7 —Ky-O-Va Traffic Club (Huntington, W.Va.), 
Huntington, W.Va. 

Fs —Traffic Club of Cleveland, Cleveland, O. 

7 —Traffic Club of Kansas City, Inc., Kansas 
City, Mo. 

10 —Lincoln Traffic Club, Lincoln, Neb. 

11 —Traffic Club of the Providence Chamber of 
Commerce, Providence, R. I. 

12 —Cincinnati Traffic Club, Cincinnati, O. 

14. —Hartford Transportation Club, Hartford, 
Conn. 

14. —Miami Valley Traffic Club, Dayton, O. 

14. —Women’s Traffic Club of Springfield, 
Springfield, Mass. 

14. —Birmingham Traffic & Transportation Club, 
Inc., Birmingham, Ala. 

18 —Tucson Traffic Club, Tucson, Ariz. 

19 —Traffic Club of New England, Boston, 
Mass. 

20 —San Francisco Traffic Club, San Francisco, 
Calif. 


TRAFFIC DATES 








20 —National Freight Traffic Association (an- 
nual meeting), New York, N. Y. 






26  —American Waterways Operators, Inc., 
Washington, D. C. 
MARCH 





11-12—Ohio Valley Transportation Advisory 
Board, Columbus, O. 

12-13—New England Shippers Advisory Board, 
Boston, Mass. 

13-14—Pacific Coast Transportation Advisory 
Board, Los Angeles, Calif. 

19-20—Allegheny Regional Advisory Board, Pitts- 
burgh, Pa. 

19-20—Southeast Shippers Advisory Board, Sa- 
vannah, Ga. 

25-26—Great Lakes Transportation Regional Ad- 
visory Board, Toledo, O. 


APRIL 


1-4 —National Packaging Exposition and Con- 
ference, American Management Associa- 
tion, Atlantic City, N.J. 

28-30—U.S. Chamber of Commerce (40th Annual 
Meeting), Washington, D.C. 

30 —Chain Store Traffic League, Cincinnati, O. 














21 —Traffic Club of New York, Inc., New York, 







25 —Women’s Traffic Club of Indianapolis, In- 
dianapolis, Ind. 

28 —Traffic and Transportation Association of 
Pittsburgh, Pittsburgh, Pa. 

28 —Women’s Traffic Club of Memphis, Mem- 
phis, Tenn. 

28 —Omaha Traffic Club, Omaha, Neb. 


MARCH 


4 —Traffic Club of Wilmington, Del., Inc., Wil- 
mington, Del. 
—Reading Traffic Club, Reading, Pa. 
10 —Triple Cities Traffic Club, Binghamton, 
N.Y. 
10 —Women’s Traffic & Transportation Club, 
Wilmington, Del. 





































13. —Transportation Club of Terre Haute, Terre 
Haute, Ind. 

14 —Harbor Transportation Club, Long Beach, 
Calif. 

17. —Traffic Club of the Lehigh Valley, Easton, 
Pa. 






17. —The Traffic Forum, Youngstown, O. 

19 —Traffic Club of Rome, N.Y., Rome, N.Y. 

20 —Women’s Traffic Club of San Francisco, 
San Francisco, Calif. 

20 —Traffic Club of Montreal, Inc., Montreal, 
Quebec, Canada. 

20 —Traffie Club of Erie, Erie, Pa. 











APRIL | 
1 —Chicago Transportation Club, Chicago, Ill. : 
az —Junior Traffic Club of Richmond, Rich 

mond, Va. 
8 —Industrial Traffic Managers’ Association 






of Seattle, Seattle, Wash. 

15 —Capital District Traffic Association, Al 
bany, N.Y. 

15 —Transportation Club of 
Springfield, Ill. 

16 —Southern Wisconsin Traffic Club, Beloit, 
Wis. 

17. —Metropolitan Traffic Association of New 
York, Inc., New York, N.Y. 

19 —Traffic Club of Miami Chamber of Com 

23 —Traffic Club of Norristown, Pa., Norris 






Springfield, 











town, Pa. 

24 —Columbus Transportation Club, Columbus 
Ohio. 

28 —Manufacturers Association Traffic Club of 





Lancaster, Lancaster, Pa. 
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What every good shipper 





wants to hear... gam 


job! Everything 





of time-and in 
perfect shape! 


You did a swell Qy 


fe 


got here in plenty, 


Ship by Truck... 


—For speed, safety, convenience, economy! 


1 LESS DELAY! Trucks are never sidetracked. They 
pick up at the source, deliver right to the door— 
faster, safer, in better condition. You get the ship- 
ment you want, when you want it. 


2 LESS JOLTING! Trucks roll smoothly—on wheels 
of rubber. No jolting “starts” or “stops” —no “switch- 
ing” or “humping” that may smash fragile shipments. 


3 LESS HANDLING! Goods travel from shipper to 
consignee with a minimum of reloading. Needless 


This message may be reprinted 
ia whole or in part without 
permission, upon notifying 
American Trucking Associa- 
tions, Washington, D. C. 





wear and tear of rehandling is eliminated. 


4 LESS SPOILAGE! Because trucks travel direct 
routes, goods arrive faster, fresher—and sell better. 
There isn’t time for spoilage when trucks carry the 
shipment. 


5 LESS LOSS! Less delay, less handling, less spoilage, 
slash chance of costly loss—help keep your profits 
higher. 

Trucks give you speed, safety, door-to-door conve- 
nience no other transportation can match! 





) ne AMERICAN TRUCKING iwoustey 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON 6, D. C. 





i ranspe 


Lib 


